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The NEW 


‘1600’ 


is here! 





BEST KNOWN SYMBOL OF WHAT 
A SPORTS CAR SHOULD BE 


More Go! —WMore Stop} High spirited new horses champin’ at the bit... rugged 
new disc brakes to keep ‘em in hand! Sports roadsters, sports coupes . . . wire of 
disc wheels .. . eye poppin’ new colors... Twelve months’ warranty! That's the new 
MGA ‘1600’. . . available for a test-drive at BMC dealers from coast to coast. 


Free literature and overseas delivery information on request 


A product of THE BRITISH MOTOR CORPORATION, LTD., makers of Austin-Healey, Austin, MG, Magnette, Morris and Riley cars: 
Represented in the United States by HAMBRO AUTOMOTIVE CORP. Dept. SCI, 27 W. S7th St., New York 19, N.Y. 


Sold and serviced by a nationwide network of distributors and dealers: 
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213 Case History by Norman Smith. Gives back- 
ound facts of famous Marques: Alfa Romeo, 
Mercedes-Benz, Auto Union, Lago-Talbot, Cisita- 
jia, Ferrari, Delage, H.W.M., Maserati and others. 
A fascinating volume of motoring history. ..$7.50 
07 Manifold Pressures by Brockbank....... $2.25 
119 Stevens Rally Indicator Model 25 most accu- 
rate computer available, 9-inch diameter. ..$14.00 
1] Sports Cars, Rallies, Trials, & Gymkhanas big 
94” x 11’’ pages. For expert and novice... .$6.00 
6 Champion Year, My Battle for the Drivers’ 
World Title by Mike Hawthorn. With many ac- 
SEININIIOD, 6c cn oc ocs ae cktanes aseews $5.50 
§ Tuning for Speed and Economy............ $4.00 
138 Design and Tuning of Competition Engines by 
P, Smith. Greatly expanded & revised new edition. 
Fasy to understand, covers the whole field. $8.50 
NEW MODERN SPORTS CAR SERIES 
59 Guide to Buying a Used Sports Car by John 
goers Rested ss N's Races Ke Share dts $1.95 
60 Jaguar Guide by John Bentley ......... $1.95 
61 Guide to Competition Driving by P. O’Shea $1.95 
62 Guide to Rallying by Larry Reid ....... $1.95 
69 Porsche Guide by Sloniger ............. $1.95 
11 MG Guide by J. Christy & K. Ludvigsen $1.95 
187 Corvette Guide, by Dr. R. K. Thompson $1.95 
188 Volkswagen Guide, by William Carroll $1.95 
190 Accessories for Your Sports Car, by Reid $1.95 
191 Your Sports Car Engine, by Ludvigsen. .$1.95 
193 Larry Reid‘s Rally Tables .............. $1.95 
219 Grand Prix Cars by Denis Jenkinson. . .$1.95 
220 Triumph Guide by D. Allen & D. Strom $1.95 
221 Care & Repair of Your Sports Car by Bill 
Pree rT ee errr ei e $1.95 


set for the amateur or professional mechanic on any 
car, Foreign or American. 
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64 Motor Manuals. Volume 1. Automobile Engines 
in Theory, Design, Construction, Operation and 
Testing. By Arthur W. Judge. 474 Pages, 323 
Figures. Chapters: I. The Combustion Process in 
Theory and Practice; II. The Petrol Engine and 
Its Components; III. Types of Automobile Engine; 
IV. Supercharged Engines; V. Two-Cycle Engines; 
VI. Compression Ignition Engines; VII. The Gas 
Turbine; VIII. Lubrication of the Engine; IX. 
The Cooling of Automobile Engines; X. Testing 
of Automobile Engines $5.00 
65 Motor Manuals. Volume 2. Carburettors & Fuel 
Injection Systems, The Theory, Practice, Testing, 
Tuning and Maintenance of Carburettors, Coal and 
Producer Gas Systems and Petrol-Injection Meth- 
ods. By Arthur W. Judge. 496 Pages, 315 Figures. 
Chapters: I. Carburetion in Theory; II. Fuels; III. 
The Simple Carburettor; IV. Carburettor Systems; 
V. British Automobile Types; VI. Dual and Mul- 
tiple Carburettors; VII. American Automobile 
Types; VIII. Agricultural Engine Carburettors; 
IX. Motor-Cycle Carburettors; X. Paraffin and 
Other Carburettors; XI. Coal and Producer Gas 
Systems; XII. High Altitude and Aircraft Carbu- 
tettors; XIII. Spark-Ignition Fuel Injection Sys- 
tems; XIV. Floatless and Model Engine Car- 
burettors; XV. Air Cleaners and Silencers; XVI. 
Vaporizing the Mixture; XVII. Fucl Feed Systems; 
XVIII. Inlet Manifold Design; XIX. Miscellan- 
eous Fittings; XX. Testing, Tuning and Tracing 
PE SRA EE SOR Bree ree $5.00 
66 Motor Manuals. Volume 3. The Mechanism of 
The Car, Its Principles, Design, Construction and 
Operation. By Arthur W. Judge. 542 Pages, 401 
Figures. Chapters: I. The Chassis in General; 
Il. The Frame; III. The Suspension System; 
IV. The Front Axle and Steering; V. The Clutch; 
VI. The Gearbox; VII. Alternative Transmission 
Systems; VIII. The Propeller Shaft and Back 
Axle; IX. The Brakes; X. The Road Wheels and 
Tyres; XI. Traction and Braking Principles; XII. 
Front Drive and Rear Engine Cars; XIII. Lubri- 
cation of the Chassis; XIV. Some Recent Devel- 
opments in Automobiles $5.00 
67 Motor Manuals. Volume 4. Car Maintenance 
ond Repair. By Arthur W. Judge. 432 Pages, 330 
Figures. Chapters: I. Some General Considera- 
tions; II. The Lubrication of the Car; III. The 
Engine; IV. The Carburettor and Fuel System; 
. The Radiator and Cooling System; VI. The 
Clutch; VII. The Gearbox and Gear Changing; 
ql. The Propeller Shaft and Back Axle; IX. 
Ls Braking System; X. The Suspension System; 
I. The Front’ Axle and Steering; XII. The Care 
. The Wheels and Tyres; XIII. The Electrical 
— XIV. The Coachwork, Upholstery and 
ood; XV. On Storing The Car for the Winter 
or Long Periods; XVI. Diagnosing Engine 
Troubles Oh ee ee rey Gee $5.00 


216 Motor Manuals, Four Volume Set ... 


Postage Free on Receipt of Your Order 
and Remittance. 




















FREE with every purchase of... 


$25.00 or OVER $15.00 or OVER $10.00 or OVER 


ALL 3 FREE 


HIGH PERFORMANCE 
CA RS 1958-59 


with 
purchase of 
$50.00 or 
more on 


coupon 





below! !! 





Reg. Price $6.50 Reg. Price $5.00 


Reg. Price $2.00 


THE SPORTS CAR: Its Design and Performance, by COLIN CAMPBELL. Order #155 on coupon 
below at regular price of $6.50, or we shall send it to you FREE when your order on the coupon below 
for other sports car books, etc., listed here is $25.00 or more. 

New, completely revised and expanded edition is now ready! Recommended by the Technical Corres- 
pondence Editor of Road & Track as the best reference book on suspension and chassis design. The 
first thorough and systematic treatment of the sports car from a technical point of view, yet in a 
layman’s language. Chapters: The Development of the Sports Car; The Engine: Cylinder Head Design; 
The Engine: Induction and Exhaust; The Engine: Miscellaneous Components; The Engine: the Trend 
of Design; Road-Holding; The Suspension; The Chassis Frame and Body; The Transmission; The 
Brakes; Tuning; Performance; Future Development; Glossary of Technical Terms; Index. 

155. THE SPORTS CAR: Its Design and Performance, (on purchases less than $25.00)............... $6.50 


THE RACING DRIVER: The Theory and Practice of Fast Driving! by DENIS JENKINSON, world's 
foremost motorsport journalist. Order #200 on coupon below at reg. price of $5.00, or we shall send it to 
you FREE when your order on the coupon below for other sports car books, listed here is $15.00 or more. 
New Book for expert and novice racing drivers and all sports car enthusiasts who want to practise 
and understand better the art of fast driving. The author is the only person who has been a racing 
passenger over and over again with Fangio, Moss, Hawthorn and other top racing drivers. Jenkinson 
gives you an absolutely unique “eye-witness’”’ report: you sit beside Moss, Fangio and Hawthorn at 
speed, driving at the limit. Clearly written yet a thrilling adventure to read, this big, handsome, hard- 
covered book (6” x 9” with 35 Photographs and Diagrams) is to racing and fast driving what our 
standard book, Campbell’s: THE SPORTS CAR: Its Design and Performance is to the sports car — the best 
book on the subject in the world. Here are some of the points, THE RACING DRIVER: The Theory and 
Practice of Fast Driving covers: Chapters: 1. Art; 2. Determination; 3. ‘“‘Tenths’’; 4. Learning; 5. Starting; 
6. “Tiger”; 7. “Moments”; 8. Fright; 9. Analysis; 10. Theory; 11. °Understeer; 12. Oversteer; 13. 
Instincts; 14. Morale; 15. Retirement. 

‘““. . . best ever written on contemporary drivers & their racing styles and habits.’’ — Road & Track Reviewer. 
200. THE RACING DRIVER: The Theory and Practice of Fast Driving, (on purchases less than $15.00). .$5.00 


HIGH PERFORMANCE CARS 1959, Edited by Gregor Grant and John Bolster. Technical Draw- 
ings by Theo Page. Order #222 on coupon below at regular price of $2.00, or we shall send it to you 
FREE when your order on the coupon below for other sports car books, listed here is $10.00 or more. 
Latest edition from Autosport, Britain's Motor Sporting Weekly, containing road tests, technical drawings, 
and general articles on high-performance, racing, and sporting machinery. Many photographs. 
Contents: Victorious Progress; Why I Prefer Grand Prix Racing, by Mike Hawthorn; The Motor 
Sporting Year; Grand Touring Between Races; High Performance Cars, by Gregor Grant; Austin 
Healey Sprite, by Theo Page; Production Car Racing; Road Tests, and the Prospective Purchaser, 
by John Bolster; Bentley Continental; Jaguar ‘3.4’; Lotus Seven; Riley One-Point-Five; Goggomobil 
T300 Coupe; Modified Hillman Minx; Ford Anglia with Aquaplane Speed Equipment; Simca Aronde 
Montlehery; Grand Prix Lotus-Elva; Grand Prix Cooper M.G.A. Twin-Cam, Lotus Suspensions; 
Formula Junior; Dino Ferrai “246” Osca Engine; Willment; Speedwell Sprite; Tester’s Paradise; 
Rolls-Royce Silver Cloud; Saloon Car Racing; Borgward Isabella TS Coupe; Citroen DS19; Alpine Mono- 
pole Panhard; Elva Courier; Morgan Plus Four; Riley Two-Point-Six; Volvo Amazon; M.G. Magnette; 
Typically British Sport; The Road-Racing Americans; Aston Martin; Rallies 1958; Formula Three. 
222. HIGH PERFORMANCE CARS 1959, (on purchases less than $10.00)............- 0. cece eee eens $2.00 


211 Automobile Year 1959, No. 6. The most beau- 














45 Automobile Eng "s Ref- 
tiful, complete and exciting automobile book in erence Book. 57 British auto- 
the world. Profusely-illustrated ........... $9.95 mobile specialists contribute 
217 Automobile Year 1954, No. 1 .......... $9.95 half-a-million words in 1664 
163 Automobile Year 1957, No. 4 .......... $9.95 pages, 1010 diagrams, 255 
164 Automobile Year 1958, No. 5 .......... $9.95 photos in 30 main sections 


49 Scottie Book of Motor Racing by S. Moss. .$1.00 
224 Ettore Bugatti by W. F. Bradley. Portrait of 
a man of genius. Long awaited reprint, now 
SOREN. 5 ictcwdenicusadueas donates Maen $4.00 
225 Triumph Cars by T. P. Postlethwaite. A prac- 
tical guide to maintenance and repair covering 
all models from 1937 including TR-2/TR-3. .$4.50 


covering every aspect of the 
design and _ production of 
MAGGIE: COND iiss canes $20.00 
85 Tuning and Maintenance of 
MGA by P. Smith. Devoted 
entirely to MGA and Mag- 
Ma Chi ciw ts ¢ cacivaaeds $5.00 
28 The High Speed internal 
Combustion Engine by Ricardo. 
The classic work...... $12.50 


These manuals are in all cases the OFFICIAL 
Manuals produced by the automobile manufac- 
turers themselves. 





ici § -3 Factory Manval....$15.00 76 Automobile Chassis Design ..........---- $9.50 
be pret , poctary, Mandel dee 41 Maintaining the Breed. Saga of MGs - 
57 Official Complete Jaguar Factory Serv- 100 Tuning and Maintenance of MGs ....... ee 
ice Manual for MK VII and XK 120 99 MG Workshop Manual pesmapesss<eoes $350 
Models. For XK 140 owners also ....$15.00 210 M.G. Cars by C. P. Davidson ......- . aa 

48 Official Austin Healey 100-4 Factory 115 Car Driving As An Art by Davis, Rev. Ed. $3. 
Service Manual Thru ‘56 $12.50 204 All About The Volkswagen: A Comprehensive 


and Technical Manual for Engineers, Owners, 
Mechanics and Top Tuners. By H. Elfrink. $3.50 
84 Volkswagen Owner's Handbook ......... $2.00 


CLIP THIS COUPON—CIRCLE THE BOOKS You WISH 1 
Pie ROBERT BENTLEY, INC., 993 Massachusetts Ave., Cambridge 38, Mass. 


‘ sci 119 
: me a i ae rr aa ws Please supply books circled at left. Send to: 
62 64 65 66 67 69 71 76 84 85 99 100 115 ee 
138 155 163 164 179 181 184 187 188 190 191 
i 193 200 204 207 210 211 213 216 217 219 220 Street 
221 222 224 225 226 - 
j sige wns aa 2 C] Check for Special Del. Add 75c to remittance. 
aaa 


3 Official Austin Healey 100-6 Factory 
Monuval $12.50 
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I I secs inns eslaalgc ce eshleonaaceintadaeeabae 49 
I MINN a ccsncicicn ci antnnticesnsnnanesaniiited Stephen Wilder 60 
Formula Libre at Lime Rock....-...........2.......... Irv Dolin 55 
technical 

SCI Analyzes Ed Cole’s Corvair................ Karl Ludvigsen 23 


The biggest of the big three builds a small car. 


First Impressions—1960 Corvette ............ Karl Ludvigsen 3] 
If it’s good, don’t tinker. 


Gears Can Make You Go.................... Roger Huntington 52 
How to choose the right cog for the job. 


Mercedes-Benz Builds a New 220.......... Jesse Alexander 42 


Can one of the best get better? 


features 
An Owner’s Eye View of the Herald............ Dennis May 40 


Hark! the Herald owners sing of Triumph’s latest offering. 
The Short Unhappy Life of the Monzetta........................ 
Charles Beaumont 62 
There’s a little bit of Walter Mitty in every man. 


The Best Car in the World?.......... David Scott-Moncreif 64 


Could there be any other answer, but yes? 
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Are you driving an 


Goodyear makes tires to fit 94% of all imports. And they are 
lurnpike-proved—to give you up to 25% more safe mileage 
_ no matter where you drive. 

Built with new rubbers, new chemicals and exclusive new 
Goodyear 3-T cord (triple-tempered under precisely controlled 
Tension, Temperature and Time), these great new tires are 
available from Goodyear dealers across the country. 


Keep in mind, too, that where you get Goodyear tires you 13 IN. 14 IN. 


also get expert tire service. See your nearby Goodyear dealer. - 
GOOD/YEAR 


Goodyear, Akron 16, Ohio. 
MORE PEOPLE RIDE ON GOODYEAR TIRES THAN ON ANY OTHER KIND! 





Watch “Goodyear Theater’ on TV every other Monday evening. 

















FRELLI 


OF COURSE / 


| 

t 
| 
{ 





for your car, large or small, the 
unmistakable sign of good performance. 


FRELLI 


—Eighty eight years of leadership in 
tire design and manufacture, 

—A fantastic number of victories in 
nearly every major automobile race 
in the world, 

have helped make PIRELLI your most 
reliable asset in curves, wet roads, 
high speeds, actually in any kind of 
driving condition. 

And make no mistake about it, Pirelli 
prices are realistic. 





FRELLE 


italian tires of superb quality 





Drive in to your nearest PIRELL! deal- 
er and select the tire especially de- 
signed for your car, from five different 
constructions. Or for free Tire Equip- 
ment Chart, write: 


PIRELLI REPRESENTATIVE OFFICE: 
11 West 42nd Street, New York 36, N.Y. 





FRELLE 


OBSERVATION 
AND OPINION 








& As more and more new models are unveiled, the year 1960 can be seen a 
the most exciting as well as the most important year in the automotive field 


since the war. It’s now possible to view more clearly the astonishing parallel 
between developments in America and in Europe. On both sides of the 
Atlantic leading automobile constructors are introducing radical new model 
spaced just one notch in size and cost below their existing lines: the Corvair, 
Falcon and Valiant here and the Austin Seven and Morris Mini-Minor in 


England. Under the competitive pressure of the European Common Market, 


car design on the continent tends subtly toward a mean, while insistent 
demands for specialized vehicles are driving U.S. constructors toward extremes. 

So important are these new models and so numerous that SCI feels that 
evaluation and judgement of them must be made in an unusually considered 
manner. We have always felt that road tests carried out on company proving 
grounds are acceptable only under very unusual circumstances, it not being 
possible to obtain an accurate or thorough impression of the car without SCI’s 
own testing equipment and special test areas. The cars involved are also too 
likely to be prototypes or early production examples that are not truly 
representative of the make and model. We respect Detroit’s initiative and 
courage in introducing the new breed of compact cars, and in return are 
determined to judge these cars in unusual depth. 

This month the development and design of the Corvair are analyzed in 
detail, and those driving impressions appended that we felt were justified. A 
preliminary evaluation of the Falcon is also presented in road test form. In 
December the whole exciting Chrysler Valiant story will be presented by Mike 
Davis from Detroit. When—and only when — these cars are in production 
and on the road, with a service record and owner reaction to back them up, SCI 
will weld this firm data into comprehensive reports on their utility and _ per 
formance. To attempt this now would be premature. 

Also in this issue is a profile in the grand manner of the new star in the 
Mercedes-Benz firmament, secured through the co-operation of H. U. Wieselmann 
of the Vereinigte Motor-Verlage in Stuttgart. In his bi-weekly DAS AUTO, 
Uli Wieselmann discussed penetratingly his native German Grand Prix - 
reported on in full by Jesse Alexander in this issue. His final judgement on the 
Avus contretemps ran as follows: ‘‘As sorry as it makes me feel for the sports- 
crazy Berliners, this Avus adventure should not and dare not be repeated. 
According to today’s concepts the Avus is no longer a race track, and only a 
complete lack of appreciation of the facts could have marked it as a Grand Prix 
course. The lesson was bought dearly, all too dearly.” As already suggested in 
some quarters, the delightful Solitude circuit near Stuttgart could solve the 
AvD’s financial problems without degrading Grand Prix racing and sacrificing 
more drivers’ lives. 

A failure to process a correction for last month’s issue led to the startling 
statement in Racing Brakes that Ted Halibrand makes his disc brake calipers 
out of cast iron. One of the pioneers in the application of magnesium for 
racing, Ted obviously chose this material for his brake cylinder housing, thereby 
enhancing its ability to dissipate heat. Brakes, by the way, continue to be in the 


news as Pontiac announces the optional availability of an aluminum integral [ 


wheel/brake drum assembly for its 1960 models. Al-Fin drums can now be had 
on Buick, Pontiac and Oldsmobile, marking new recognition of the pressing 
problem of braking on large American cars. 


Karl E. Ludvigsen 
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Thar’s GO 
in them thar 


The Triumph TR-3 scampers up and down the mean- 
est mountain road without getting winded. 

Why? 

Because its engine, steering, suspension and disc 
brakes are designed for car-killing European road 
competition. (The TR-3 has taken first in class in 


virtually every European rally for five years.) 
Those of you interested in the Triumph TR-3’s 


dard-Triumph Motor Company, Inc. 
- F-119, 1745 Broadway, New York 19 





less strenuous virtues will like the economy (count 
on up to 35 miles per gallon), the orthopedically de- 
signed seats and the fun. All of them are standard 
equipment. 

Drive a TR-3. It handles so easily, your wife will 
want to keep it for herself. And, best of all, it costs 
$500 less than any comparable sports car. 


Now’s the time for Triumph. Why wait? 


TR-3 


ONLY $2675* 


Six reasons why the TR-3 is your best sports car buy: 


DISC BRAKES: Standard equipment on front wheels, maximum 
braking efficiency. 


1991 cc. ENGINE: 100 horsepower; 110 mph top speed; accelera- 
tion: 0-50 in 8 seconds. 


RACING CLUTCH: Heavy duty, woven lining gives longer life. 


EXHAUST SYSTEM: 2 straight-through mufflers relieve back 
pressure, increase engine efficiency. 


FRAME: Rigid “X” type forstability, fully rustproofed Sheffield steel. 
GEARBOX: 4-speed, short throw, synchromesh in 2nd, 3rd and top. 


OPTIONAL EXTRAS: Overdrive, hard top, rear seat, wire wheels, 
white walls, and others (ask your dealer). 


SERVICE: Dealers in every state—over 700 in all. 


~ -*At U.S. Ports of Entry, plus state and/or local taxes—slightly higher West Coast. 
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for just $5HQO25 








HEATHKIT New Model IA-1A 


© A Fraction of the Price of Comparable Instruments 

® New, Improved Design Shows Primary or Secondary Patterns 

© Provides In-Action Check of All Ignition Parts 

© Finds Systems Weaknesses Without Removing Individual Components 


The Heathkit IA-1A offers the hobbyist, small garage owner, or service station 
operator an ignition analyzer with the features of scopes costing several times 
more. 

To check the complete ignition system of an automobile in operation, just 
plug in and clip on test cable leads: the IA-1A will show condition of coil, con- 
denser, points, plugs and ignition wiring. A switch selects either primary or 
secondary circuit patterns; or alternately, provides choice of parade or super- 
imposed secondary patterns. Also detects breaker point bounce and facilitates 
checking of point dwell-time setting. Can be used with the car in motion and 
under load when powered by an appropriate DC-AC Inverter. 

Simple to use, minimum of controls, completely flexible for all types of in- 
ternal combustion engines with coil ignition and accessible breaker points. 
Displays complete engine cycle, or just one cylinder at a time. Test leads and 
comprehensive instruction manual supplied with kit. Shpg. Wt. 20 lbs. 


MODIFICATION KIT FOR MODEL IA-1 IGNITION ANALYZER: Gives you switch selection 
of either primary or secondary circuit patterns; or alternately, provides choice 
of parade or superimposed secondary patterns. Kit includes test lead modifica- 
tion parts and comprehensive instructions for modification and use. Shpg. Wt. 
2 lbs. Heathkit MK-6. $4.95 





























-y 
q 
HEATH COMPANY Benton Harbor 26, Mich. : 
c wT) 
O rd e r N OW I ii )) a subsidiary of Daystrom, Inc. ' 
Justfillinthecoupon, NAME 
mail with your check ADDRESS 
or money order. CITY ZONE____STATE 
FREE CATALOG Please send the following: 
available, check the (] Heathkit 1A-1A Ignition Analyzer Kit $59.95 
coupon and mail [_] Heathkit MK-6 Modification Kit (for 1A-1) $ 4.95 
today. POSTAGE TOTAL i 
( SEND FREE CATALOG ' 
aa 
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LETTERS 


NASH-HEALEY 

I must inform you in behalf of ou 
Association and Mr. Donald Healey, (if 
he hasn't already written to you) that 
there is a glaring and almost unforgivable 
mistake, in the story “Americans at Le 
Mans” by Hugh McGrillen. 

Briggs Cunningham did place fourth 
in 1952, but it was not a 1, 2, 3, triumph 
for Mercedes. The Nash-Healey Number 
10, (American powered, though I must 
admit, British driven) came in third over 
all and first in class, followed by Cun- 
ningham in fourth. Please remember that 
the Healey win was accomplished with a 
rather stock (in comparison to the other 
competitors) Nash Ambassador six cyl- 
inder engine producing only 145 HP. 
What were Cunningham’s Chrysler V-8s 
rated at, 300 plus H.P.? Also the Nash- 
Healey placings each year were consistently 
better than Cunningham’s. 1950 had Nash- 
Healey 4th and Cunningham crew 10th 
with a Cadillac. 1951 had Nash-Healey 
6th and Cunningham J/8th. 1952, as I cor- 
rected, had Nash-Healey 3rd and Cun- 
ningham 4th. 1953 had Nash-Healey /1th 
and Cunningham finally made the big 
time by also accomplishing a third place. 
Nash-Healey suspended competition in 
1954 as Mr. Healey was concentrating 
his efforts on the new Austin-Healey. 

In appeasement, how about doing a 
really detailed story on the relationship 
between Nash and the little Equipe from 
Warwick, ‘““Healeycars Ltd.”, who carried 
the ball for us at Le Mans, and tried so 
hard to put an American company in the 
winner's circle to share the laurels of the 
then best from Great Britain. 

Nash-Healey Association of America 
Kent C. Martin, President 

127 W. 14th Ave. 

Naperville, Illinois 


FERRARI ROAD TEST 

As the owner of a new Ferrari 250 GT 
Coupe I was particularly interested in the 
road tests and other data contained in 
your September issue. However I do think 
that, in fairness to this marque, some com- 
ments concerning your criticism of the 
steering and brakes are pertinent. 

While obviously you can only run tests 
of cars made available to you, there is 
some question in my mind if the two cars 
tested are representative of what an ordi- 
nary owner can expect. Mr. Arents’ Berlin- 
etta, I understand, has seen a lot of road. 
The California, while it appears from your 
report to have low mileage, is owned by an 
under-age young man, used only as a drag: 
ster, and has been handled “brutally.” 

In the course of the last ten years, | 
have owned an M.G., two Jags, an Aston 
Martin, an Alfa 1900C Super Sprint, and 
a 300 SL Roadster. All of these sports cats 
were purchased new as was my 250 GT. 
Of these cars, only the Aston steered 4s 
lightly and positively as does the 250 GT 
and only the Alfa had brakes comparable 
to those on the 250 GT. 

Duncan Hodges 
Lake Forest, Illinois 
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does this refer 
wheeled single seaters? 


cars fit in. 


NSU PRINZ 
We are very grateful for the road test 
on the NSU Prinz in the August SCI. We 
would appreciate it if you would acquaint 
your readership with some of the facts 
below which they might find helpful. 

|) The NSU Prinz has a 4-cycle engine. 

2) The NSU factory (NSU Werke A.G., 
Neckarsulm, West Germany) is in no 
way connected directly or indirectly 
with Fiat, and the Prinz was developed 
entirely on their own; nor is the NSU 
Prinz a take-off on a Fiat car. 
existed some cooperation between Fiat 
and NSU which lasted from 1929 to 
1932, and by ending this cooperation 
the assembling of Fiats was stopped 


There 


There is available the NSU Sport Prinz, 
body designed by Bertone, which is 
going into production now. It has a 
36 HP 2-cylinder 4-cycle (regular gas) 
air-cooled aluminum rear engine. The 
same engine of the NSU Sport Prinz 
is also available in the NSU Prinz 30. 
4) The picture of the NSU Prinz on top 
of page 42 shows the pivoted rear win- 
dow which is an option; this being the 
only small car with excellent ventila- 
tion of the rear seats. 


Fred R. Oppenheimer 
President 


Fadex Commercial Corp. 


COMPETITION CLASSES 


A fellow enthusiast and I are very much 
confused in regard to racing classes both 
national and international. Is it true that 
Formula I refers to sports cars of 3000 cc? 
We are also a bit confused about Formula 
II. We know that this is up to 1500 cc but 
to sports cars or open 


We can not figure out where Grand Prix 
Are these Formula I, or are 
they a separate classification? How about 
the alphabetical designations? 

Any help we may receive to end this 
| confusion will be greatly appreciated. 
Robert E. Snauffer, Jr. 
John J. Sabina, Jr. 

: Pittsburgh, Pennsylvania 


Both Formuia | and II refer to open wheeled 
Grand Prix cars. The displacement limits are 
| 2500 cc and 1500 cc respectively. The alpha- 
betical class designations pertain to sports 
cars and are broken down as follows: 


SCCA NATIONAL CLASSES 




















bs PRODUCTION 
over under 
A 5000 ag 
5 8 3500 5000 
C 2700 3500 
D 2000 2700 
E 1600 2000 
F 1300 1600 
G 1000 1300 
H 750 1000 
500 750 
J 350 500 
K — 350 


MODIFIED 
over under 
8000 -- 
5000 8000 
3000 5000 
2000 3000 
1500 2000 
1100 1500 

750 1100 
500 750 
350 500 
— 350 


The sports car classes as set forth in Ap- 


Pendix C of the F.I.A. 


rules governing inter- 
national competition are the same as the 
Modified category in SCCA racing. 








Every day at the MG Mitten Company we receive 
several letters asking questions like ...‘‘Who is the 
gal in the photo at the top of your ads?”’ or (addressed 
to Mr. Marion Weber). ..‘‘Who is the fellow in the 
photo?”’ These questions, unlike queries such as 
‘Where can | get a chromed valve cover for my 1936 
Whippet that | am preparing for a Concours?”’ are 
difficult to answer. WHO, indeed, is the gal (correct 
guess) that continues to smile and wave happily from 
the printed page .. . even if business is lousy. Is she 
still the same enthusiastic outgoing girl who graduated 
from Miss Culpepper’s Finishing School for Young 
Ladies in 1933, ready to conquer the Business World? 
Or, abraded by the trials of enterprise, buffeted by 
the winds of trade and submerged by the tides of 


industry, has she suffered a complete personality 


change, becoming in effect, a Tycoon? Is the photo 
Marion Weber, Housewife? Or, Marion G. Mitten, Cor- 
poration President? (interesting, eh?) 


If there is sufficient demand, we will explore this 
fascinating psychological study in future columns: 
meanwhile, everyone is interested in saving so here 
are some money savers. 


MONEY SAVERS 


REPLACEMENT TOPS, for example. The thought of 
having to pay a three-figure price to get a convertible 
top replaced is enough to stop most anyone... —— 
this is the kind of a quote you get nowadays... $$. 
We have the answer: do it yourself. Yes, you... it’s 
easy with our top kits ...and the price, $29. 95 is 
almost unbelievable. Take our word, though... these 
are real quality, satisfaction guaranteed style. and all 
that ...so if your rag is ragged ...see our October 


ad, this mag, or write for FREE CATALOG with all 
details. 





Regular $4.95 pr. THRESHOLD PLATES of rigidized 
aluminum for Porsche, TR, Alfa, Sprite & MGA, special 
8 eee $3.95 pr. 
ALUMINUM KICK PLATES, to protect door panels of 
MGA, TR, Healey, Porsche, & Sprite, also regular 
$4.95 pr. get them before December 31 for only 

$3.95 pr. 
GAS PEDAL PLATE of anodized aluminum to save tunnel 
rug on Healey, TR, & MGA $1.95 


HAND SAVERS 


Ne | /) 


J ¢ 





GRAND PRIX GLOVES are still unbeaten in competition. 
Soft, pliable, stylish and made from the finest cape, 
they have double palm, inset thumbs and vented backs. 
Sizes: Gal’s 612-742, Men’s: 712-10. Colors: Natural 
and Black ....$7.95 pr. 
LESTON GLOVES have cape palm and fingertips, inset 
thumb, gathered wrists and knit mesh backs. Sizes 
THUR siisicducscasatenteusdaucamsatiicetetaneguctaiaraanciamniate $6.50 pr. 
A smooth, polished shift knob of the proper size 
placed in ‘the proper position will eliminate much of 
the fatigue of gear changing. Choose from these: 

SPEEDBALL 112” dia. or 1%” dia. — aluminum 
WOUND cnscdipiinccccchacimere .. $2.25 
MG KNOB 1%” dia. polished aluminum, ‘beers MG 
CUOGE: > chcscb ee ccstel anneal ieredoccsnnielaataenncsgieasiaall $2.25 


CHROMED ALUMINUM knob, sparkles, is still ssa 








weight 


EXTENSION for Morris, = Renault, Porsche, 2.4 & 
3.4 Jags adds 4” & 40° bend $1.35 








INTIMATE TRUE LIFE STORY 
REVEALED 


by Marion Weber 





GAS SAVERS 


A KOMFORT MUFF gives you faster engine warmup in 
cold weather, enables you to dispense with the choke 
sconer and saves fuel. It also gets the heater hotter 
quicker. Made from heavy gauge waterproof material, 
easily attached. For MG, Jag, Healey, & TR 3.9 


lf your Carburetors (Carburetters) are properly syn- 
chronized you'll get better mileage. Nothing could be 
simpler than to set them with the aid of a UNISYN. 
Works on side or down-draught carburetters (car- 
UN a cssecciconcnncnntcion ..$9.95 





CAR SAVERS 


CAR FAB is a grand new cleaner for fabrics. . . tops, 
rugs, upholstery. Harmless, easy to use, highly ‘effec- 
tive. We cannot recommend this product too highly 
after using it repeatedly, It’s wonderful . . . 1 Ib. 
SR ERS ENR $1.50 
D'ELEGANCE DYE restores leather color and life. Will 
not rub off, dries in 30 min. Get PREP CLEANER (95¢) 
2 cans DYE ($5.90) and 1 can PLASTICOLOR ($2.95) 
(unless all interior is real leather . . . then get another 
can of DYE) to-do one typical roadster... Specify 
color, make and model if restoration is desired. 











tweight 
un and 
Dust Cover 


MG Mitten Li 
pony Ae. Hugger 


Fiat Frock (1100TV) $17.95 $24.50 
Sprite Spat 


O 
CL} 
H) Fiat 
O 


OO Morris Muff 
C] Renault Romper 
C) Ghia Gewn 
Porsche Parka 
Peugeot Pegnoir 
C) Minx Muff 
Fiat Frock (600) 
Saab Sack 


$22.95 $29.50 


: Corvette C 
Thunderbird Tepee 
Jaguar Jacket 


0 Mere 
(190, 300 SL) 
Oo Volvo Vest 


( Vest for Volkswagen 


$27.95 $32.50 


$22.95 $29.50 


MONEY IS OUT OF STYLE AT MG MITTEN...SO, 
CALIFORNIA RESIDENTS CAN JUST BRING IN THEIR 
BANK AMERICARDS and charge like crazy. 





ORDERING INSTRUCTIONS. 


We pay postage if you send money with 
order, C.0.D.’s take 25% deposit. Calif. 
residents also owe 4% Sales Tax. Money 
back, if not satisfied. Write for free, colorful 
catalog of sports car items. No charge or 
obligation. 


ADDRESS: MG MITTEN 
Mi Dept. S-11 
itter P.O. Box 4156 
Catalina Station 
1127 E. Green St. Pasadena, Calif. 

















VW REFINEMENTS 


> Detail improvements in the 1960 Volks- 
wagen will include a safety-dished steering 
wheel, better formed seats, a footrest for 
the front passenger, new pushbutton door- 
locks, and soundproof padding under the 
rear seat. This extra stuffing will also help 
keep out acid fumes from the battery lo- 
cated under the seat. With an eye toward 
improved roadholding all VWs in the fu- 
ture will be equipped with a front end 
roll bar now found only on the more sport- 
ing Karmann Ghia coupe. Still another 
change intended to improve handling is 
the tipping of the engine transmission 
unit two degrees down at the nose. This 
lowers the pivot point of the swing axles 
proves cornering characteristics. Both 
about 5%-of-an-inch which in turn im- 
proves cornering characteristics. Both 
front and rear suspensions have also been 
made softer, and more progressive. A more 
powerful generator — 180 Watt instead 
of 160—“tropicproof” fan belt and padded 
sun visors round out the changes in the 
people’s car for 1960. 

The VW’'s pretty sister, the Karmann 
Ghia, has also undergone some minor face 
lifting. The front fender line has been 
raised, and the fresh air intakes in the 
nose enlarged. More important from the 
standpoint of interior comfort—the rear 
quarter panels can now be opened to 
increase ventilation. 

NEW ROLLS ROYCE V-8 

Designed to replace the 6-cylinder in 
line engine in use on Bentley and Rolls- 
Royce cars for many years, an aluminum 
V-8 of 6.2 liters capacity goes into the 
latest models of the Silver Cloud and the 
“S$” Series Bentley. 

The new engine is an over square 90° 
vee unit that offers incredible smooth- 
ness at all speeds. Bore is 4.1”, the stroke 
3.6”—overhead valves are operated by 
hydraulic tappets. The cylinder block and 
heads are cast in high silicon content 
aluminum alloy. The cast iron cylinder 
liners are wet; valve seats are of austen- 
itic steel while cast iron is used for the 
inlet valve guides and bronze for the ex- 
haust guides. The five main bearings of 
the crankshaft are copper-lead-indium 
lined steel shells. The monikrom cast iron 
camshaft is driven by helical gears. 

Twin S.U. carburetors are of a special 
diaphragm type and incorporate an auto- 
matic choke for cold starts. 

The engine is no heavier than the six 
it replaces. Compression ratio is held at 
8:1; the Rolls-Royce automatic transmis- 
sion remains unchanged, though change- 
up speeds on full throttle are now: from 
Ist to 2nd at 23 mph, 2nd to 3rd at 40 
mph, and 3rd to 4th at 78 mph. Maximum 
speed is in the neighborhood of 108 mph, 
only a slight improvement on the old car. 
But mid-range acceleration has been bet- 
tered considerably. Peak revs are 4000 rpm, 
and naturally torque and power figures 
are not quoted by the factory—as before 
it is termed “sufficient”. The factory can 
however, say this with even more confi- 
dence that they are right. 

The brakes on the Bentley Continental 
now are four shoe. Actually what has hap- 
pened is that the two shoes have been 
divided in half, which gives four separate 
contact points on each drum. 
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Upper left: New Rolls Royce V-8 marks the first departure for this firm from the 
traditional straight six cylinder layout. Lower left: BMC mini-car engine is 
set transversely in chassis. Right: First significant body change for Porsche. 


Perhaps only of academic interest to 
SCI readers is the new Rolls-Royce Phan- 
tom V, a car designed for the diplomatic 
corps and heads of state; it is the largest 
Rolls ever made with an overall length of 
just under 20 feet. Wheelbase is 12 feet 
and only bodies by the specialist coach- 
builders will be fitted to the new chassis. 
Of course servo-assisted brakes and steer- 
ing are standard equipment. The frame is 
a stiffened box section with cruciform cen- 
ter section. Weight of the P-5 is not yet 
available as a completed car does not ex- 
ist at press time. Turning circle is 48’9”! 
Price is only $24,050. 


BIG NEWS FROM BMC 

The Morris Mini-Minor and the Austin 
Seven announced at the end of August, 
1959, are the two of the most revolution- 
ary British cars to appear in some time. 
Both cars are very similar, incorporating 
the same mechanical components, which 
include a transverse mounted 850 cc 4- 
cylinder in line engine developing 34 bhp 
at 5500 rpm. The combined gearbox and 
final drive unit is located beneath the en- 
gine and is bolted to it; the same oil that 
lubricates the engine also serves the gear- 
box and final drive unit. 

Independent all round suspension via 
rubber cones is the biggest sensation of 
all. These cones are at the front, mounted 
vertically, and are connected to the upper 
wishbone and controlled by hydraulic 
telescopic shock absorbers. Rear suspen- 
sion is by single trailing arms on which 
hub and brake assemblies are fixed. Rubber 
spring units at the rear operate in a hori- 
zontal plane. No greasing is involved with 
this rubber suspension. Rack and pinion 
steering is fixed to the toe board of the 
body shell. 

Hydraulic brakes, seven-inches in diam- 
eter, giving a total area of 6714 sq. ins 








by Jesse L. Alexande; 











are employed all round with a single lead- 
ing shoe both front and rear. A new safety 
device is incorporated in the braking sys- 
tem of the new cars; this is a pressure 
limiting valve which, at a point near 
maximum braking, transfers full power 
to the front wheels, avoiding locking of 
the rear wheels. 

This new model, the ADO 15 as both 
cars are designated, is the result of eight 
years of work by a team of B.M.C. de. 
signers working under Alex Issigonis. Back 
in 1951 an experimental front wheel drive 
engine and transmission unit was designed 
and tested with great success, the com- 
plete unit having been mounted trans 
versely in an existing B.M.C. model. 

The object was to produce a compact 
small car with adequate comfort for 4 
adults. A car with an engine of modes 
size but more than enough power. Iss 
gonis felt that the so-called “Bubble cats’ 
of the 1955 period were not what the 
motoring public wanted and he pushed 
ahead with his new design in greal 
secrecy at B.M.C.’s Longbridge factory. 





The low center of gravity, weight dis- 
tribution and suspension layout give the 
car impressive road holding and handling § 
qualities. Test cars have covered up 
50,000 miles with the rubber suspension 
medium showing negligible wear. 

Here are some brief performance fig 
ures; fuel consumption at a steady 50 
mph is 51.8 mpg. The car accelerates from 
0 to 40 mph in 12.6 seconds, from 0 to 60 
in 28.9 seconds. Change up speed in third 
gear is 59 mph. 

Cars are available in de luxe specif 
cation as well as plain trim; this includes 
two color leathercloth upholstery and 
foam rubber seat cushions, windshield 
washer, pile carpet flooring, adjustable 
front passenger’s seat, as well as maiy 
other extras. (Continued on page 14) 
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Qaimler) 
The Fabulous 21% liter V-8 Sports 
NAMES Car that Delivered up to 


134 MPH on a coast 


IN IMPORTED CARS =, nai 





The Car 
that Gives You 
the Most for Your 


F F RG l} S Sighiaating ak Mipenchie 
IMPORTED CARS, INC. BORGWARD 


New York City Importer e ISABELLA SEDAN 
for Borgward © TOURING SPORT 
Daimler & . ¢ STATION WAGON 



















Here are the cars that are tried, Winner of more 
competitions than 


; tested, proven. The Daimler in a age 
§ any car in its class. 


; quality tradition that was born 


se in 1896...the Borgward in millions 
‘| of miles of American driving... THE N SPORTS 
: the Morgan with its record of 


countless victories for over 40 years. 
A vast, nationwide Service and * 4 SEATER ROADSTER 
Parts Network is your assurance * 2 SEATER COUPE 

of unlimited miles of carefree — e 2 SEATER 
driving. < oy —_ ROADSTER 


EE | 






Write for handsome color Brochures and 
names of Quality Dealers in Your Area. 


= _ ~ G U inn hei at aacaciat ie 


1717 Broadway (54th St.) N. Y. CO 5-6494 + 290 Park Avenue New York, MU 8-1841 








- 


A kit of various sizes and shapes of polishing I 
wheels is marketed by Webco Inc., 218 Main 
Street, Venice, California. The wheels are made 
of abrasive impregnated rubber which is said 
to wear away evenly thus exposing new abra- 
sive grains as work progresses. The wheels are 


Three kart gas tanks, two with bullet shapes as 
illustrated, are designed to be mounted on the 
rear of the seat. The bullet tanks come in 3 


not affected by fuels or oil, do not shrink or 
change texture, and are non-magnetic and 
non-conductive. The kit sells for $5.95. 


‘ 
quart and 1 gallon sizes and a dual engine . 
tank in 3 quart capacity. Each tank comes com- 4 
plete with neoprene tubing, knock-off cap, , 
| check ball vent, and mounting ring. $11.95 
each. Palmini Engineering, 3156 N. San Gabriel 
Blvd., South San Gabriel, California. 


iq one ACE-BRISTOL entered wins 


q Ist PLACE 2 LITRE CLASS AND 7th PLACE GENERAL CLASSIFICATION 


Speed with reliability again proved. 
* Contact your nearest distributor now 


for demonstrations of the ACE 2-seater 
sports or the ACECA coupe. 








Owner entry standard car as you may purchase. 


OUR LE MANS RECORD 

1957 One car entered. 2nd place 2 Litre Class and 10th General Classification 

1958 Two cars entered. 2nd & 3rd place 2 Litre Class and 8th & Oth General Classification 
1959 One car entered. Ist place 2 Litre Class and 7th General Classification 

B.C. Sports Car Center Ltd. 


1424 West Broadway 
Vancouver 9 


Worldwide Automotive Imports Inc. 
1968 South Sepulveda Blvd. 
West Los Angeles, California 


A.C. Imports Inc. 
3169 N. Pollard Street 
Arlington, Virginia 





| A.C. Imports Inc. Scarboro Beach Garage Ltd. Distribuidora Mecanica c.a., 












8 Alden Avenue 2301 Queen Street East Centro Comercial del Este, 
Valley Stream, New York Toronto Avenida Casanova, Ris 
Local No. 25, ‘ 
Hulsey & Proctor Foreign Cars Budd & Dyer Ltd. Sabana Grande, ; 
1710 N. Akard Street 4269 St. Catherine Street W. Caracas, Venezuela, S. America. 140 
Dallas 8, Texas Montreal 2 
PanWorld Distributors Inc. er 
7833 Lomas Boulevard N.E. 
Albuquerque, New Mexico For 
Imported Motor Cars Inc. 
7030 South Tacoma Way 
Tacoma 9, Washington 
Imperial Motors 
| 721 Green Bay Road 
| Wilmette, Illinois 
A. in CARS LIMITED sol 
ren 
THAMES DITTON, SURREY, ENGLAND po 
Tel.: Emberbrook 5621 a 
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racing and 


SOOM ESEO OM 
CCCESSOY'UES 


OFFICIAL 

, Crossed Flags 

‘y of Distinction 
Exclusively designed for us. 
Executed in full color. 
Jewelers Enamel and beautiful 
Chrome Finish. Complete with 
mounting screws. Your choice 


of: USA—Gt. Britain, USA 
~France, USA—Italy 


$3 95 ea. ppd. 


EMBROIDERED IN 
FULL COLORS 


Made for: Alfa, Austin Healey. 
AC, Corvette, Jaguar, Ferrari. 
TR, MG, Mercedes, Fiat, 
Renault, Porsche. We also 
offer Racing Team and Crossed 
flags & Helmet 3” patches 
at $1.00 ea. ae Porsehe 4” 
at $2.00 ea.) 


LARGE BACK EMBLEMS 


$3.00 ea. ppd. 


To be sewn on back of racing 
suit or jacket. Made for: 
Jaguar (blue, red, black on 
white); Morgan (red on 
white) ; Corvette (authentic 
colors) ; "Mercedes (white on 
blue); MG (red, black, blue 
on white) ; Porsche (red 

on white); Austin Healey 
(red on white); Fiat (blue 
on white) ; TR (blue on white) ; 
Alfa (authentic colors). 


—— ee Fe ee Ge ee Ge Ge ee Ge ee Ge ee ee ee ee ee 


SALA-SPORT 


DRIVING GLOVES 


$7.95 per pr. ppd. 


RACING GLOVES 
(Shorties) 


$7.50 per pr. ppd. 


Imported 


ITALIAN Sala $ 

DRIVING & RACING 

GLOVES 

Non-Slip Grip—In Skin Soft 

Italian leather, well ventilated. 

double leather palms, Four 

distinctive styles (except 

Shorties) in all sizes, including very small and very 

large: your choice of all black; tan and natural brown; 

sma leather back and tan palm; knit back and 

ty palm. SHORTIES in knit back and brown palm 
only. Sizes: 614-10 inclusive for ladies and gentlemen. 


Jacket 
| Emblems 


$1.00 
ea. ppd. 





WIND WINGS AND SUN VISORS 
pig FOR DRIVING COMFORT 


All ‘‘Amco”’ wind wings and 
MAR visors have highly polished 
ee cies Fittings are made of 
machined brass, triple 

chrome plated. 


WIND WINGS 
MGA—MG~—TC—TD—TF—Triumph 
2 & 3, Berkeley, Piat 600/1100— 
B Sprite. $16.95 set ppd. 
For ae Healey To0- 100/6—Jaguar XK120— 
140 Roadster—Alfa Romeo—Porsche CPE—Mercedes 
1908L~—Metro 
SUN VISORS 
MGA—MGA CPE—MG—TC—TD—TF—Triumph 2 & 3 
~Austin Healey 100/6—Berkeley—Sprite 
$6.95 ea. ppd. 
For Jaguar XK-120, 140, 150—Austin Healey 100 


amco 


UNIVERSAL DETACHABLE 
Luggage Racks 
$22.95 ppd. 


Beautifully contoured luggage 

carriers which enhance your 

solid, car’s appearance and gives 

Rs sure-footed support for heavy loads. unt or 

move = just a Cannot mar or harm painted 

tabi aces in any way. Heavy ogg 5 -chrome plated steel 
pen welded construction. Comes complete ready to 

an t. For all coupes, convertibles and isters except 
te. Specify your car make when ordering. 


$19.95 set ppd. 


$7.95 ea. ppd. 





IMPORTED ITALIAN 


Sala 
Sport 


RACING SUITS 


in: White, Grey, 
French Racing 


Blue, Red or 
Black 

ONE PIECE 
SUIT 
$15.95 
ppd. 


These distinctive 
garments are original 
Italian racing suits. 
Preferred throughout 
Europe for comfort 
and utility. Not only 
most practical fur 
races, rallies, are also 
excellent for informal 
lounging. Made to 

be laundered. Feature 


wrists, 
ankles. 
collar. 


waists and 
Mandarin 
Roomy pockets 
4 with heavy duty 
zipper closures. Tailored 
_ poplin fabric. Available 
in above colors. Men’s sizes 
only: 36, 38, 40, 42, 44. 


TWO PIECE 
RACING SUIT 


$16.95 


ppd. 


(pants $7.95 each 
—Jacket $9.95 each) 















FIA APPROVED, 

BRITISH MADE 
Racing Mirrors 
iti R aydyot’ Ld 


+ 


(c% 0n.). ‘Adjusted 

th positive locking device. 
Secu for cowl 
mounting. 


$5.95 oa. postpaid. 





Barbs ll 


Feriler Mirrors 
$5.45 cach postpaid 


Without a doubt, these are the 
best all- mand fender mirrors 
available today. Universal - 
fitting allows use on either 
left or right fender. 
Streamlined pillar bey convex 
or flat mirror glass. 


Y 


-— a on a oe ee ee ee ee oe ee ee Oe ee oe oe ae Oe oe oe oe om 


THE WELL KNOWN 
DERRINGTON 


Wheet Stent 





elastic gathered nee 


Call Filler 


GAS CAPS 


$22.95 pps. 


As the name implies these are 
——— Monza type e quick filler 
gas caps with =e 314” throa mana 5” overall 
diameter. This is a basic posting sg for drivers of 
competition and sports cars. 
Complete with — Rugged use invited and of 
course, Monza fi re of spring-loaded gas seal. 


Also Avail. anti prot $16.95. 214” throat $18.95 





Postage). Finn Droot $1.50 per can ga 25e¢ 
or popes or Oficial Flame-Proof 
Gheuicala’* bt 55. say or Fes Carries 
State Fire Marshali’s 


OO ee ee Oe Oe ee ee ee ee me oe 


BELL 500 TX RACING 


Crash Helmet 


New energy absorbing non 
resilient Hingr ap specified by the 
Snell Study. Thi 
Sere ag Ga. ave ee is the first 
ter — ever made in 


8 country, * 
sine wih with visor or $38.50 30 porn, ex, vitor 





came ce ce eee ee fea teem tae cen ams nam SO ee ee a ne eee teen te ee ee ee ne eee Se eS ee Se ae SS ee ae Ge ee ee ee ee ee 


| BELL ‘*SOOTX”’ 
BUBBLE SHIELDS 


Made of non-inflammable 

_ Plastic. Are streamlined 

> and shatter resistant. 
Tested at over 200 ug 
and gives undistort: 
vision, 





SNAP-ON _- FLIP-UP 


CLEAR BUBBLE SHIELD $4.95 $7.95 
CLEAR with SUNSHADE - §.50 8.50 
TINTED BUBBLE SHIELD 5.50 8.50 
TINTED with SUNSHADE 5.95 8.95 


*FLIP- UP model comes in two sizes: SMALL, for 
“500TX"’ Helmets up to to and inel. size 1: LARGE, for 
BELL ‘500TX"’* Heimets sizes 744 and larger. 


52 PAGE CATALOGUE NOW AVAILABLE—Profusely illustrated catalog containing hundreds of 
accessory items imported and domestic, representing our complete line. Catalog of automotive 
accessories for foreign and sports car owners and enthusiasts. 50¢ ppd. (refundable on first order) 


NC OR P -O REA YT €: 5) 





: 


minimum of % depesit for 
C.0.D, Calif. residents add 
4% state tax. We extend a 
10-day money back guarantee 
on all merchandise. When : 
applicable, state size, style, 
color, and 2nd choice . 

if acceptable. 
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MOTOMETER 





Me FUEL LEVEL Gouge 
Me OIL TEMP Gauze 


ALL- ELECTRIC! All in ONE 23/8" chrome case! 








Never before —so much protection in so compact a unit! No more unexpected “out of 
gas”’ incidents—the built-in fuel-level warning light flashes on the instant you start using 
your reserve supply! The 2-In-1 helps avoid many costly engine repairs, too, by giving you 
the exact oil temperature check at all times! Matches your VW dashboard. Sold with easy-to- 


follow installation instructions. Complete kit for VW and K-G, ‘56 and later, $29.95 


Write Today for FREE CATALOG! Order From Your Dealer, or 


FISHER PRODUCTS « 21-25 44th Drive « L. |. City 1, N. Y. 
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European News Letter 


(Continued from page 10) 
PORSCHE TYPE 356 B 


As our November issues goes to pres, 
the first few Porsche 356B’s are coming of 
the assembly line in Stuttgart-Zuffenhay. 
sen. As can be seen they have been given 
a rather drastic face lift that will come a 
a shock to Porsche owners all over the 
world. The bumpers are several inches 
higher, both front and back and should 
offer more protection, particularly with 
the huge guards. The front fender line js 
higher and has thus raised the headlights 
a bit, reportedly increasing their effective. 
ness although we have not as yet been 
able to make any comparisons. 

Interiorwise, the new Porsche is quite 
different. ‘The dash remains the same, only 
the knobs are painted black, along with 
the new recessed wheel. There’s a mullti- 
purpose light switch at the left of the 
wheel, whose functions include, headlight 
flasher, direction indicators, and headlight 
dip switch. The gear shift lever has been 
redesigned and by means of a more direct 
linkage to the transmission, shifting is 
reportedly more positive in feel than be. 
fore. By splitting the back of the occa- 
sional seat in the rear, it has now been 
made into two individual seats that are 
ideal for children. Head room has been 
increased slightly by lowering the trans- 
mission tunnel. Wind wings are now stand- 
ard on all models. 

But most important of all, the 356B has 
new brakes. They consist of redesigned bi- 
metal drum with lateral finning that im- 
proves heat dissipation. 

We first saw these new drums on the 
experimental 1600 Super that ran at the 
Nirburgring last June. Fresh air is fed 
through special ducts at the front of the 
body—also new is a buffle system between 
the backing plate and the drum that keeps 
out water. 

Still bigger news is on the engine side: 
Not only will the 65 hp normal pushrod 
engine and the 75 hp regular Super be 
continued, but in January the 356B will 
be available with a 90 horsepower push- 
rod engine, developing its maximum out: 
put at 5000 rpm, but revving to 6000 rpm 
quite easily. The power and torque curves 
of the “Super 90” (as the new engine is 
called) are exactly the same as the 7 
horsepower Super up to 5000 rpm but up 
to 6000 there is a most impressive increase 
in steam. Klaus von Rucker and his staf 
have merely gone through the old Super 
and given it a careful hot rod job. In 


take valves are larger as are with stronget J 


valve springs the induction pipes, the 


crankshaft has been strengthened although § 


a plain bearing crank is still used. Rocker 
box breathers have been fitted and the 
Solex twin choke Carrera carburetors will 
be standard on the new engine. The cam: 
shaft is the same as the old Super; com: 
pression ratio is 9:1. All of this gives @ 
maximum speed very close to 118 mph! 
Even more interesting, the “Super 90” will 
have as standard equipment a single leal 
compensating spring, running transversel} 
beneath the gearbox and reports reaching 
us tell of a large improvement in the car’ 
handling by virtue of this new spring. 


—ja 
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announcing the 

“COMPETITION” 

a precision 17-jewel timepiece 
, personalized with your own car crest 
‘a ly) 0 )h3€—l (‘(é(Cé‘éé;~O~*é~r ENN TTT 
world’s first and only fine watch 
designed exclusively for proud owners of fine 
cars... available only with coupon below 
t 
‘Spe —“‘“‘“‘“iésCY HN Rarer eae EEE 
n 
a Never before has there been a watch like this—or an offer like this. 
. The “Competition” is an entirely new watch designed and manufactured 
: by the Benrus Watch Company at its plant in La Chaux-de-Fonds, 
MT Switzerland. This timepiece employs a 17-;ewel movement of great 
re a accuracy constructed to provide members of the motoring fraternity 
“ with a watch rugged enough to maintain its precision even when 
4 subjected to conditions of hard usage. Each watch js individually timed 

and tested electronically and carries a three year unconditional 
as guarantee from the Benrus Watch Company. 
q The “Competition” is waterproof,* dustproof, shock-protected and anti- 

magnetic. Its dial has a black matte finish that eliminates reflection. Its 
he sweep second hand is red for high visibility. The highly luminous radiolite 
he hands and dial make night reading virtually instantaneous. The large 
: arrow on the hour hand prevents any confusion with the minute hand 
en in darkness. 
“ps Your car crest is imprinted with remarkable definition and clarity in 
a white. In addition, each “Competition” is packaged in an elegant 
od Swedish presentation case with your car crest imprinted on the cover in 
be 24 karat gold. This unusual box is well suited for use as a cuff-link or 
vill small jewelry case. Can you think of a more desirable gift to yourself 
. or anyone owning or admiring fine cars than this distinctive watch ? 
ut: 
PoE I ccc cccsnnnnnnnnntnnnsntnnnnnnnsnsnnennnnnennennnnnnnsnnnennnnnnnnnnnnnnennennes 
‘VES 
> 1S 

5 FEATURES OF THE “COMPETITION” 
e GUARANTEED WATERPROOF,* DUSTPROOF, ANTI-MAGNETIC. 





e 17-JEWEL. SHOCK-PROTECTED SWISS MOVEMENT. 

e EXTRA-LUMINOUS, HIGH VISIBILITY RADIOLITE DIAL. 

e ELECTRONICALLY TIMED AND TESTED FOR ACCURACY. 

e UNCONDITIONAL 3-YEAR FACTORY GUARANTEE. 

e ELEGANT SWEDISH PRESENTATION CASE... EMBOSSED WITH YOUR CAR CREST. 


ea coy PBI D 


re ee ee ee Federal Tax Included- 
plus $1.50 for postage, 
handling and insurance. 

















WATCH FOR ADDITIONAL CRESTS INTHE NEAR FUTURE 








IN CANADA SENO COUPON WITH $37.25 TO PRITCHARD-KING COMPANY, 85 RICHMOND ST. W., TORONTO, ONTARIO | 








PLEASE MAIL COUPON TO: PRITCHARD-KING, INC., SHORT HILLS, NEW JERSEY | 
The ‘Competition’ is available with the fol- = | 
| | ng crests. Check the one you desir ® Gentlemen: Please ship prepaid the ‘‘Competition’’ watch checked at left. | enclose check 

IC owing crests. Chec e one y esire. 
gitar | or money order for $37.25 which includes postage, insurance and federal tax. SCI-11 
Wurce Bear 1 (ClporscHe [] MERCEDES-BENZ PLEASE PRINT 
(uarantee | [] Mc [_] VOLKSWAGEN nea freee Ales | 
our BENRUS watch movement MUST | oO oO NDERBIRD | 

run perfectly-or BENRUS will repair JAGUAR THU 
it or replace it FREE 3 i - PRES Go scenester | 
A Sag C]triumeH = (_] corvette Pee eS 
ee 


y i conaue waren come eny. a 


<a, cc cus cee emu em ect ee tam i ei ca et et i ei ea es nn es a ni ts ene i anche ein 
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DETROIT NEWSLETTER 


ON STAGE! 
& The house lights have dimmed and 
the critics are now seeing the long awaited 
new ploy from Detroit: The Compact Car. 

Though based on earlier successes estab- 
lished with sketches of Rambler, Lark and 
Imports — which now make up the First 
Act — the millwrights have prepared their 
complete production with something less 
than absolue self assurance. The reason 
is that a flop is a turkey and turkeys cost 
money and there have been turkeys before. 

Let’s briefly review Act One before re- 
porting on the Second. Based on low ticket 
cost and overhead, plus a short program 
exciting at times and rarely boring, per- 
formances increased tenfold in just four 
years — to nearly one million sales for the 
'59 show. Two theaters have been saved 
from bankruptcy and the road shows have 
been prospering as never before. 

Now to the Act being staged. 

Elsewhere in SCI this month you'll be 
getting more detailed reviews of Falcon 
and Corvair, so we'll just give you some 
overall impressions. 

The scenes are nicely balanced and for- 
tunately for the enthusiast offer a variety 
not seen in the showrooms for many years. 
There'll be choice, choice, choice for you 
to pay your money and take. This choice 
matter alone may be enough to set De- 
troit off to new attendance records, the 
likes of which it hasn’t been seen since the 
last time it offered anything new. 

Even though the producers are plan- 
ning an output of well over 200,000 Fal- 
cons, Corvairs and Valiants before the 
end of December, demand promises to be 
so good initially that only Chevrolet will 
be able to make many customers happy by 
having enough cars to sell. 

* * * 

—The Ploy’s The Thing, or Go To Your 
Ford Dealer for a Falcon — 

Our impression of the Falcon was that 
of surprise . . . it is a Detroit car with 
typical soft springing, jazzed up interior 
(in the deluxe model), and automatic 
transmission (optional at extra cost). Yet 
it is also a departure from American 
models of recent years: clean lines, simplic- 
ity, great ease of handling. A very pleas- 
ing, personal car for family use. The 
car we examined and drove was a pre- 
production model, so it’s too early to tell 
much about appointments and quality. 
Ford Motor Co. has been on quite a 
quality kick lately, however, and evidence 
should be seen in the Falcon. 

It’s obvious Ford’s going all out for 
economy in the Falcon. Performance, by 
modern Detroit standards, leaves much to 
be desired: 0-60 in 25 seconds, top of 80 
(with Fordomatic and an engine slightly 
out of tune). One Ford tub-thumper said 
mileage of the 85 h.p. Falcon with its 
144 cu. in. OHV 6 would be nearly twice as 
good as the 59 Ford with a 145 h.p., 232 
cu. in. OHV 6. 

Here’s food for thought: the little six in 
the Falcon leaves plenty of room in the 
engine compartment. We didn’t have a 


by Mike Davis 


tape measure handy, but it sure looked 
like there was room for a small V-8. Could 
this be the gambit for 61? Both the Lark 
and 108-inch wheelbase Rambler offer 
V-8’s, remember. On the other hand, that 
would raise cost another $100 and, be- 
sides, Ford may need some spice for the 
small ’61 Edsel — due in Act Three. 

For comparison, we ran a first cousin 
of the Falcon, the English Zephyr, along- 
side. Incidentally, there is substantial re- 
semblance between the Falcon, Zephyr 
and German Taunus. Much of the engi- 
neering for Ford’s Imports was done in 
Dearborn, and some was borrowed back 
for the Falcon, undoubtedly. Test models 
of the Falcon were run, and still are, in 
Zephyr bodies. 

Anyway, we had a brand new Zephyr 
convertible with stick transmission, so _ it 
had more snap than the four-door Falcon 
with automatic transmission. The Zephyr 
engine is about a dozen cubic inches bigger 
than the Falcon, and develops about ten 
h.p. more. 

The Z cornered better than the F, as 
might be expected with its European hard 
springing. It went around turns flat while 
the Falcon leaned, oh how it leaned. But 
the F could keep right up with the Z with 
a little pushing . . . with a straight stick, 
it would probably be a dead heat. 

The F went over the Ford Romeo 
(Mich.) Proving Ground’s washboard 
road section as smoothly as a marble on 
a blackboard while the Z_ broke 
loose. In fact the F could take the stretch 
a good five m.p.h. faster than the other 
before losing it. Due to the low silhouette 
of the Falcon, the seats are not quite so 
high and thus are as comfortable as in 
the English car. 

Compared to other American cars, es- 
pecially the Rambler and Lark, our im- 
pression is that the Falcon is distinctly 
ahead in roadability. (But then we haven't 
tried out the 60 models of the others yet.) 
The Falcon is exceptionally quiet, too, for 
Detroit iron, or anybody else’s for that 
matter. 

As Chrysler's Styling vice-president, 
Virgil “Forward Look” Exner _ says, 
“Neither words nor photographs do jus- 
tice to an automobile.” We think the 
Falcon is a satisfying car, much _ better 
looking than we ever expected — better 
proportioned — and we await production 
models with some interest. 


CORVAIR’S GOT THE AIR, MAN 
There is bound to be plenty of dis- 


agreement about this — horseracing, 
women, Cigarettes and liquor not with- 
standing — but we think the Corvair is 


the plain jane styling-wise among the Big 
Three’s Little Three. 

On the other hand, it’s way out there, 
man, when it comes to new engineering 
features. How much new can you have in 
a car? Aluminum block, air cooling, op- 
posed cylinders, transaxle, trailing arm 


(Continued on page 18) 
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DRIVE THE 


4 
AUSTIN HEALEY ‘‘3000” 


AUSTIN HEALEY SPRITE 


AT YOUR NEAREST DEALER 


NEW YORK: 

eet LS 2 a ene MUNN'S AUTO SALES 
BAY PORTE. Sciccsoss: BAYPORT SPORTS CAR CENTER 
BAY’ SHORE |<i......4. 





LAKE MOTORS FOREIGN CAR CENTER 
ERT EG Gass cstretepostonns ROAD-AIR ENTERPRISES 
BELLEROSE ... EGARTY MOTORS 
BRONX uu... FAIR a SERVICE 






BROOKLYN .. G SPORTSCAR 
ELIS vcscnscocessetsve ISLAND MOTORS 
EAST MORICHES MARK OSBORN 
UES PINGS pcsciesvecseca UPPER FLUSHING GARAGE 
GREAT NECK .......... NORTH COUNTRY MOTORS 
GREENVALE...........: NORTH SHORE SPORTS CARS 
HAVERSTRAW .........00055 PERFORMANCE MOTORS 


HEMPSTEAD........ HEMPSTEAD AUTO COMPANY 
HUNTINGTON STA, ...... OXFORD MOTOR CAR 














JAMAICA ........... E. KOEPPEL 
MIDDLETOWN .....ccccccossseee NICHOLSON MOTORS 
Ni Hap srstacstesnorttcisd cerntssscenceseed MV MOTORS 
MONTICELLO 
SULLIVAN COUNTY petea i a CENTER 
LeU & © Sa Sabie eiepe meer RTY MOTORS 
NEWBURGH .......... ~iGETTERSON MOTORS 
NEW ROCHELLE. .ocsscessicsciase SEACORD BROTHERS 
NEW YORK J. S._ INSKIP 
CHARLES KREISLER 
hive Seer FOREIGN CARS OF ROCKLAND 
CEN SER assess tetacterarnee ELLIOT SALES & SERVICE 







OYSTER BAY .. ...OYSTER BAY GARAGE 
PORT JEFFERSON ..... ....ROBERT F. WELLS 
PORT WASHINGTON............ JOHNSON MOTORS 
POUGHKEEPSIE....MID HUDSON CONTINENTAL 
SPA EI disc cccecasaussseauscepaes LUMELIEAU ADRIAN 
SOUTHAMPTON ....... DOERING BROS. 
SEPT EN LOUIE) uisssasanvescacansesisesn senses een fbionis 
LEWERS SALES & SERVICE OF STATEN ISLAND 
VALLEY STREAM LSTREY SERVICE 
WEST NYACK....FOREIGN CARS OF ROCKLAND 
SWE Ee PE PUON ES: cesyctsiaesssciroateatsvindchataaleeiosesnsenioarop <a 
FOREIGN CARS OF WESTCHESTER 
INTERNATIONAL MOTORS 





NEW JERSEY: 

PTCPRON EEG GOUUN scccesssceesccsseuste SPECIALTY MOTORS 
EAST ORANGE Siscssescnvsiestact BEKRAG AUTO SALES 
EAST PATERSON cc sccsssecsscscssets STEIKER MOTORS 












ELIZABETH... .COVI CAR_ IMPORTS 
ENGLEWOOD... NGFIELD MOTOR SALES 
FLEMINGTON........DORF EQUIPMENT & SUPPLY 
FRO IURE W cysiscyciveibaieve FRANKLIN FOREIGN CARS 
SE Sh) Lo 8 TES ee ean ED ROTH & SON 
FIUGH EAN DCCA. assist sancnsrane T & T MOTORS 
MERCHANTYILLE ........ IMPORTED MOTOR CAR 
MONTGEAUIR ccsisisscecsiinss IMPORTED MOTOR CAR 
MORRISTOWN........ AUTO IMPORTS OF MORRIS 
REPU ees arssesccinsseiecs FOREIGN MOTOR SALES 
IEW MILFORD cso. cicssccsssccases LEONARD'S GARAGE 
BIA y BIC 2 | Eee emer A & G MOTORS 
PARAMUS ............ .SMALL CARS OF PARAMUS 








PEP greens cgnns cninscesnnenentesgnicucsbishaberes ppbeigneliniele 

CONTINENTAL MOTORS OF PLAINFIELD 
RIEU EOW assssestvncsasibecesesehsssvinsussions FOREIGN CARS 
PEE NN sha sssniscesoyosssacdinctinete CONTINENTAL CARS 
RIDGEWOOD .... SeRTere mnt ee: T. B. McGUIRE 
RO es EE oar acs, ssh actss esenucasssinadiiere AUL A, CANTON 


RUTHERFORD......GRAND paix IMPORTED CARS 
V6 oS 8 ae ere rey HOAGLAND'S GARAGE 

Ph icthnesces BRITISH-CONTINENTAL MOTORS 
RI OCEAN IMPERIAL MOTORS 
AUTORAMA 





CONNECTICUT: 
RVR E eisseccssadisisicnaredsornstors BARKER MOTORS 
Se .IMP. SPORTS CARS OF BRISTOL 
CORNWALL BRIDGE TACONIC INT'L. MOTORS 
BRU EION siiisyciasstsaspsssceareee tence BRAGG MOTORS 
EX PUON NE bs gos Hicasben dds cacsocontcta ad ips nes tees LOH MOTORS 
TOLM MOTORS 
PRM Pea cciasctssedvniisonseiveinnceciavuaueey HAROLD & SON 
FPUIO PRIS 5 isgazspsoinssecsdayetietaatnaycnestireoscnse cases 


FAIOLA BROS. IMPORTED MOTOR CARS 
















GREEMNGICH, siccssocesconssssovsocsisserese: MORLEE MOTORS 
HARTEORD) si. cccccccccrinier PALLOTTI & POOLE 
IVORYTON .......... ..BEHRENS & BUSHNELL 
LAKEVILLE ........ JOHN FITCH MOTORS 
NEW HAVEN ooocccccccccccsseecseone BRANDFON MOTORS 
GIMBEL MOTORS 
EEWIINGTOON ooscisciccscscctedcsosesscrsosnal . T. JACKSON 
NEW LONDON .... SULLIVAN MOTORS 
STAMFORD .....ccccssesees: at MOTORS 
THOMPSONVILLE o.vcecscscsssssseesesses ARIO BROS. 
TORRINGTON ......0...... CORNELIO “MOTOR SALES 
WALLINGFORD .......cccccsssseesesee HURLBURT MOTOR 
WATERBURY ............ FOREIGN CARS EXCHANGE 
WESTPORT caccsiesepsccisscic: WESTPORT AUTO SALES 
RHODE ISLAND: 
NEE WEPORT. fot ccchrcdstcctesssanssall RAY'S AUTO SALES 
PROV EINE ves coiciisciiccvunatauinaudn J. S. INSKIP 
WOONSOCKET oo.eececcsssnees PICARD MOTOR SALES 


or write to: J. S. INSKIP, INC. 


304 EAST 64th STREET, NEW YORK 21, N. ¥. 
DEPT. SC11 
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PUT YOUR FOOT DOWN— AND LIVE! The new Austin Healey ‘3000 is for those who 


love the feel of the sun and the wind. This car is alive. It responds in a flash. Accelerates with 
surging power. Corners like a polo pony. Disc brakes for sure, straight-line stops. It’s the fab- 
ulous successor to the famous Austin Healey 100-Six which has dominated competition in its 
class. Top speed, a breathtaking 115 m.p.h. It’s built for the track, yet takes to pleasure driving 
beautifully. For as low as $3051°°* (2- or 4-seater). 


FACTS FOR THE SPORTS CAR CONNOISSEUR: 1. A 2912 cc engine with twin carburetors. 130 
b.h.p. at 4750 r.p.m. 2. DISC BRAKES on front wheels for smooth, straight-line 
stops even at racing speeds. 3. GEARBOX. 4-speeds (6 with overdrive). Synchro- 
Sout’, mesh on 2nd, 3rd, and top speeds. 4. INDEPENDENT FRONT SUSPENSION, 


: ame with hydraulic shock absorbers and stabilizing bar; semi-elliptic leaf spring rear- 
He BMCE suspension, with hydraulic shock absorbers and panhard rod. 5. BODY. Steel/ 
(ans aluminum, adjustable bucket seats trimmed in leather. 6 AVAILABLE in either 2- 

~ or 4-seater,standard or deluxe models; detachable hardtop optional. 





A product of THE BRITISH MOTOR CORPORATION LTD., makers of Austin Healey, Austin, MG, Magnette, Morris and Riley cars. Represented in the United 
States by Hambro Automotive Corp., Dept. 8, 27 W. 57th St., New York 19, N.Y. Sold and serviced in North America by over 1000 distributors and dealers. 17 
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(Continued from page 16) 


P UJ Vi Pe be b i rear suspension, rear emgine, fuel tank 
tucked behind the front suspension, 


About the only thing it doesn’t haye 


is torsion bar suspension — and the Chevy 
trucks for ’60 got that! 
The Corvair, by all odds, will be the 


most controversial car to hit Detroit sing 


the ill-fated Tucker of nearly 15 years ago, 
The Tucker, you may recall, also had q 
rear-mounted six cylinder opposed pistop 
engine — with a 126-inch wheelbase, The 
QC U/ C A N only other biggish car with a rear engine 


in recent years has been the Iron Curtain 


Czech ‘Tatra, with a 21% litre air cooled 
S Uj p 7 R C a A R G F W IT by J U D S 0 \" V-8 developing 100 h.p. on a_ 108-ing 


wheelbase also. 

Ed Cole, Chevrolet general manager, ha 
been tagged as the man behind the Cor. 
vair, and particularly its rear engine. Dur. 
ing the war, he was an engineer at a Gi 
tank plant in Cleveland where he first en. 
countered air-cooled rear engines in the 
armored vehicles. But it took advanced 
technology with aluminum to make the 
rear engine feasible in a U.S. passenger 
car. 











A LOOK BEHIND THE CURTAIN 

While Falcon and Corvair ham it w 
centerstage, another ingenue waits, heart 
palpitating, in the wings. Valiant, the 
third scene in Act Two of the celebrated 
mid-western drama, will be on later this 

month. Meanwhile, we’ve been pluckin 
45% more horsepower at the rear wheels the fruit off her family tree and bie: in 
pressed. 

‘Two years ago at a stockholders’ meet: 
ing, Chrysler prexy Lester Lum Colben 
reported that Chrysler had been building 
small cars since the 1930s. His words wer 


Amazing acceleration 
Surging passing ability 


A higher cruising speed greeted somewhat skeptically by the pres 

Be but he wasn’t kidding. Even more interest 

Better control for safer driving ing is the fact that Harry E. Chesebrough 

who was in charge of Valiant developmen! 

“It's amazing” —say leading sports car drivers and is now responsible for sales as well 

worked on the early small cars when he 

was fresh out of engineering school in 

: : ‘ 1932. 

The Judson Supercharger provides more than just improved _ 1933 — The first Chrysler small car ws 

performance, it’s a new experience that you get only from a coupe and looked something like # 
a good car that is properly supercharged. It’s the “‘right’’ cick taigeammgbag setts: 

ee Onl ct, h : d sche war Fiat coupe. It had advanced styling 

vii _— eee my bi Supers ere Oo you get such a for the time with a rounded, sloping hoo 

snap” in accelerating. Only with a supercharger do you and grille, suggesting the Airflow modek 

get that feeling of flexibility and absolute control. It gives ae a a ee atop rathe 

es ; than set into the fenders. 
you rocket performance, a new thrill in motoring pleasure. 1934 — This small car was really a coup 
lel of the DeSoto Airflow, mounted 
Get all the power out of your TR-3, power that you never egret apna pian aa 

realized was there. Smooth surging power that is always 1935-6 — Prototypes run over publi | 

available with a Judson supercharged engine. roads hidden under a more-or-less 1% 


Ford! This car had a five-cylinder radial 
air-cooled aircraft-type engine — like the 
first Volkswagen prototype in 1931, bil 


4 6 ' n_ 1931, b 
mounted in the front in combination will 

| & 0 j (4 {| 7 front drive. 
Since the drive was at the rear of tht 


engine, the front wheels were placed fur 
ther back along the body than usual. Ret! 
a . On BD) boa © IW suspension was transverse leaf springs. Ac 


cording to an engineer who worked on the 








= 4 <b) =i Oe on me Vb el, ot Coe Ol Oe project, the five cylinder engine “ 
dropped mainly because of its bulk. Nois 
(SO) k= | (Oy Ou Om oc ee — must have been a factor, too. 





(Continued on page 2% 





SEBRING 1959 


America’s greatest sports car race 
brought to you in two amazing LP re- 
leases. SOUNDS OF SEBRING 1959 
—the sounds and voices—with on-the- 
spot reports of this greatest sports car 
regatta (it sure rained at Sebring this 
year). And in addition we set up our 
microphones on the Warehouse straight 
and succeeded in surpassing all of our 
previous recording efforts. SPORTS 
CARS AT SEBRING IN HI-FI (or 
STEREO) bring you the fantastic 
sounds of up and down shifting, accel- 
erating and braking of all the cars, 








SPORTS CARS ss 
AT SEBRING IN HI-FI 


RECORDED AT THE 1959 FLORIDA INTERNATIONAL 12 HOUR GRAND PRIX OF ENDURANCE 





RIVERSIDE RECORDS 


553 WEST 51 ST. 
NEW YORK 19, N. Y. 











RLP 5014 Monaural 
RLP 1146 Stereo 


$5.95 
$5.95 


Peter Ustinov, a sports and racing car devotee of long standing 
has taken a close look at our popular Sports Car Series and has 
come up with a devastating parody of his own. Creating all 
sounds and voices himself, Ustinov satirizes all that we hold 
dear and familiar in the world of racing. Hear the exciting 
sounds of the Fanfani, Schnorcedes, America’s own Wildfowl, 
the Orgini etc. Thrill to the Le Mans start, interviews with Bill 
Dill, Girling Foss, World Champion Fandango and other drivers 
you know so well. Wives, sweethearts and friends who have never 
understood our records will love this one. 


Pveeses | ee 


my 
RIVERSIDE FLIES —~e_ A TO THE RACES 


THE INCRELIBL# BOUNDS 
OF THE TWO GREATEST ‘ 
GRAND PRIX CARS EVER BUILT 


MERCEDES-BENZ 


and stereophonic. 


THE Was AND Wwe DRIVEN 
IN SPECIAL DEMONSTRATION 
AT OULTON PARK. ENGLAND 


ns — 
va 2 
© eel eal 


RLP 5012 






$5.95 


Sports Cars in Stereo is another example of Riverside’s out- 
standing leadership in the field of recording. If you have a stereo 
system or if you anticipate going into stereo this record is a must! 
Imagine being on the Esses, on the straights, at technical inspec- 
tion at Sebring as Ferraris, Astons, Jaguars, Oscas, etc. roar 
through your living room from left to right. 

It’s difficult to describe the sensation of hearing a supertuned 
competition machine hurtling towards you from your left, shift 
gears with neck-snapping precision not two feet from where you 
stand and then scream off into the distance on your right. This 
is not just an audio-thrill, it is a physical experience. 


And don’t forget our other outstanding releases: 


5001 Sounds of Sebring 1956 5005 Phil Hill 

5002 Sports Cars in Hi-Fi 5006 Carroll Shelby 

5003 Pit Stop 5007 Marquis de Portago 

5004 Stirling Moss 5008/9 Sounds of Sebring 1957 


including DB, MG, Austin-Healey, 
Porsche, Ferrari, Aston Martin, Mase- 
rati and Lister Jag. Just pure sounds. 
Both releases available in monaural 





» FERRAM! ~— UISTER- JAGUAR - ASTON MARTIN - MASERAT! - AC-BRISTOL « TRRUMPH - MORGAN 
AUSTIN-HEALEY PORSCHE MG - ALFA ROMEO - LANCIA - ABARTI-FIAT - OSCA = LOTUS - D8 


RLP 5015 Monaural $5.95 
RLP 1144 Stereo $5.95 





RLP 12-833 


$4.98 


A FANTASTIC NEW RELEASE: We went to England via 
BOAC just to bring you the sounds of the two greatest racing 
cars ever built. Brought out of the museum for this special exhi- 
bition and driven by Peter Collins and Tony Brooks, the W 125 
and W 163 Mercedes are the only cars which have ever actually 
made our eardrums ache from the sounds of their engines. Idling, 
at speed, shifting, starting, stopping etc. the sounds on this disc 
are the absolute ultimate in racing car recording. 


sportscgrs 
INstereo 


a 


NN ee 


RLP 1101 $5.95 


5010 Cuban Corners 

5011 Sounds of Sebring 1958 

5013 Vintage Sports Cars in Hi-Fi 

1115 Vintage Sports Cars in Stereo 


' Please rush records checked. [_] 5001 [-] 5002 [[] 5003 [_] 5004 [_] 5005 [_] 5006 [_]5007 
| (5010 [] 5011 [J 5012 [] 5013 [] 5014 [] 5015 [] 1101 [] 1115 [] 1144 [] 1146 


] Send the records postpaid. | enclose $ 


at $5.95 each. [ ] 5008/9 at $11.90. [_] 12-833 at $4.98 


. No C.O.D. 
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roadholding coupled with great resis- 
tance to heat at high speeds, are but 
part of the reason why Continental Tires 
have carried racing cars on victory laps 
more often than any other brand of tire 


in motor racing history. The ‘Nurburg,’ 





shown here, is the synthesis of all the 
research and know-how which has made 


this record possible. 


yo: 


EES «SUBSIDIARY OF FOREIGN CARS OF ROCKLAND, INC. 
FOREIGN CARS, INC. 


40 SOUTH MAIN STREET, SPRING VALLEY, NEW YORK, ELMWOOD 6-9200 


Inquiries invited 


Q@ntinental aacine maces 


SOLE IMPORTER * CONTI RUBBER PRODUCTS, INC. + 15 WILLIAMS STREET 
DISTRIBUTOR - KAYPE RUBBER CORP. - 296 BROADWAY + NEW YORK CITY 
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Detroit News Letter 
(Continued from page 18) 


1937 — A “finished” prototype of the 
radial-5 was tested on public roads. It stil] 
looked in some respects more like a Ford 
than Chrysler product, no doubt delib. 
erately to confuse corporate spies in the 
days before secluded and private proving 
grounds. Most startling was the car’s styl- 
ing resemblance to Dr. Porsche's proto. 
type Volkswagen Series 30, produced late 
in 1937. There are reports that Chrysler 
engineers showed Dr. Porsche their small 
car when he visited Detroit in 1936. The 
obvious resemblance is unmistakable and 
leads one to the conclusion there must 
have been some cross-fertilization. 

1938-9 — By this time, small car de. 
signs were larger, more conventionally 
powered and resembled Plymouth four. 
door bodies of the 1937-41 vintage, though 
smaller. 


1944 — A small coupe version of the 
famous 1941 Chrysler ‘Thunderbolt was 
modeled up in war-time Chrysler styling 
studios. The 1949-52 Dodge and Plymouth 
business coupes were copied from it. 

1945-6-7 — Right after the war, Chrysler 
was earnestly at work on a small car 
project, the car to be known as “Cadet”. 
Chevrolet was designing a small car at this 
time and Ford is believed to have made 
some motions, also. 

The ’46 small car — it would have been 
introduced in 1949 — was tested with a 
water-cooled four-cylinder flat head op- 
posed piston engine, mounted in front, but 
with conventional rear drive. The big ob- 
jection to this power plant was that “it 
was a helluva package to put between the 
front suspension members.” 

The operational prototype was styled 
much like the larger 1949 Plymouth 
sedan, which was being laid out at the 
same time. Some versions looked like the 
1950 Hillman. 

From 1949 through 1952, of course, 
Plymouth and Dodge both had stripped 
economy models on shorter wheelbases 
than the standard cars, but with the ex- 
ception of the all-steel Plymouth Subur- 
ban, they never took. In 1953 and 1954, 
Chrysler apparently misjudged the market 
with Plymouths and Dodges “bigger on 
the inside and smaller on the outside.” 
Chrysler has yet to regain the share of 
the market it lost with those well de 
signed but badly timed cars. 


GEAR DUST AND AXLE DRIPPINGS 

Oft-quoted remark about the ‘60 Cadil- 
lac: “It’s been tail-lifted.” 

General Motors execs are predicting 
1960 auto sales of 6.9 million in the US, 
including half a million imports. There 
are some people in Detroit who think it 
might even go past the record 1955 sales 
of 7.2 million, though imports would cit 
the sales of U.S. automakers still below 
55 levels. 

One source, not in GM, says the B-O? 
small car will be out in the winter. The 
small Edsel could make it in the spring 
maybe with front drive. Economy will be 
a big selling point with the medium pri 
cars as well this year. 

—md 














wunder- buy! It’s the family car built for fun! Peppy, roomy, 


unlimited visibility. All-aluminum air-cooled rear engine...cant overheat ever! Superb 


roadability. Does up to 70 mph. Hoards gas! SUE PR N7 


FROM WEST GERMANY 


$1398 


P.O.E. N.Y. /HIGHER WEST COAST 


Up to 50 mpg of regular gas. PRINZ-ly style. 
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U.S. IMPORTER: FADEX COMMERCIAL CORP. Executive offices and showroom, Dept. SC 11, 487 Park Avenue, New York 22, New York. 
nd Dealers from coast to coast. Overseas delivery arranged for your European pleasure. Write for literature and address of your nearest dealer. 
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An open invitation 
to learn the new definition of Excellence 


If you seek craftsmanship beyond even the most rigid of 


accepted production standards, Lancia will reward 
you beyond all expectation. Everything about 

this Lancia Appia is smile and surprise. 

It is machined and articulated like a fine 

watch, and of such durable one-unit 

construction that inconvenient center posts 

are unnecessary. Its performance reflexes 

are trigger-like .. . the compact comfort 

is a revelation. This is the kind of car 

that makes you an automotive enthusiast 

and authority with your friends. It is 

a self-explanatory confirmation of 

the famous European phrase: 
“Once a Lancia owner, 


always a Lancia owner.” 


APPIA SEDAN SERIES Ill 
$2892 suggested price P.0.E. 


LANCIA alone offers advanced V4 and V6 engines 





U. S. DISTRIBUTOR E : O F f M A N MOTOR CAR CO., INC. 


NEW YORK, 443 PARK AVENUE/ BEVERLY HILLS, CALIFORNIA, 9130 WILSHIRE BLVD. 
SEE YOUR LANCIA DEALER. Eight Touring and Sports Models Available: 4 Dr. Sedans, 2 and 4 Seater Coupes; 
4 Seater Convertible—Exclusive V4 and V6 Engines. From $2892 to $6485, suggested price, P.O.E. 
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THE ‘‘CHEVY-VW’’? 















SCI ANALYZES Ed Cole’s CORVAIR 


& It looks as if Ed Cole threw up his hands and said, “Okay, okay, I’ve had 

enough. Let’s build this car that all the critics and magazines have been 

— asking for and then see how they like it. We'll do everything they suggest 

‘ and add a few ideas of our own.” That’s about what Chevrolet has accom- 

plished with the Corvair. It is the most profoundly revolutionary car, 

within the framework of the U.S. automotive industry, ever offered by a 
major manufacturer. 

It is a fact that, unlike the Corvette SS (promoted by GM Styling) the 
impetus for the Corvair came directly from Ed Cole, the engineering- 
oriented Vice President in charge of Chevrolet Division. When the first 
meetings were held in the Fall of 1956 it was possible to review fairly com- 
plete proposals for both the mechanical layout and styling of a “smaller 
car” which had already been prepared just in case by the Research com- 
ponents of both the Styling and Engineering departments. By Fall of 1957 
these had been translated to detail drawings and to prototype engines which 
were put to work on the test benches and in such divers vehicles as a Porsche and a gutted Vauxhall 
sedan. A handful of complete prototypes were then built, along rather bulbous lines which have 
become familiar to readers of our contemporary, Motor Life. The test engineers had a real ball 
sending to Australia for “Holden” insignias and trim for these cars and disguising them in gen- 
eral. They all had fraudulent grilles in front, of course, and one car—for testing down in the Ken- 
tucky/Tennessee area . . . even had a bug screen in front of the fake grille! 

There was adequate time in the Summer and Winter of 1958 to hammer the prototypes across the 
country from the 120 degrees of Mesa, Arizona to 30 below at Duluth, Minnesota, proving many 
features, but primarily the feasibility of air cooling. In the meantime the stylists had completed 
their revision of the lines, enabling Fisher Body to put together the final prototypes for debugging 
in early 1959. Only the four-door edition will be introduced for 1960, but other body styles are 
sure to follow if the Corvair is well received. What about a station wagon? The Chevy line of 
thought may be traced from a VW Kombi we saw at the proving grounds, completely outfitted 
with Corvair engine and suspension, used ostensibly to test the Corvair components. The possible 
commercial applications of the Corvair’s simple and practical propulsion unit aren’t likely to be 
overlooked. 

The Corvair bears no direct relation to the somewhat similar “Cadet” project initiated by GM 
just after the war. Under the direction of Maurice Olley an exhaustive study was then made of 
all possible engine and vehicle configurations and a final proposal reached which in shape fore- 
shadowed the 1948 Packard. The whole deal was called off probably with good reason. We hope 


| it may be possible at some future date to publish some of the details of the Cadet study. 


With only a slight attempt at badinage the Corvair project was frequently referred to at GM 
as the “Chevy-VW”, an appellation which has very meaningful overtones. The completed Corvair 
reflects the same brand of restless, ruthless emphasis on essentials that characterized most of Dr. 
Porsche’s work. It parallels the Volkswagen’s imaginative approach to utility, but within the 
North American frame of reference, and in realistic fact closely follows the VW line in its actual 
general layout. 

For their first essay at unitized construction in this country, GM engineers have gone the whole 
way. That is, there was no intermediate platform or backbone frame stage (though in all fair- 
ness a current X-frame GM car derives about 70 percent of its torsional stiffness from the body) 
and the integrated Corvair retains only the most subtle vestiges of a frame. At the front a pair of 
hat-section rails curve back from the bumper mounts over the front suspension to blend with the 


underbody, taking on the qualities of boxed members where their open face is closed by the 





wheel housings. With deeply boxed side, cross and vertical members, the body proper uses few 
new techniques. Over the rear suspension and alongside the engine it’s also reinforced by an 
additional pair of channel-section members extending to the back bumper. 
Many happy returns to sanity are evident in the Corvair, one being the use of an old-fashioned 
non-wraparound windshield which makes it a lot easier to get in and out of this relatively small car. 
Further help comes from the doors, which are very wide and open at a generous angle. Locking is 
effected by the interior handle instead of the traditional GM window sill buttons. Though the 
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LUGGAGE LOCKERS 








BODY DETAILS 











CHEVROLET) 








door pillars aren’t especially slim they’re well placed, and vision all around is superb, A special 
effort was made to reduce costs in the instrument panel layout, but it doesn’t show it. (It isn’t as 
cheap as they had hoped, either!) Easy adaptation to right-hand-drive is facilitated by the twin. 


hood layout, the radio, when fitted, being slung from the center of the dash. A 100-mph speed. 
ometer is accompanied by a fuel gauge of a new, more accurate counterbalanced-pointer type. A 
warning light flashes on if the oil’s temperature is too high or its pressure too low, while another 
lights up if the fan belt ceases to drive the generator or blower. Even on the deluxe 700 model 
(chrome window moldings, door-operated interior light) there’s no horn ring on the appealingly 
simple steering wheel. 

For a tall driver the Corvair offers plenty of head room, and the unobstructed floor leaves 
adequate area for big feet, but Chevy engineers didn’t quite catch the secret of the VW’s remark. 
able habitability. When only two passengers are riding in the German car — the most common 
situation, you'll grant — it’s possible to move the front seat well to the back, almost touching the 
rear seat. Attempting to retain rear seat leg room under all circumstances, Chevy limited front 
seat travel just at that point where a moderately tall driver feels somewhat cramped. A running 
change to a longer rearward travel is respectfully but urgently suggested. 


Similarly, if Renault’s clever stowage of the spare tire had been imitated or at least paralleled 
the Corvair’s “trunk” would not be any roomier but would have a more usable shape and would 
be easier on fine leathers. About 914-cubic feet at the front are supplemented by a 414-cubic-foot 
volume behind the rear seat, VW-style. A very attractive option at moderate extra cost is a rear 
seat that folds forward, station-wagon-style, to form a flat platform from the front seat to the 
firewall on which most anything can be heaped. The conversion can be made quickly and easily. 

Some trunk space is stolen by the optional gas-fueled heater developed by Harrison Division of 
GM to lick the twin heating problems of a car that is both rear-engined and air cooled. A 2700 
rpm centrifugal blower supplies air to the seven-inch cylindrical stainless-steel burner, which re- 
ceives fuel at 4 to 5 psi from the engine fuel pump and is lit by a simple igniter which continues to 
spark constantly while the unit is in operation, as a precaution against “flame-out”. Before passing 
to a tiny exhaust pipe under the car, the hot gases from this burner flow through a heat exchanger 
which warms the interior air, drawn from the cowl vent and fed to the cockpit by a two-speed 
centrifugal blower. A thermostatic control adjusts temperature by turning the fuel supply on and 
off as required. 

Several precautionary controls are provided. One switch cuts off the gasoline supply if the unit 
temperature rises too high, while another does the same if too much fuel drains back, unburned, 
to the gas tank. A third switch keeps the combustion blower running half a minute after the 
heater is shut off, to purge all gases from the system. Chevrolet states that the maximum possible 
fuel consumption of the unit is about a quarter of a gallon per hour, a more normal winter figure 
being a tenth of a gallon per hour (or ten hours per gallon). This seems a moderate price for 
instant and powerful heating. Convenient to all this is the 1l-gallon gas tank, nestling between 
the front suspension and the toeboard. It’s held up against a fiber cushion by a single transverse 
strap and receives fuel from a filler on the leftfront fender. 


The rear “hood” (Chevy is just as confused over what to call these lids as SCI) is opened 
by pressing a trigger next to the license plate light. "9 gggyyiaae we Like all the crevices 
at top and bottom of the engine room this trigger is rubber-sealed to en- 
sure that the air flow goes just as the engineers planned, a_ detail 
that was found essential to quick hot starting. Cooling + air enters through 
rear deck louvers equipped with pans to catch and drain away rain wa- 
ter. Aerodynamic tests made recently, well after the styling was finalized, 
indicated that by lucky chance there was a high- pressure area just 
over the intake louvers! 

Ned Nickels and the special studio set up for 
deserve all possible credit for a shape which has 
cally sound and which also, less definably, reflects the 
ful character of the Corvair without actually flaunting 
car. Its lines are trim and meaningful and its orna- 
strained than on most European cars. Assembled 
the body is united on the line with suspension and ™™™ oseiiiil 
time, the chassis assemblies rising to meet the descending body shell. 

Bolted directly to the body, a massive boxed crossmember carries all the front suspension parts 
and permits initial wheel alignment even before the subassembly is joined to the car. Stamped 
upper wishbones are inclined rearward to combat nose-dive on braking, while the lower wist 
bones are divided into two parts, as has been done by Chrysler for some time: a stamped hat 
section arm carries the lower of the two ball joints as well as the bottom ends of the coil spring 
and concentric shock absorber, and is braced by a rod which trails rearward at about 45 degrees 
Caster can be set by varying the screw adjustment at the rubber-cushioned chassis end of this 
rod, which would shift the position of the lower ball joint in relation to the upper one. Rubber 
is used liberally to damp out sound transmission to the unitized body, there even being a rubbet 


Corvair body design 
proved aerodynami- 
functional and _ use 
these facets of the 
~ mentation more Ie 
completely by Fisher, 
engine in very quick 
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shim between the top of each coil spring and its retaining cup. Although an anti-roll bar was 
fitted on many of the prototypes and in fact appears in some of the early publicity photos, 
it is not being used on at least the first cars to roll off the Willow Run line. 

A neatly detailed three-piece track-rod steering linkage is actuated by a recirculating ball gear 
encased in an aluminum housing. The ratio of the gearbox is 18 to 1 and that of the whole 
system. 23.5 to 1, values midway between those of the Corvette and the standard Chevrolet. Even 
adding the fact that only 38 percent of the Corvair’s weight is on the front wheels, bald figures 
like these cannot convey an inkling of the excellence of this car’s steering. It is so light that at 
parking speeds it feels power-assisted; it is so precise as to be absolutely without play, and it is 
fast enough to allow complete control over every situation. In speed and smoothness and in that 
delightful ability to “wish” a car around a bend, even an early-type Porsche would have to give 
points to the Corvair. Judged by itself, the steering system is among the finest I have ever had the 
pleasure to handle. It’s even unusually easy to direct in reverse. 

New answers to the braking question are also provided by the Corvair’s rearward weight bias. 
Forward transfer of weight on braking brings the weight distribution close to 50/50, so 9-inch 
brake drums with equal-sized linings 1% inch wide are fitted all around, for a total area of 120.8 
square inches. ‘To guarantee that the back wheels lock up first on a panic stop the front/rear 
braking ratio is an initially surprising 46/54, obtained by 
fitting the com- pound servo mechanisms with 7%-inch cylin- 
ders in front and 15/16-inch in the rear. A one-inch master 
cylinder with in- tegral reservoir is hung from the dash struc- 
ture and filled from the luggage compartment. Again these 
details only hint at the unusually even, stable way the Corvair 
comes to a halt. It crouches flat and close to the ground with 
maximum braking traction even on gravel surfaces. Heat loads 
are equally doled out among the drums but their size is small, 
leading to the tentative conclusion that fade resistance will 
not be exceptional. 

A determined amount of misalignment is allowed at the Corvair’s rear hubs, requiring a 
brake adjustment there five notches looser than at the front. Also on board is a novel hand brake 








found on the big Chevys as well. Its returning ratchet action allows the brake to be applied - 


firmly in one long pull or several short ones, the release lever popping out to indicate that 
the brake is applied. A specially powerful hand brake was in order for the Corvair from the begin- 
ning since no “park” position was designed into the automatic transmission. 13-inch wheels were 
chosen because they and their tires tend to be inexpensive; a 54-inch rim gives good sidewall 
support. It was hoped that the low profile of the new-type 6.50x13 tires would be a boon to the 
handling of the rear-engined Corvair when carrying, to quote Chevy, “normal inflation in the 
tear tires and a reduced pressure in the front tires”. This works out to 15 psi front and 26 rear 
when cold, or 18/30 psi at operating temperature, a radical differential however you look at it. 
Whether or not you’re sympathetic to the cause of the Corvair you must admit that the need for 
such a difference reflects poorly on the basic chassis design. Quite apart from this, it’s unlikely that 
most Corvair owners will ever maintain the pressures recommended. 


Mercedes’ solution for the front end of the 180 series is recalled by the logical, neat rear suspen- 
sion and powerplant package of the Corvair, the mounting of which serves to insulate the main 
body shell from engine and rear wheel oscillations. The semi-trailing swing arms of the inde- 
pendent rear suspension are rubber-bushed to forged pivot shafts, which in turn are bolted to 
a wide box-section crossmember. The latter develops at its extremities into abutments and hous 
ings for the shock absorbers and coil springs. Four rubber mounts join this crossmember to the 
body. Wheel hubs are hidden within the deep, fully-boxed ends of the rugged swing arms. The 
coil springs are compressed pans spread within the crotch of the swing arms. 

A departure from pure swing axle geometry is made here, as in so many other cases (VW, Fiat 
600 and 500, early Lancia Aurelia) to lessen the camber change with wheel travel and to in- 
troduce toe-in deflection as an inducement to understeer, both without going to the extreme of 
pure trailing arm suspension (Renault Fregate) which tends to reduce rear cornering power in 
toll. The pivot axis of the Corvair’s swing arms is inclined at about 40 degrees to the longitudi- 
nal centerline, which means that the layout tends more toward the swing axle side of things. The 
spring rates at the wheels are 86-pounds-per-inch in front and 192 at the back, the actual rate of 
the rear coil being a hefty 550-pounds-per-inch, over twice that of the rear coils of the big Chevy 
sedan which actually has a smaller rear wheel design load. 


Let us be honest, as usual: The Corvair is fundamentally a profound oversteerer. With 62-percent 
ol its weight on the back wheels it could only be otherwise if very ingenious suspension techniques 
had been called into play. This was not the case. As cornering forces on the Corvair chassis increase 
there is an initial very mild understeer tendency, probably attributable to .the rear suspension 
scometry, but then, well within the average driver’s range of slip angles, oversteer sets in in a 
gradual way that is easily countered by the excellent steering — whose very lightness, of course, 
is in part a function of the oversteer. text continued on page 30 
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1. The problem of adequately heating an 
air-cooled car is solved by this gasoline 
heater installed in luggage compartment. 
2. The car is easily converted to right-hand 
drive due to the symmetrical dashboard. 
3. Bob Clift, Chevrolet engine development 
engineer, peers into odd-shaped “trunk”. 
Spare tire would have been better placed 
under floor as on Dauphine. 

4. To make up for lack of front luggage 
space, the area behind the rear seat is 
quite large. With seat folded, more can 

be carried. 


. 


1. Prototype Corvair body in assembly 
stage. 

2. Drawing shows general layout of body- 
frame unit construction. 

3. An early preliminary drawing of the 
placement of the drive unit and front end 
components. 

4. Engine and rear suspension assembly. 
5. The left front suspension unit as viewed 
from the rear. 

6. Kight rear suspension. Axle shaft passes 
through rear edge of sheet steel wishbone. 

















1. Cutaway drawing of Corvair engine as 
seen from the rear. 

2. Corvair crank has four meaty main 
bearings and is very light even when com- 
pared with some foreign six-cylinder cranks. 
3. Corvair piston and connecting rod. 

4. Top view shows relationship of engine, 
transmission, and. rear suspension. 

5. Partly assembled engine on the line at 
Tonawanda, N. Y. engine plant. 

6. The complete engine unit as it leaves the 
plant. Cooling fan bearing protrudes from 
top of engine, fan itself is belt-driven. 


26 SPORTS CARS ILLUSTRATED/NOVEMBER 1959 








_-— 


) 


CHEVROLET 


\ 


ie 
Ss 
> 
, : ‘ \\) 
% ~ | | 
- } ' 
¥ 


a 
wn 
oa 
Sl 
x 
re} 
a 
= 
WW 
> 
Oo 
3 
~ 
Q 
Ww 
e 
< 
e 
BK 
” 
=] 
= 
= 
” 
« 
< 
S) 
” 
- 
4 
° 
ou 
7) 


28 





Gi! ML LG 





SG ZN A Ne a 


wif #8=€=«CUWN ff ff | SR SS 






hey me | bin Ee 6A eC ~~ ps — ——S ry 






3S, 


7% 
MOAN 


: 


Ms P 




















‘ 
— 


¢. 0. Lalourette 








4 


i frbes 


ian 


_ 
“4 
~ 


CORVAIR SPECIFICATIONS Rear suspension Ind., swing-gxles, trailing 


wishbones, coil springs 
POWER UNIT: Shock absorbers Delco telescopic 


Steering si Saginaw recirculating ball 
air-cooled, flat six : 
pushrod ohv, iactine ai diameter, curb to curb... 39% ft. 


.... 3.375 x 2.60 in 


=, * 
a 
—— 


Displacement 

Compression Ratio .............. 8.0/1 

Carburetion by ... Two Rochester single-choke 
downdraft 

Est. Power 80 hp @ 4400 rpm 

Idle Speed 500 rpm 


DRIVE TRAIN: 
Transmission ratios overall ratio 


SY 


two up, full tank.............. 1.3/58.7 
Fuel capacity .......... AN 11 U.S. gallons 


CHASSIS: RATING FACTORS: 


Specific Power (est.)... 0.58 hp/cu in 
nc nag iis pemacae ystee Power/Test Weight Ratio (est... 19.9 Ibs 
~ Tread, front and rear............ 54 in Piston Speed @ 60. 1310 £t/ 


‘tes ae 
Front suspension rece § Mon gg and unequal pba v00e eh ae i x < 8 pte > : 
w es 





Having heard that Uncle Tom himself had declared that he “tried but just couldn’t lose the 
Corvair”, I asked Chevy's affable engine development engineer Bob Clift to keep a path clear to 
the basement while we tried some very fast turns. By making extremely deep corrections it was 
possible to hold the car on a line but, as in any automobile ever built, there was a point beyond 
which it wasn’t prudent to proceed. For a moderately skilled driver the Corvair is a genuine ball 
to drive, it being possible to hustle hard into tight corners and bring the tail around with just 
a twitch of the wheel, counter-steering until the slide stops and the time for acceleration arrives, 
This is not, of course, everybody’s way of driving. 

Chevy spokesmen have said that they didn’t feel a front anti-roll bar was needed because the 
car’s center of gravity was so low that it doesn’t roll much. This is true enough, from that stand- 
point, but such bars are also powerful tools for adjusting handling, and one of the first things 
that should be done to this car is to replace that anti-roll bar. Since this would only actually 
counterbalance the difficulties that exist at the rear, however, thorough redesign should com- 
mence at that end. With the conventional design methods used, the high spring rates needed to 
support the rear end weight have resulted in unduly high roll stiffness at the rear, a sure harbinger 
of oversteer. A solution like that on the Mercedes-Benz 300SL Roadster is called for, having a 
single central coil or a pivoted transverse leaf spring to support loads without affecting roll. 
For all its novelty the Corvair is surprisingly naive in this major respect. 








The pivot axis of the rear swing arms was aimed right through the inner Hooke-type universal 
joints, allowing the slim axle shafts to swing in the plane of the arm and making outboard 
U-joints unnecessary. Minor length changes and servicing ease are catered to by short splines at 
the inner ends, while small misalignments at the hub end of the axle are accepted by the double- 
row “spherangular” roller bearings used at the hubs. 

The engine/transmission assembly, of conventional rear-engine type in sequence and _place- 
ment, is suspended at three points: two between the front of the transmission and the rear sus- 
pension crossmember, and one between the rear of the engine and the car body. The whole group 
is very easily removed for service in the familiar VW manner. It’s not official, but one rough 
weight quoted for the whole power package, transmission not specified, was 340 pounds. 

Ed Cole’s decision to put the Corvair’s engine in the trunk was in part predicated on his engi- 
neers’ feeling that they knew enough about the use of light alloys in engine design to lick that 
tail-heavy problem. Apart from the validity of this, the flat-six engine does make generous use of 
high-duty aluminum alloys (high silicon percentage) formed in the only economical way, die 
casting. Throughout the engine no thread inserts are used, Heli-Coils or the like used only 
to salvage stripped threads, as a service operation. 

Shoebox-shaped in general outline, with a total of four webbed bulkheads for main bearing 
support, the crankcase is split vertically down its middle. Eight through-bolts clamp it together 
around the crankshaft. The main bearings, like those for the rods, are basically a steel-backed 
copper-nickel mix coated with a thin lead babbitt overlay. Obviously overdimensioned to ac- 
cept future stroke increases and given very generous sections and radii, this crankcase is a hefty 
item that will be reassuring to owners and promising to modifiers. 





SOURCE OF POWER 





Realizing that in an aluminum engine proportionally more strength must be supplied by the 
crankshaft, Chevy engineers came up with a very sturdy forged steel crank with reasonably heavy 
cheeks but without counterweighting, by virtue of the good inherent balance of the opposed six. — 
The No. | or rearward main bearings takes thrust loadings and is therefore .828 inch wide, the rest 
having a width of .772-inch and all four being 2.098-inches in diameter. The rod journals meas- 
ure 1.80-inches in diameter and about .65-inch in width. 

Scaling just 4.72-inches between centers, the connecting rods have a modest H-section shank — 
which is, however, smoothly radiused into the big end. No circlips retain the .80-inch wrist pin, © 
which is pressed into place in the small end of the rod. Of appealing slipper-type design, the 
pistons have a flat crown (for an 8 to 1 cr.) and are lightly tin-plated. Two iron compression 7 
rings are backed up by a one-piece chrome-plated oil ring. ; 

To get the Corvair into early production it was decided to release it with cast iron cylinders 
instead of the aluminum parts that may be introduced at a later date. Of course the goal is ~ 
an aluminum alloy cylinder that is sufficiently wear-resistant to live without any special wall plat- 7 
ings, as has already been done experimentally on the accessory engine of the Firebird III. On 7 
early prototypes of the Corvair engine the finning over the length of each cylinder was uni- 
formly deep, but this apparently overcooled the lower portion of each cylinder, probably causing 
excessive wall friction, for the production cylinders have full-depth finning , 
over their upper halves only. 

These cylinders are very deeply spigoted into both the crankcase and the 
cylinder heads. The latter are identical left and right, a break for makers- 
of special heads. Prototype powerplants used sand-cast heads with complex 
finning arrangements running in several planes, but the redesign for die- 
casting dictated a simpler alignment in a single plane. Also tried but found ; 
unnecessary was the sawing apart of the three combustion chambers in each¥ 
head right-to but not including the floor of the valve gear chamber. 


BOTTOM END PARTS 









(Continued on page 78) 
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First Impressions 





Below: Corvette cockpit and controls have not been changed for 1960. __ a ee aL , = 11 =p 
The body lines — as well as the fiberglass material — also remain the Nae pi. y ses 
game. In consequence resale value of 1959 Corvettes will not plummet. — “ : . 

by Karl-Ludvigsen 





























> 1960 will go down as the Year of Speculation for Corvette, 
SCI not being the only magazine that was caught well off 
base on predictions of radically changed styling and con- 
struction. New-type Corvettes along the lines theorized had 
actually been proposed, but the terrific engineering con- © 
centration on the Corvair project literally left no time for 
other developments. From the exterior and in all important 
respects, then, the 1960 Corvette is identical to last year’s. 

Major changes, and worthwhile ones, have however been 
made in the cylinder head design. On all Corvettes the 
valve chamber of the head. has been widened to make room 
for a more efficient oil drainage system, incorporating a 
special drainage groove to lead oil away from the valve 
springs and guides. On fuel injection engines, moreover, 
the aluminum heads first developed for the SS Corvette 
have finally made an appearance, saving 53 pounds com- 
pared to the cast iron engine. This head has considerably 
different intake porting and intake valves enlarged from 
1.72 to 1.94 inches in diameter. Correspondingly the plenum 
chamber of the injection unit has been enlarged to match 
the cylinder head improvements. With injection (available 
only with manual shift) also comes a special piston giving 
an as-yet-unspecified higher compression ratio. 

If the Duntov camshaft is fitted, several other high-per- 
formance options can be applied. An all-aluminum cross- 
flow radiator can be installed, saving yet more weight, a 
cold-air tube adjacent to the radiator can be connected up, 
and the car in general converted to a raceable machine. 

Optional within the standard sheme of things are asbestos- 
based or sintered iron brake linings, a third choice being the 
ceramic-metallic system available as a Regular Production 
Option (RPO). For 1960 there is no special handling kit, 
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Right above: A major change for ‘60 is the use of aluminum heads on 
the fuel injected engines. Heads were first developed for the _ ill- 
famed SS Corvette. They save 53 pounds over the cast iron units. 
Right below: Also added for ‘60 is this light rear anti-roll bar. 


wesennoee stress seach shone str eee ~ 


Zora Duntov feeling that some further mods to the standard 
chassis have made its handling good enough to do away 
with heavy-duty springs, etc. In addition to increasing rear 
suspension rebound travel by one inch, he has increased 
the diameter of the front anti-roll bar to 0.70 inch and has 
added a light-weight anti-roll bar to the rear suspension as 
well. 

In action, this realignment of the Corvette’s suspension 
reacts just about the way you’d expect. The Corvette has 
always been known as a strong understeerer that was fine 
for fast courses but less sprightly on slow ones and a shade 
wearying to handle in town. By increasing the roll resistance 
at the rear Duntov has brought the car closer to neutral 
steer fee! on fast bends, where the Corvette now seems 
“lighter” on its feet and a shade more sensitive—not neces- 
sarily a good feel for racing use. The car can now be tossed 
around tight corners much more easily, but it must also 
be admitted that the larger rear roll couple tends to lift the 
inside rear wheel sooner than was the case before. A tenta- 
tive conclusion might be that the new setup will be good 
for all-round use and for slower courses; with Positraction 
differential installed, but that many owners might usefully 
remove the rear anti-roll bar when trying for best results 
on fast tracks. During our Proving Ground trial we made 
no attempt to evaluate the performance of a fuel-injected 
Corvette, which obviously had acceleration on a par with 
its ancestors. Slight gains might be expected from the horse- 
power increase, now to approximately 305 bhp, and the 
weight reduction made both by the aluminum heads and 
the aluminum clutch bell housings used on all manual 
transmission cars. As before, the Corvette for 1960 is a 
formidable performer. 


—kl 
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q » Sondeshuivag ‘that every Ad digopipelte sseaieenll? sean 
is that although you can drive a“serew “with an_ old’ butter 









/done better and ‘easier if; you use? the: right. tool for the 
“task. It’s the same thing with métor racing, You. can play 
*Tazio Nuvolari around the race course in‘just about any 
) car, but iteis a whole lot more fun, faster and, in many 
_ways easier if you do it*im saygar.meant for racing, one 
'that was built from the outset to excel at just that activity. 
This was brought forcibly to mind one hot summer 
*day when we met Lola. Not the choice little red-haired 
‘vamp of “Damyankees” fame but a choice little blue rac- 
ing sports car, The only one of its kind in this country at 
the time, we had gone to Chicago especially to make the 
) acquaintance. 

For those unfamiliar with Class G Modified racing, Lola 
>is the latest English lightweight built around the Coventry 
Climax. 1100-engine and, at, this writing, the most success- 
ful. The particular one we met has yet ‘to lose a race, In 
four times out, in. the hands of owner, -Allan Ross: Lola 
§ has four wins. ; ie 


Owner Ross and Eric Broadley, her young English: archi- 





knife and hammer a. nail with<a’ brick, sany. job. will be: 


z The first day all we did was pry into Lola’ s “inmabds with 

























tect. As a spare- time sideline: to Arsicuings De 
ley last year built hintsélf his own: litele Tegta 
cessful, he built another for a friend. “Then 
another. So successful have theybeen, thé building 
may have to wait awhile for Broadley’s. talent. 
2) soa of her class of car, Lola has a super 


skin whose configuration that looks like nogiiag’s 
as a miniature Scarab. Running gear, again 1 
mixture of Triumph and BMC A-series parts, adapted and ” 
modified. The rear end is fully independent. with its BMC 
center section modified to carry.a pair of TR-3. 10-inch | 
Alfin brake drums inboard, machined down to 1% ‘ihches | 
wide from 24. Outboard are a pair of specially - cast, 
aluminum hub carriers. The ‘special hubs "Connect: “the 
wheels to unsplined Hardy” ‘Spicer? f with uni- 
versal joints at each end. Location is by triangsl atéd: lower: aris . 
wishbones, the doubly U- soins oennat: and itis trail. oo 








esting part of this whole affait is that the ttm 
“tuned; OF set, for varying. ae charactoliiul 5 





Right: Control arms are angled forward to handle most 
braking stresses. Below: Coming off the banking with 
5000 rpm on the clock, Lola would touch 7200 by the 
middle of the front straight. This is tantamount to 
going from 90 mph to 130 in a quarter of a mile! 


Above: End of A-arm is set in the 
slot that gives early breakaway, 


we 


*, 


Right: Lola’s undressed rear shows negative camber of 
back wheels. Angle is more acute when driver and fuel 
cre loaded aboard. Lower right: Detail of outboard end 
of control arm and hub casting. Static camber setting 
can be changed by turning offset pin at bottom of hub. 


ME SHECLMLLSTS 


Above: Designer-builder Broadley shows new owner Allen Below: Engine compartment is full but not crowded in the FWA Climax-powered Lola. 
Ross (right) how the competent Lola driver should fit. Broadley disapproved of the lightening holes in the generator case. His thought 
would have been to turn the case down to half thickness in a lathe. Neat ideo. 
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ox engine is canted 10 degrees 
the left for better balance. 
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Photos: John Christy 4 . 
ple in action, the inner mounts of the wishbones being 


moved up or down in a choice of three locations, up being 
fastest and down being slow. Broadley admits that he’s 
never yet tried it in the fastest setting. Further control is 
gained by changing to springs with softer or harder rates, 
the softer the spring, the more “stiction” engendered. Ross's 
car had the stiffest springs and the low-slow setting since 
both he and Broadley felt that the faster settings are bene- 
ficial only on very high-speed corners. A car thus set-up 
would be too tricky for tight American courses. Even on 
the medium setting the car is said to hold until the driver 
is in far over his head, then letting go in a vicious spin 
unless extreme skill is exercised. In the slow setting, as we 
tried it, the car gave ample warning. This allowed corner- 
ing with the tail hung out a bit, an impossibility with the 
fast setting. 

In contrast to the rear, the front suspension is perfectly 
straightforward, using unequal length tubular wishbones 
with a diagonally mounted coil-and-shock. Steering is by 
the familiar rack and pinion which gives two turns of the 
wheel from lock to lock. This item is a mixture of special 
and standard parts. It has a Morris Minor pinion with a 
special rack and housing. The track rods are also Morris. 
The brakes are again Triumph TR-3 Alfins, this time at 
their full 24-inch width. Total lining area is 163 square 
inches. The bolt-on wheels are Cooper-built Elektron cast- 
ings which carry 4.50 x 15 tires in front and 5.00 x 15 tires 
at the rear. 

Originally, there were two fuel tanks, one on each side 
of the cowl. Ross, however, has removed the tank on the 


Below: Brakes are actuated by dual master cylinders. By changing 
position of center push rod more braking can be had at either end. 








LOLA Mk Ill 
SPECIFICATIONS 


POWER UNIT: 
Coventry Climax FWA, Stage III 


Four cylinder, water-cooled 
Valve Operation. ...SOHC, valves in line 
Bore & Stroke.... 
2.85x2.62 in (72.4x6.66 mm) 
Stroke/Bore ratio . eas 0.92/1 
Displacement 67.1 cu in (1098 cc) 
Compression ratio ; 0.5/1 
Carburetion -Two H-6 S.U. 
Max. Power (advertised) 
90 bhp @ 7200 rpm 
Max. Torque (advertised) " 
72 lbs-ft @ 5250 rpm 
Idle speed: na 1500 rpm 


DRIVE TRAIN: 


Gearbox . 
Ratios: I 


4 
>) 
> 


Te inks 
| 
are 
Final Drive ; 4 
Other ratios available. 4.22, 4.55, 4.88, 
Axle Torque taken by radius, rods & 
wishbones 


CHASSIS: 


Multi-tube frame, 1 in and % in dia, 
20 gauge 

WINS «cific doc cc, : 85 in 
Tread, front and rear........ 48 in 
Front Suspension. Unequal length tubular 
wishbones, coil springs 
Rear Suspension... . Independent, A-arms 
and radius rods, coil springs 
Shock absborbers concentric with springs 
Steering type..... rack and pinion 
Turns, lock to lock. . ; sm 
Brakes .Al-fin drum, rear brakes inboard 
Lining area...... .....167 square inches 
Tire size......4.50/15 front, 5.00/15 rear 


GENERAL: 


) Fe a er ; 
Height at cowl...... . 
Clearance 

Weight, dry....... 
Distribution, F/R 


wrnorw ae 


eee 
NeorwN|A 


..131% inches 
....23% inches 
Peeper OS 
49/51 (with 160 Ib. 

driver) 
Fuel capacity 7 U.S. gallons 


driver’s side since one tank’s seven U.S. gallons is sufficient 
for most American races. When endurance is required, the 
second tank will be remounted. 

Power comes from the usual Coventry Climax 1098 cc 
engine that is virtually standard wear in this class. Carbu- 
retion on this particular “stage 3” engine is by a pair of 
single-choke 114-inch SU instruments. The Lola doesn’t 
need the extra poke to stay ahead of the Weber-carbureted 
Lotuses, Elvas and Coopers. When the extra power be- 
comes necessary, it is there for the price of a pair of twin- 
choke Webers or SU’s. 

We arranged to meet the next day at Meadowdale to 
put the car through its paces. We arrived just as Allan 
finished warming up the car. He hopped out and mo- 
tioned us in. This writer’s posterior is by no means well- 
padded but even so the Lola’s accommodations are tight. 
The seat belt felt almost superfluous so snug was the fit. 
This is all to the good since the driver is held perfectly in 
place no matter what sort of cornering is being done; 
there’s no strain at all trying to maintain location on a 
hard turn or series of esses. The wood-rimmed steering 
wheel is almost vertical, set low, almost too low, and quite 
far forward requiring a Farina-like straight-arm technique. 
But in Lola this poses no problem since steering is so 
effortless. 

We set off for an exploratory lap and immediately fell 
in love with her. Handling was impeccable and friendly. 
There was a feeling that one would have to be a ham- 
handed idiot or do something terribly stupid to go very 


(Continued on page 77) 


Below: Lola’s cockpit is anything but plush. Layout is fairly 
comfortable, however. More knee room will be included later. 


glcon front end treatment is smooth and simple and well integrated with over-all shape of the body. Ma 
and lack of ornamentation, plus uninterrupted hood and fender line, give the front a heavy appear 


interior is functional with a minimum of dash- 
Board ptotrusions. Test car had seat belts. 
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> With the new Falcon, Ford has aban- 
doned to a large degree the so-called 
“crisp” line although retaining a definite 
Ford “family” appearance. In so doing 
they have come up with the best looking 
Ford since the Thirties. Even painted 
white there is no feeling on the part of 
the viewer—or at least this viewer—that 
Fords and ice boxes could come from the 
same mold. In short, Ford’s newest offering 
looks great. 

If we cannot be as enthusiastic over the 
'Falcon’s performance as over its appear- 
ance, the reason is two-fold: the styling 
is good and it is not meant to be a race car. 
There once was a movie about a mythical 
automobile manufacturer whose motto 
was “comfort and safety for six with a 
Six”. This could easily be Falcon’s slogan 
as well, if they had thought of it first. 

The Falcon program was begun with 
six definite objectives in mind. These 
were: 

1. Light weight 

2. Low cost 

3. Full size (six passengers) 

4. Low upkeep cost 
5. Performance equivalent to the 

“normal” Ford Six 

6. High economy of operation 

How well have they succeeded in living 
up to these objectives? Except in item 5 
above, very well indeed. With a shipping 
weight of only 2300 Ibs and an engine 
weight of a mere 345 Ibs. they have cer- 
tainly succeeded in paring weight down, 
especially when one considers the size of 
the car. In European terms of reference 
the Falcon is not a small car. Across the 
ocean the Falcon would fit into the size 
category of such items as Simca’s Vedette, 
Mercedes’ 190 and Rootes’ Humber. None 
of these are considered small but rather 
“medium” in size. Thus the Falcon’s 
Weight is indeed light. | 

In terms of low first cost, though no 
hard and fast price has at this writing 








ie ee is 
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been set, the target of “around $2,000” is 
certainly competitive with cars of this size 
and configuration. The chances are very 
good that the announced price will be 
under the target figure when it is finally 
set. 

Item 3 has been met with a will. The 
interior of the Falcon is in some ways even 
more roomy than other cars in the Ford 
line. According to the Ford people the 
Falcon interior was built to accommodate 
the above average man, five feet 10 inches 
tall and weighing 160 Ibs with adjustments 
built in to accommodate taller and shorter 
people. Further the design aim was to 
provide room for five other similar-sized 
passengers as well as the driver. Just to 
see if they had succeeded in this we 
packed in one less than a full complement 
with added test in that all of us were dif- 
ferent sizes and shapes. This writer is five 
feet, eight, weighing about 135. Dick Judy 
of Ford’s P.R. staff is a good six feet, four 
and lanky. Colleague Emmet Greene is 
five-six and chunky. SCI’s Detroit Editor, 
Mike Davis is six feet even and stocky. We 
commandeered one of Ford’s test drivers, 
a man of about five feet ten inches and 
180 or so pounds to make up the fifth. All 
of us fitted with room to spare and each 
of us could adjust the driver’s seat to fit 
our individual requirements, a wide vari- 
ation indeed. 

In the matter of low upkeep we can 
only be subjective and make an educated 
guess based on accessibility of the various 
components. Maintenance should be ridi- 
culously simple when compared to the 
normal variety of Detroit cars which 
would bring labor costs in service and 
repair to a minimum. Nothing is tucked 
away and nothing is covered by tin 
shrouds. There are no big power assist 
units to get in the way. From what we 
could see the engine could easily be lifted 
out without stripping anything but the 
hood lid. Labor time being the major item 


what tubular-in form. Sculpturing replaces chrome as side trim. Wide 





in service these days it is easy to predict 
that service costs will be cut by a good 
third on the Falcon. 

Now we come to Item 5, that dealing 
with performance. The aim was to give the 
car the performance of the normal-sized 
Ford Six. Subjectively and objectively 
they have missed by a good margin. They 
can be excused on this point for the good 
and sufficient reason that the target set 
was terribly high. The standard Ford Six 
is a gutty powerplant that will, in its 
latest form, push a normal sized Ford 
along at a pace that was considered good 
for a V8 a couple of years ago. It will do 
zero to 60 with automatic drive in some- 
thing around 15 seconds or a good 10 sec- 
onds less than it takes the Falcon to reach 
that figure. It will move at a top speed in 
the high 90’s where the Falcon labors 
mightily to produce a shade over a true 
80. This, of course, applies to the two- 
speed Fordomatic equipped Falcon we 
tried. The factory test crew claim that the 
standard shift is quicker, getting to 60 in 
the neighborhood of 19 seconds. 

One very definite fact was brought out 
in our test and that is that the two-speed 
automatic is not the transmission to be 
coupled with an engine of only 144 cubic 
inches. That amount of volume just can- 
not produce the torque necessary to move 
a 2300 lb car through only two gears even 
with the hydraulic assist of a torque con- 
verter. The subjective effect is that the car 
has nothing at the bottom end of the 
speed scale, a good bit of pull in the mid- 
dle and then nothing at the top end. 

The lack of top end, as seen from the big 
chunk of time it took to go from 50 to 
70—23 seconds—could probably be pegged 
to the fact that this engine is designed for 
economy and suffers breathing problems 
near its peak rpm. Also, the singularly 
mild, tractor-like cam timing of 232 de- 
grees duration is no help. But the lack of 
performance at the low end of the scale 
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can be blamed directly on the overly high 
(low numerical) gearing. Held in low 
gear, the Falcon will, when wound out, 
do a true 60 miles an hour which is an 
indication of the high ratio used to move 
it off the mark. Driving through a 3.10 to 
1 axle, which is extremely high for a car 
of this size, is the two-speed automatic 
which produces in low range only a fac- 
tor of 1.75 to 1. Standard practice on Eur- 
opean cars of similar size is a rear end 
ratio of 4.11 to 4.55 and higher with a 
three or four speed gearbox with a lowest 
ratio of around 3 or 3.5 to 1. Thus, in 
comparison, the Falcon with Fordomatic 
is hamstrung at the stoplight. It will 
probably cruise comfortably all day long 
at 60 miles an hour but it is certainly no 
race Car. 

While we had no opportunity to get an 
accurate mileage test we can easily believe 
the Ford test crew’s claim of mileage in 
the middle 20-plus mpg range for the 


Below: Straight-six engine is normal in 
design being similar to the engine in the 
English Ford Zephyr and Zodiac models. 


standard shift equipped Falcon and two 
or three miles per gallon less in the Fordo- 
matic equipped version. Under stop and 
go conditions, due to the problems out- 
lined in the preceding paragraphs and 
consequent tendency to mash hard on the 
throttle it is likely that the automatic shift 
Falcon would suffer more than a mere 
two or three mpg in our humble esti- 
mation. However, to a man used to the 
gas gobbling propensities of the larger 
or even “low priced three” Detroit cars 
the mileage handed out by either version 
of the Falcon would come as a welcome 
surprise, especially on a trip wherein 
much of the travel was done on through- 
ways or freeways. 

In several departments the Falcon is out- 
standing. One of these is brakes. During 
our ten-stop test we got all kinds of hor- 
rible smells from hot linings but very little 
fade in comparison to most American cars 
in which about four hard stops leave the 




















Above: Dashboard consists of 100 mph speed- 
ometer, a multitude of knobs and warning lights. 
Below: Front suspension detail showing normal up- 
per wishbone, single lower arm with locating rod. 


Above: Trunk is ample in size although high 
sill makes it necessary to lift baggage over. 
Below: Engine compartment is neat and all 





machine utterly brakeless. The first three 
stops with the Falcon gave a steady read- 
ing of eight tenths G, the next two pro- 
duced seven tenths, the next four were 
around 6.5 tenths and the final one came 
back up to seven tenths again. The only 
drawback was a tendency toward alter. 
nate lock-up—each of the four wheels 
locking solidly at one point or another, 
The brakes that produce this no-fade 
stopping are not large by any standards 
being 9-inches in diameter all around, 
2.25-inches wide at the front and 1,5. 
inches wide at the rear with a total effec- 
tive lining area of 114.3 square inches, 
Effectiveness percentage is 63 percent at 
the front and 37 percent at the rear. 
Another nice point is handling. True, 
this is no sports car and it doesn’t give the 
effect of pancake-flat cornering but it does 
stick and the steering is light and, for a 
domestic product, quick or at least it feels 
so despite a lock to lock 4.64 turns. Taken 
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at full tilt over Ford’s twisting proving 
grounds (a great road course Mr. Ford) 
the effect was not at all unnerving as it 
can be in larger or less handy equipment. 

There are reasons for this, too. For one 
thing the Falcon is a true unit body con- 
sruction and is torsionally rigid to a high 
degree. Consequently one doesn’t feel that 
_ [the frame is bending thataway while the 
, | body is attempting to go thisaway on a 
. Pbumpy, twisty circuit. 

Natorally, one can’t just point at one 
item of engineering and say “that’s why 
the car corners well” or some such state- 
_ ment and let it go at that. But one factor 
| fin the Falcon’s handling is certainly the 
new front end layout—at least it is new 
_ | for Ford though slightly reminiscent of the 
, | Willys in its later years. In this unit there 
isa fairly normal upper A-arm or wish- 
bone and there normality in its accepted 
sense stops. The lower control arm is a 
single, deep hat section stamping located 
laterally by a diagonally placed trailing 
torsion arm. Springing is, as one might 
suspect, by coil, but the coil acts on the 
upper A-arm rather than on the lower 
arm which is where the Willys part comes 
in, The whole result is a neat, light effec- 
Biive unit that does a job excellently. 

All things considered, Ford has taken 
the opposite tack from its major competi- 
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tor and produced an absolutely normal PERFORMANCE POWER UNIT: 
compact car and in so doing have come Six cylinder, in-line, water-cooled engine 
up with something quite new. While TOP SPEED: Valve Operation ...pushrod, in-line ohv 
: , Two-way average .......84 mph Bore & Stroke ........... 3.50 x 2.50 in 
there are no innovations on the Falcon (88.9 x 63.5 mm) 
a such the total effect is, for is = " Stroke/Bore Ratie ............... 0.71/1 
== : : for this era in ACCELERATION: Displacement ..... 144.3 cu in (2365 cc) 
Detroit, novel and effective, probably as From zero to seconds Compression Ratio ................ 8.7/1 
eflective in its way as t OI , | ARs eee 6.7 Carburetion by. .Holley 174¢ single barrel 
; ‘ if yt he c mpletely — ”. 5 RSA rece 10.3 Max. Power ....... 90 bhp @ 4200 rpm 
and innovation-bristling product of the WO 5s as nce coe 15.8 Max. Torque ....138 Ibs-ft @ 2000 rpm 
competition. — A SA rere 25.1 dg. ee ne eee 520 rpm 





ph ‘ 
Standing Se ME oi cecidas 23.9 DRIVE TRAIN: 
Speed at end of quarter .59 mp 











A public relations man representing a 
well-made and popular foreign sedan took 























hoe i f Trans. ratios overall Auto. ratio 
one look at a side view of the car, shook . | ee Sea oe eee (1.75-4.20) 
Mead and said: “It'll ell.” We have SPEED RANGES IN GEARS: ~ eee 1.75..... 5.43... ..(1.00-2.40) 
rac and said: t sell. e have Be fsbo a hotankel eee 0-28 ee 3.06. ..... Sk@ 
very little doubt that he’s right. BONS oes catrate naevus eee 4-51 Final drive ratio ..3.10..(3.56 optional) 
F re ee 7-top Axle torque taken by rear springs 
h —jpc 
f. SPEEDOMETER CORRECTION: CHASSIS: 
l — Speed Timed Speed Integral body-frame construction 
waded gale aun eralae ween 30 I 5a dn 5 onc ds. oclcce ulene ca 
‘e ORI ore EO 39 Tread, front and rear .......55, 54% in 
| PRE ae ee cee ee 48 Front Suspension ...Unequal wishbones, 
OO ihavicnee vadeesewcere sae high coil spring location 
ME co ctans ce eeeEe eek Sata 67 Rear Suspension ..... Rigid axle, longi- 
tudinal semi-elliptic leaf springs 
Shock absorbers ...13;g in dia telescopic 
Steering type ..recirculating ball & nut 
Steering wheel turns L to L ...... 4.64 
Turning diameter, curb to curb . .37.7 ft 
|. ee 9 in drums, duo-servo 
Brake lining area ............ 114 sq in 


MPO ss 2.55 occ xee nes aoc Oe S39 


GENERAL: 
















WERT OU oa oo 40 tc ws wees ;  5t%e Ibs 


Weight, as tested ......... ....2695 Ibs 
Weight distribution, 
Pot ge gS err ...53.3/46.7 


Fuel capacity ........ : 1.S. gallons 


RATING FACTORS: 


















Specific Power Output ....0.62 bhp/cu in 
Power to Weight Ratio, 

as tested .................30.0 Ibs/hp 
Piston speed @ 60 mph ....1160 ft/min 
Braking Area ........... 84.8 sq in/ton 


Speed @ 1000 rpm in top gear. .21.6 mph 





1. New Triumph Herald coupe. 


2. One way of incorporating bumper 
guards ona small car. 


3. The entire front end of the 


Herald tips up toexpose the -i 9 = - nee , we ; 
engine. Accessibility for % ¢ % \ as ih Tt ie 


an owner/tinker couldn’t be 


4. One modification made on the a ERAL 


author’s Herald was removal of a a : volar by Gil Dawson 
large air cleaner. It was ‘ : ee a oe . a © 
replaced by rampipes and 
twin air filters. 























5. Layout of dashboard on right- 
hand drive Herald. Plastic junk 
basket is an interesting idea. 


6. Seats on coupe are adjustable 

for height by turning numbered 

blocks. 

7. Oil gun is leveled at one of the 

few greasing points on the Herald — the 
steering pivot. 


8. Arrowed plug is filler for steering box. 
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p A honeymoon doesn’t put enough mile- 
age on a marriage to exhaust the process 
of mutual revelation, and it’s the same 
with motoring. You have to set up house- 
keeping with a car—rather than just bor- 
rowing it briefly, as a professional press 
tester ordinarily does—to find out whether 
disillusion or lasting affection will likely 
succeed nuptial ardor. These notes, then, 
represent an owner’s-eye-view of the Tri- 
imph Herald coupe. Carrying chassis num- 
ber Y52, my car was one of the earliest 
deliveries on the British market. Its mile- 
age at this writing is just coming up to 
4000. 

The two-model Herald range, a sedan 
and a hardtop coupe with space for extra 
baggage or a child’s seat behind the driving 
compartment, was launched in the U.K. 
last April. Features common to both types 
are nonintegral chassis with independent 
suspension all around—swing axles and a 
transverse leaf spring in back, wishbones 
and coils in front; Michelotti styled bod- 
ies consisting of ten welded-up  subas- 
semblies, designed for cheap and easy re- 
placement in the event of crash damage; 
a minimal servicing commitment, with 
wholesale elimination of greasing points; 
Triumph’s time tested 57.80 cu in (948 
cc) 4-cylinder engine with pushrod ohv; 
4-speed transmission with remote control 
by a short central shift lever, synchromesh 
on the three upper ratios. With dual side- 
draft SU carbureters, 8.5/1 compression 
and a hotter camshaft than the sedan 
version, the coupe’s engine develops 50.5 
gross bhp at 6000 rpm. 

Going the Rolls one better in postural 


= 


permutations, the Herald has three-way 
seat adjustment — horizontal, vertical and 
back slope — plus a telescopic steering 
column; this combination § caters for 
drivers of 48 different gauges. If, like me, 
you happen to have a 49-gauge physique, 
Meaning you can’t get quite far enough 
away from the wheel to be mistaken for 
Dr. G. Farina, here’s the solution: file the 
Tear stops off the seat runners, cut two or 
three extra notches in them. The heads 
of the bolts holding the back ends of the 
base runners to the floor will then act as 
rear stops. ‘This dodge extends the seat 
travel by about 2 inches. 

An adjustable steering column is an un- 
usual refinement in the Herald’s price 





class, and creates a precedent it’s to be 
hoped other mass producers will copy. But 
this interpretation, unlike the Bluemel 
mechanism fitted to more expensive Brit- 
ish makes, admittedly can’t be reset with- 
out using tools; tools that unfortunately 
don’t all come with the car. Contrary to 
the impression some press reports have 
given, shifting the steering wheel is a triple 
operation, involving slackening and_re- 
tightening two attachments of the outer 
column sleeve to the dash framework, 
apart from undoing and retightening two 
bolts on the split clamp that is the actual 
crux of the device. These bolts have to be 
tightened to a specific torque figure, but 
the Owner’s Handbook doesn’t name it. 
But it is stated, I believe, in the more 
sophisticated Owner’s Repair Manual, 
which is sold rather than given away. 
Overtightening would defeat the second- 
ary object of the adjustable column, 
namely, telescoping under impact in a 
collision. 

Whatever its position within its range 
of telescopic travel, the rigid two-spoke 
wheel is way below the driver’s line of 
sight—another credit item in the visibility 
ledger. I only have one fault to find with 
this wheel: its spokes have rather hideous 
stippled cappings, which, at night, throw 
reflections from the instrument lighting 
onto the screen. Something else that isn’t 
too easy on the eyes is the turn indicator 
monitor light, which has at least twice 
the candlepower it needs. 

The instruments themselves, pointing 
up the current British trend away from 
imbecilely “artistic” dialcraft, are circular, 
three in number (speedometer with mph 
and kph calibrations, fuel gauge, water 
thermometer) and perfectly placed. There 
is no tachometer but, by a coincidence, 
speedo readings in third gear can be in- 
stantly translated into approximate rpm 
figures; 10 mph being equivalent to 1020 
rpm on this ratio (6.62/1), it’s easy to 
remember that 20 mph roughly equals 
2000 revs, and so on up the scale to 60 
per hour, when of course you are slightly, 
but not culpably, exceeding the 6000 rpm 
at which the power curve peaks. 

My own Herald, incidentally, easily 
reaches an indicated 63 mph in third on 
the level, except when the throttle cable 
indulges in a habit it sometimes has of 
going out of adjustment and wasting the 
last few degrees of butterfly travel. This 
throttle wire seems very liable to stretch, 
and the method of taking up slack, using 
a thimble and grubscrew, would make 
the late M. Vernier turn in his grave. Part 
of the fault may lie with the cable return 
spring, which works in compression and 
appears to become coilbound when the 
throttle nears the fully open position. It 
shouldn't be hard to devise a homely 
mod, substituting a spring that pulls in- 
stead of pushing. 

To date, efforts to improve engine per- 
formance haven't gone any further than 
tentative carb tuning of a nature and 
scope that isn’t worth detailing; also, the 


standard air cleaner, an enormous tin 
beret of formidable weight, has been 
ditched and replaced by a pair of bell- 
mouth ram pipes of a pattern marketed 
for SUs in Britain and elsewhere. Not 
having the heart to run on open intakes, 
I made up a pair of small muffin type 
cleaner bodies from perforated zinc and 
filled them with steel wool extracted from 
the original cleaner cum silencer. Banish- 
ment of the latter anyway improves gen- 
eral accessibility under the hood, even if 
the freer airflow doesn’t do any good 
carburetionwise. 

In this connection it’s a fair guess that 
Triumph were influenced in favor of a 
separate chassis and body, rather than in- 
tegral construction, partly by considera- 
tions of engine accessibility. In the fashion 
adopted by Aston Martin and many com- 
petition cars, the whole forepart of the 
body hinges forward for servicing and 
maintenance operations, and an untold 
boon this is to an amateur mechanic, or 
a professional one for that matter. There 
isn’t anything you can’t get at, forward 
of the firewall, as easy as if it were laid 
out on a bench. 

A fool for oil hygiene, I've used a mag- 
netic sump dipstick and magnetic drain- 
plugs in the engine, gearbox and back 
axle from the day the car was delivered. 
The trouble with these traps is you don’t 
know whether to hope they will or won’t 
make a catch; if they don’t you’ve wasted 
what they cost, and if they do you worry 
about the wear your little harvest of fer- 
rous particles represents. In my case, all 
the magnets have grown whiskers that are 
visible to the naked eye without being 
alarming. 

Talk of dipsticks brings up a mainte- 
nance point. The handbook says to “check 
and, if necessary, top up the oil level” of 
the gearbox and back axle every 6000 
miles. Fine, but as neither gearbox nor 
axle has a dipstick, the only way of finding 
out whether topups are necessary is to top 
up. The filler hole in each case being 
horizontal, moreover, you can’t make 
even these exploratory replenishments 
without using an oil gun. They don’t give 
away a gun with the car. 

The above isn’t so much a gripe about 
the car, which sets a unique standard for 
overall ease of maintenance, as of euphem- 
ism in the makers’ manual which is typical 
of such literature the world over. There 
are some misconceptions to correct, too, 
under the head of chassis lubrication, 
though these aren't Triumph’s fault. One 
leading British car magazine, for instance, 
said “greasing points have been eliminated 
from the chassis”, another asserted there 
were “no grease-gun nipples”. These 
statements were doubtlessly made in good 
faith but the first was untrue and the 
second was only true in the sense that 
Triumph doesn’t supply nipples; they're 
nevertheless indispensable, as the hand- 
book not only states but illustrates with 
photos. Every 6000 miles it’s necessary to 


(Continued on page 74) 
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p> In August, a new star appeared but no 
astronomers noticed. No wonder, for it 
appeared, not in the heavens, but at the 
end of Daimler-Benz’s Sindelfingen assem- 
bly line. Under it glistened the striking 
shape of the new Mercedes-Benz 220 
sedan. 

At first, only two per day edged their 
way into Sindelfingen’s sunshine, but as 
workers became used to the new cars, the 
rate gradually increased. The ever-alert 
quality-control inspectors were more than 
unusually careful, but before long the 
parking areas around the huge assembly 
buildings became crowded. When _ it 
seemed they could hold no more, that the 
hidden mass of still-secret cars would run 
over into the cobblestone streets, the 
valve was opened and trucks and trailers 
and trains came from all over Germany 
to carry the new model away, to be de- 
livered to dealers’ showrooms all over the 
world. 

This was the end of Chapter One in the 
story of the new 220. Public acceptance 
and economic prosperity will dictate the 
second in the months to come, but since 
model changes at Daimler-Benz are so in- 
frequent, the how and why of the 220 
change is worthy of our study. 
=| The story of the new 220 begins at the 
Hed desk of Professor Nallinger, Daimler- 
4 Benz’s chief engineer, in 1956—a year after 
the 220A had appeared. Though the 2205 
had just been introduced and its fuel in- 
jection sister the 220E was still two years 
in the offing, Prof. Nallinger wanted to 
discuss the “new 220”. Present were Wil- 
fert (styling) , Uhlenhaut (passenger cars) 
and Mueller (engines) . 

Nallinger had drawn up fixed require- 
ments only for certain interior dimensions, 
leaving everything else open for discussion 
except the target date (Autumn, 1959) 
and that it was to be a continuation of the 
220 series, whose three models shared the 
same basic engine, chassis and body-shell. 
(The least expensive 219 had a shorter 
Wheelbase and only one carburetor com- 
pared to the 220S’s two and the 220SE’s 
fuel injection system. Upholstery and 
trim were varied in keeping with the 
Performance.) 

The 220 series is probably the most pop- 
ular of all Mercedes sedans, combining 
performance and luxury in a compact 
Package the had no direct competition. 
When these four men got together and 
put their thinking caps on, they know they 
Were responsible for millions of Deutsch- 





marks and the well-being of both Daimler- 
Benz AG and its many employees. 

Wilfert certainly had the largest job, for 
nothing becomes obsolete as quickly as 
body design, not even when it is carefully 
planned to be “conservatively modern” 
from the outset. 

Changes on the surface meant changes 
underneath, so Uhlenhaut was also sure to 
be busy, especially since he had several 
ideas left over from his W196 Grand Prix 
and 300SLR sports car experience which 
were just waiting for a chance to be used 
on a passenger car. 

Mueller, with his engines, had a less 
immediate task before him. The 220 series’ 
engine was (and is) far from played out, 
so he was only called on to continue his 
program of development and improve- 
ment of the sturdy single overhead cam- 
shaft six. 

Wilfert’s Styling Department is small 
compared to an American factory's. Less 
than 50 men, including model-makers, 
draughtsmen, painters, carpenters and 
even a scientist, work under this greying, 
immaculate and suave Austrian who has 
been with Mercedes for over 25 years. 

Styling suggestions began under his 
direction with huge full-scale line draw- 
ings. Exterior contours were not rushed 
instantly to paper, however, for consider- 
able thought goes into the use of space. 
How long should the car be? How much 
wheelbase? How high? How heavy? All 
factors must be considered before decisions 
are made. 

Each suggestion stimulated discussion 
which in turn led to further suggestions. 
There were innumerable meetings be- 
tween the top four and amongst their 
staffs. By 1957, in cooperation with the 
other groups, Wilfert’s crew had worked 
up a styling solution that met with every- 
one’s approval, including Professor 
Nallinger’s. 

An abrupt critic might say merely that 
the classic 220 had been Americanized—it 
was now five inches longer, half as much 
wider and two inches lower. The differ- 
ence lies in that the “larger on the out- 
side” dimensions have been exploited to 
provide more room on the inside, 50%, 
more in the case of the trunk. 

In line, the new body is distinguished 
by the extensive use of glass. The curved 
panoramic windshield provides great visi- 
bility without the distortion inevitable 
with extreme wrap-around. 

At the very front, the modern version of 


the traditional 
grille (reminiscent of Italian treatment 


Mercedes-Benz radiator 
of this difficult problem) is set off by 
headlight-foglight-turn indicator units off 
the 300SL roadster. The latter lead into 
straight-through fenders which terminate 
in modest fins. The taillights are below 
and inboard, just below the trunk lid. 

Inside the new body-shell, many fea- 
tures of the older 220 series are continued; 
most noteworthy is that the combination 
of front suspension, engine and _trans- 
mission are attached to a sub-frame which 
is rubber-mounted to the unitized body- 
frame, keeping engine and road vibrations 
away from the passengers. Even so, there 
are changes. The front shock absorbers 
are moved closer to the wheels to increase 
their effectiveness and both the sub-frame 
and the side members of the floor-frame 
are strengthened to increase passenger 
safety. 

As before, there are three models in the 
220 series (the 220, the 220S and the 
220SE) which vary in power output (105 
@ 5000, 124 @ 5200 and 143 bhp @ 5000 
rpm) as well as in trim and upholstery 
(nice, nicer and nicest) . 

This time all three models are on a 108- 
inch wheelbase, the same as used before 
on the short 219. As well as simplifying 
production, this 2.7-inch decrease saves 
weight (to make up for the increased use 
of glass, which is heavier than the steel it 
replaces) and to increase torsional rigidity. 
While ride comfort is usually better with 
a longer distance between the wheels, it 
was decided that Rudolph Uhlenhaut 
would have to make up the difference in 
the suspension—without letting the 220’s 
highly regarded handling suffer. This, as 
we shall see, he more than managed. 

The transition from a “styling solution” 
on paper to one in three dimensions isn’t 
easy. It takes time and patience. First, a 
one-tenth scale model, then a full-size 
one are made in clay. Next a wooden buck 
is painstakingly put together and covered 
with plaster. Its body panels, doors and 
roof are dummies, but the bumpers, 
wheels, tires, seats and windows are real. 
Once painted, this full-scale mock-up can 
be subjected to the critical stare of the 
photographer’s lens. Photographs are 


taken from every angle and projected onto 
a screen for engineers and designers to 
scrutinize. If they aren't satisfied, work 
stops and changes are tried until they are. 
Then work rushes on, for a schedule has 
been laid down and it must be kept to. 


Julius Weitmann 


Photos: Jesse Alexander 


Special hydraulic seat was built to enable 
driver to stand 8 hour long stretches on 
rough-road section of M-B proving grounds. 





Left: This is the rough road test track 
used for extreme use testing of running 
gear and suspensions. Below: New 220 
rear suspension incorporates coil com. 
pensating spring borrowed from the 300 $), 


The interior of the car is explored as 
vigorously as the outside. A tremendous 
effort went into making these very fast 
cars safe for the passengers inside. Not 
just a superficial effort at splashing a bit 
of sponge rubber around, but a serious, 
thoughtful plan to make everything in 
sight (and out) as least harmful to the 
human form as feasible. 

A scientist in Wilfert’s section devoted 
his entire schedule to this program. 
Dummy heads was bashed against dash- 
board mock-ups to measure the forces. 
The windshield is designed to pop-out 
under a sudden blow. The _ rear-view 
mirror, an oft-forgotten hazard, is designed 
to come off its mounting rather than break 
up into dangerous fragments. After much 
study, the steering wheel is kept flat, but 
the horn button is surrounded by a large 
ring of padding This will give better pro- 
tection than the deep-dish American-style, 
he decides, because of the greater area for 
impact. 

To stop accidents before they get started, 
the speedometer is arranged vertically. 
German traffic experts are already applaud- 
ing this innovation for its phychological 
advantages. They feel it gives the uncon- 
scious a warning of danger as speed rises. 
(Tech. Ed note: We might criticize it from 
the simple point that round dials with 
indicators that rotate are easier to read 
than any device with purely linear 
motion.) 

For comfort, the heating and ventilating 
system is further explored. From the 
300SL coupes is taken the idea of ventila- 
tion slots. This time they are placed in 
the rear window-posts, enabling the fresh- 
air intake to function witheut opening 
any windows. 

Now that interior details as well have 
been finally set, the tool and die makers 
are called in. An “original model” is made 
of close-grained mahogany, from which 
are made dies for body pressings. 

Uhlenhaut has been working out his 
suspension, brake and steering ideas on 
older cars which he has modified in various 
ways. By this time, he is quite sure what 
he wants to do (and what the financial 
wizards will let him do) . Disc brakes have 
been tried and set aside, the front suspen- . 
sion is hardly changed, but the low-pivot Left: New lights are fitted to  full#é 


swing-axle rear end gets a big change plaster model. Above: Wood buck for P 
with the introduction of the 300SL road- ’ car is equipped with wheels, seats and 


Below: Basic chassis structure undergoes stress tests. Unit stands on steel-topped table 
supported by metal legs incorporating strain gauges. Weights on arms apply load. 
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Above: Plywood templates are used to get 
right contours in thick plaster covering. 


Below: Lights attached to body and wheels 
trace straight and wiggly lines on photo 
taken at night to test suspension’s ability 
to cushion body and passengers from jolts. 


Above: New 220SE fuel injection engine has straight induction 
pipes. It produces 143 hp. and has a much flatter torque curve. 


Above: Redesigned front suspension has the shock absorbers moved 
outward nearer the wheels. Mounting of the complete front end to 
a rubber cushioned sub frame further reduces the possibility of 
road shocks being transmitted to the interior of the new 220. 


Photos: Jesse Alexander Julius Weitmann 
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Above: Skull-like plastic ball 
is battered against dash board 
to test safety padding. Left: 
Helmeted test drivers try to 
break up the new car on one 
of the many torture stretches. 





























ster’s third rear coil spring, the so-called 
“transverse compensating spring’. With 
this device, a given spring rate (alias 
“riding comfort”) can be achieved with a 
much reduced roll stiffness (to eliminate 
“oversteer”’) . Thoughts turned at this time 
to the actual assembly line problems with 
the new car and a special model of fiber- 
glass panels is constructed in one-fifth 
scale. Individual pressings are painted 
different colors and it is all studied by 
time and motion experts. 

Very soon the actual prototype is under 
construction at Sindelfingen. The chassis 
cum body is given structural tests. As cars 
become available, Uhlenhaut goes to work 
on the Mercedes test track, seeking out 
the weak spots. Then, disguised prototypes 
are dispatched on increasingly longer 
trips away from the factory, and as the 
deadline approaches, the engineers’ over- 
time skyrockets; more and more cigarettes 
are smoked and the black German coffee 
gets blacker. 


Noise tests are made. A car is put into 
the deep freeze room. Final suspension 
modifications are made as a result of the 
preliminary road tests. Already, rumors 
are flying around Stuttgart, for it’s not 
easy to keep a secret. Even a photo or two 
appears in the press as prototypes are 
occasionally discovered parked in remote 
areas. They are painted an olive drab and 
have fake emblems on their noses, but the 
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Above left: Test car with false grille is rolled from the deep freeze test chamber. 
Boots and helmets are no joke — the temperature in the test room can be taken down 


as low as minus four degrees. Mercedes-Benz top brass take a group of prototype 


cars on a_ Stuttgart-Naples-Stuttgart 


circuit 


just prior to series construction 


of the new model. This is one reason for the greatness inherent tm all Mercedes- 


Benz automobiles — the men who build them 


like to drive. Above: A breakdown 


during the run has everybody out and under the disabled car hunting for the trouble. 





eager press is not easily led astray. 

Early in 1959, the final road test is 
made. A group of four prototypes, accom- 
panied by a squad from Uhlenhaut’s de- 
partment, are dispatched from Stuttgart. 
Aim: reach Naples and return as quickly 
as possible. Driving are Uhlenhaut, Muel- 
ler, Wilfert, and even Professor Nallinger. 
The route includes part of the Mille 
Miglia course and Uhlenhaut leads the 
charging group flat out across the rough, 
twisty Futa and Raticosa passes. 

This is the last chance for weak points 
to show themselves for the preliminary 
two-a-day production will shortly begin. 
These guinea pigs will not be sold; rather 
they will find their way into the factory 
motor pool—some going back to Uhlen- 
haut for even further thrashing. But 
finally, the cars actually get into produc- 
tion. Then it’s time for the Press to be 
invited in. 

We journeyed down to Besancon in the 
French Jura, as the guest of Artur Keser, 
Daimler-Benz press chief. Seven cars were 
at our disposal; the normal 220, the 220S 
and the fuel-injected 220SE, some with 
Hydrak automatic clutch, others without. 
One car, a black 220S, was fitted with the 
alternative hard springs, and it was our 
favorite for it could be driven hard and 
fast. 

But we're jumping ahead—first a run 
down on the new car. The 220 is now 
what the 219 used to be and a very fine 


car it is. The 220S has slightly more steam 
while the luxurious 220SE really is a per- 
former. Its fuel injection system has been 
reworked with straight ram pipes fitted on 
the intake manifold and the car has a 
degree of flexibility and performance 
coming from a 2.2 liter engine that is un- 
believable. It is rated at 143 hp at 5000 
rpm, and will rev willingly and without 
harm up to 6400 rpm. 

Uhlenhaut was there and he told us, 
“You can drive this car faster in the 
corners than the 190SL.” We didn’t believe 


_him but the proof was in the riding. We 


say right here and now that Mercedes have 
designed a four-door sedan that will cornet — 
faster and safer than most low-to medium: ~ 
priced sports cars. Handling has been al- 
tered to suit the average driver, by elimi- 
nating all traces of final oversteer. The cat 
is now as neutral as one could want and 
can be driven hard all day long with ease 
and in amazing comfort. The seating posi- 
tion is absolutely superb, at least for this 
reporter. The servo-assisted brakes on the 
S and the SE seem fully up to the job. 
These are our initial driving impressions 
of the new 220. It is a car that sets an 
entirely new standard in passenger Caf 
design and most manufacturers will find 
themselves hard put to keep up, let alone 
exceed. SCI hopes to publish a full road 
test soon. Until then, take a long, hard 
look at this new car, for it is a master 
piece. jla 





tort of the British Grand Prix. Brabham in #12 is already ahead of Salvadori’s Aston on his 
ight. Harry Schell in the BRM is at extreme left of picture, a Cooper moving up on his left. 


ane 
ling Moss drove the BRM 





y Brooks in the new Vanwall. Relocation of the tanks resulted in a narrower smoother car. 
ss repassed McLaren after second pit stop but couldn’t shake him. Here they. start their 
t lap in which both of them broke the now-pulverized lap record with a time of 1:57.0! 


Vy Jesse Alexander 








> The site of the British Grand Prix alternates annually 
between Silverstone to the South, and Aintree in the North 
of England near Liverpool. Aintree is best known of course 
for the famous “Grand National” steeplechase that is held 
there every year. Directly adjacent to the horse track is a 
3-mile road-racing circuit, a typically English circuit in that 
it is flat, well-paved, uninteresting and unchallenging to the 
driver. Once every other year the B.A.R.C. (British Auto- 
mobile Racing Club) gets the job of organizing the British 
GP at Aintree and it is undoubtedly the least inviting fixture 
on the calendar. Nevertheless, SCI decided to attend, for 
the first time. 

* This year’s Grand Prix attracted the usual Formula I and 
Formula II lineup, with the outstanding exception of Fer- 


Jesse Alexander 


Photos: 


BRITISH 
GRAND 


PRIX 











rari, who were apparently in the throes of a labor dispute 
when it came time to prepare the cars for Aintree. (Ed. 


Note: Whether it was the metal-worker’s strike, Mrs. 
Topham’s tight purse strings or just Enzo’s realization that, 
of all places he couldn’t beat the Coopers, etc., Aintree was 
the worst.) As a result of the Ferrari no-show, Tony Brooks 
was, released from his contract and allowed to drive a Van- 
wall at Aintree. This much rumored and discussed ‘“‘new 
Vanwall” had been tested by Stirling Moss several months 
before and he had rejected it for a BRM which he drove at 
Reims and at Aintree. We were all eager to see the new car 
and it was surrounded by curious racing types when we 
arrived in the pits. Outwardly the car looks very much like 
last year’s, but if one looks closely there are certain altera- 
tions to be discerned that have given the car a lower and 
longer line. 

The side fuel tanks have been removed and put at the 
rear of the new Vanwall and the chassis has undergone a 
weight-paring session during the winter months. A siege of 
brake trouble throughout the entire meeting suggested 
further that they had been experimenting with new ma- 
terials. Under the hood the car again looks very similar to 
last year’s cars and the engine is reportedly putting out close 
to 275 horses. However, the car’s performance was disappoint- 
ing; Brooks was only able to cut a 2:04 practice lap, 
six seconds slower than the cars on the front row of 
the grid, and during the early part of the race Brooks was 
plagued with a recurring misfire which eventually caused 
his retirement. Even Bristow’s 1.5 liter Cooper-Borgward 
was going faster in training than the Vanwall! It was obvious 
that the only reason the Vanwall came to Aintree was be- 
cause Brooks happened to be out of work that particular 
weekend. We doubt very much if we will see the car again 
this year simply because there’s no one readily available to 
drive it. 

The Cooper-Climaxes seem to go faster with each race, 
and Jack Brabham is now well on the way to becoming 1959 
World Champion. Stirling Moss has finally made up his 
mind and will only be seen in Coopers the rest of the 
season. With a new cylinder head that was fitted to Brab- 
ham’s engine for the Aintree race, there has been a notice- 
able increase in performance. An honest 250 horses are now 
being realized from the twin-cam Climax engine. Bruce 


McLaren was the sensation of the Aintree meeting, how- 
ever, as he tucked in behind Moss towards the end of the 
race, dogging him like a small, but determined puppy. At 
the finish line he was only 2 tenths of a second behind 
Stirling! On the final lap he managed to equal Moss’s 
1:57 lap record. But Brabham had the race in his pocket 
right from the very beginning, leading all the way, just as 






Brabham’s technique on tight turns with his nimble Cooper amazes and delights Europeans. Stemming from his dirt track experience “down 





Tony Brooks had led the parade at Reims two weeks before. 
Harry Schell’s 1:59 practice lap, which put him in the 
front row of the grid, was most amazing for old Harry and 
he sort of put Jo Bonnier to shame following the latter's 
Zandvoort win. Moss was again in the BRP BRM, painted 
a light green, and he did his utmost to carve away at 
Brabham’s lead in the early laps and managed to get the 
gap down to slightly more than 8 seconds when he called at 
the pits for a tire change at 50 laps. Then 16 laps later 
he was again in the pits for more fuel, both these moves 
costing him the possibility of winning the race for he had 
(Continued on page 86) 


STARTING GRID POSITIONS 


12 (Im. 58.0s.) 
J. Brabham 
(Cooper Climax) 


2 (Im. 58.0s.) 
R. Salvadori 
(Aston Martin) 


8 (Im. 59.2s.) 
H. Schell 
(B. R. M.) 


18 (Im. 59.2s.) 
M. Trintignant 


14 (Im. 59.4s.) 
M. Gregory 


(Cooper Climax) (Cooper Climax) 
4 (1m. 59.6s.) 6 (Im. 59.6.) 16 (Im. 59.6s.) 
C. Shelby S. Moss B. McLaren 


(Aston Martin) (B. R. M.) 
28 (2m. 00.0s.) 


(Cooper Climax) 


10 (2m. 00.0s.) 


G. Hill J. Bonnier 

(Lotus Climax) (B. R. M.) 
42 (2m. 00.2s.) 30 (2m. 02.8s.) 22 (2m. 03.0s.) 
R. Flockhart I. Ireland I. Burgess 


(B. R. M.) (Lotus Climax) (Cooper Maserati) 


36 (2m. 03.0s.) 
B. Naylor 
(J.B.W. Maserati) 


38 (m. 04.2s.) 

J.E.G, Fairman 

(Cooper Climax) 

46 (2m, 04.8s.) 

I. Bueb 

(Cooper Borgward) 


48 (2m. 04.4s.) 20 (2m. 04.6s.) 
C. Bristow C.A.S. Brooks 
(Cooper Borgward) (Vanwall) 


54 (2n. 05.6s.) 
H. Hermann 
(Cooper Maserati) 


40 (2m. 05.6s.) 
F. d’Orey 
(Maserati) 

58 (2m. 05.6s.) 
H. C. Taylor 
(Cooper Climax) 


64 (2m. 06.0s.) 
D. R. Piper 
(Lotus Climax) 


50 (2m. 07.0s.) 
M.J.C. Taylor 
(Cooper Climax) 


52 (2m. 06.2s.) 
P. Ashdown 
(Cooper Climax) 


under,” it involves “tossing” the basically understeering Cooper (left) into what happens to be a very stable, controllable oversteer posture 
(right). This involves steering into turn abruptly, then paying off rapidly as the tail comes out, so much so that he’s finally steering well out of 


the turn. 
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p Annually the AVD (Automobile Club 
yon Deutschland) have the task of putting 
on the German Grand Prix, usually held 
on the Niirburgring, but since the club 
hal a poor gate last year they began to 
look about for an alternative location in 
1959. Lheir choice fell on the 5-mile 
serlin-Avus circuit, mostly due to the su- 
perior financial guarantees from the Berlin 
City Council, higher than could have 
wer been extracted from the Rheinland- 
Pfalz state government where the Niir- 
burgring is located. As soon as the AVD’s 
decision was made public, protests from 
every one connected with the sport came 
thick and fast. 
“The Avus is a stupid circuit.” 





“It should have no bearing on the For- 
mula-L Driver's Chanfpionship.” 

“Who wants to go to Berlin anyway?” 
“Avus is Germany's worst race course.” 


the comments 
theard months before it came time to think 
Jabout travelling to Berlin, and all the talk 
in the world couldn’t dissuade the AVD 
from revoking their But con- 
sidering the above statements, we had per- 
sonally been looking foi 
visit Berlin for 


[hese were some. of 


decision. 


an excuse 
and 


to 
some time so were 
actually pleased at the prospect of being 
able to see the former German capitol, a 
city we had been reading about constantly 
lately. Pan American flies 54 daily flights 
in and out of Berlin to various cities of 


Western Germany and from Stuttgart the 





















rip takes just 2 hours. Suddenly yeu 
plane seems to land deep in the city for 
lemplehof airfield is undoubtedly unique 
n the world, being built extremely close 
0 the center of the city. Berlin itself, that 
8, West Berlin, is a throbbing, exciting 
nternational city of light and sound, a 
inpoint of capitalistic light in Russian- 
ominated East Germany. It is obvious, 
nce one has been there, that the city will 
ontinue to be an international bone of 
ontention for some time. 

Avus is not a “stupid” circuit. It is, on 
he contrary, a unique high-speed track 
belonging in the same category as Indian- 
polis or Monza, though it is inferior to 
both. To our way of thinking, it is a mis- 
ake to include such high-speed tracks on 
he Formula-1 calendar. If it were to be 
sed once a year or every other year as 


7, 


ae | 
E. Soa 


GERMAN GRAND PRIX 


an orgy of sheer speed for Indy-type cars, 
this could become a significant event. Pro- 
viding, however, that the owners of the 
track were willing to sink more money into 
it to make it smoother and safer. ‘The lay- 
out consists of four miles of German Auto- 
bahn, joined at both ends by corners, the 
north curve being a very impressive brick- 
paved banking, a changing radius, the 
lip of which is near-vertical and lacking 
any kind of barrier at the top. The bank- 
ing cannot be taken flat out, even when 
dry, and when wet the brick surface has 
about as much grip as the bathroom floor 
on Saturday night. The spectacle of cars 
sailing around at 126 mph flat against the 
wall is a thrilling one for the spectators 
but not a comfortable one for the drivers, 
due to the “G” forces encountered and the 
bumpy surface. Entering the banking at 
about 125 mph, the Formula | cars came 
off at about 135; they then shoot across 
the center of the Autobahn and down the 
right-hand side flat out for 4 miles to the 
other end where a “slow” 50 mile an hour 
“hairpin” is situated. They then charge 
off in the opposite direction flat-out ‘till 
the final approach to the banking. The 
autobahn is not dead straight as most 
people suppose, for on the contrary, about 
500 meters from the “hairpin” a definite 
kink presents itself demanding that the 
cars be positioned properly in their ap- 
proach. Likewise, on the return straight, 
before one arrives at the banking, the 
road turns right in a flat-out bend while 
at the same time the road surface changes 
to the brick construction of the banking. 

Except for a few people who attempted 
to enter on the wrong road or who didn’t 
have enough room in their passports for 
the East German transit visa, there were 
no border incidents or hold-ups. Ferrari 
and Coopers brought their cars in by 
road while BRM chartered a DC-6. With 
the foregoing comments we hope to have 
put the Avus race in a more objective 
light as the race itself was far from dull, 
providing quite a spectacle for the 100,000 
Berliners from both East and West who 
had come to see the races. 

Right from the first practice session, it 
was obvious that if their engines held to- 
gether, the Ferraris would emerge as win- 
ners; for to stay with the Italian cars, the 

(Continued on page 95) 


Phote: Julius Weitmann 


A view across the infield to the approach to the banking 
in the early laps of the first heat. Ferrari, three Coppers. 


Hans Hermann comes out of his BRM all right, 
an argument against seat belts, perhaps. 


Above: Dan Gurney at the approach to the south hairpin. 
Below: Start of the second heat; only a few cars left. 
The three Ferraris in the front row, Mclaren +2 on right. 


Jesse Aiexander 
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PERCENT OF MAXIMUM H#.P. 








em The cheapest, simplest and safest way 
to hop up a production car is to get the 
right gear ratios in it. When a car comes 
from the factory its gear ratios are a 
compromise for maximum overall per- 
formance and convenience under normal 
driving conditions. By juggling those com- 
promises — taking a little here and giving 
a little there — you can definitely improve 
its acceleration from a standing start, its 
top speed, or, and this is the clincher, its 
average speed around any given road rac- 
ing circuit. If you’re lucky, you may get a 
combination of these, or even all three. 
The right gear ratio combination, prop- 
erly used, is worth a 20% horsepower 
boost on any car. Why spend money for 
hot cams and big carburetors until you 
give your engine a little elbow room with 
gears?? 
Here are some ideas... 


FIRST THINGS FIRST 
The basic purpose of gears in a car is 
to put the engine horsepower curve in 
some pre-determined position relative to 
road speed — in other words, get maxi- 
mum HP at some desired road speed. If 
your engine peaks at, say, 5500 rpm, by 
proper selection of gear ratio and tire size 
you can bring in that maximum punch 
at a road speed of 100 mph, or 50 mph, 
or 150 mph, or any other speeds . . . any- 
where you want it (including, oddly 
enough, speeds which the car cannot at- 
tain). Here’s a simple formula for de- 

termining the needed gear ratio: 

RPM x R 
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168 x MPH 
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where G is the gear ratio and R is the 
rear tire’s rolling radius in inches. For 
example, if we want 5500 rpm at a road 
speed of 85 mph, and the tie’s radius is 
1314 inches, the needed gear ratio is; 
(5500 x 134%) + (168 x 85) = 5.10. Noth- 
ing to it. 

Rolling radius can be reasonably ap- 
proximated for these purposes by merely 
measuring from the center of the wheel to 
the ground while the car is at rest. (Not 
good enough, though, for rallying pre- 
cision.) 

If you should be so fortunate as to have 
factory data, you may find the rolling 
radius expressed in terms of wheel revs 
per mile. In this case the formula becomes: 

G (60 x RPM) 
* “(MPH x Revs/mile) 

In the same example as before, the 6.70 
x 15 racing tire (Firestone SS-170) has a 
revs/mile figure of 759, so (60 x 5500) + 
(85 x 759) still equals 5.10. 

Remember that G, the gear ratio is 
actually the product of the rear axle ratio 
(sometimes called the final drive ratio, 
especially on front-wheel-drive cars) and 
the particular transmission ratio being 
used. The latter is usually 1.0 for top gear, 
but not always. In SCI road tests, G is 
listed under the heading of overall ratio. 


DON’T TALK TORQUE, TALK POWER 

When studying gear ratio problems, for- 
get about torque. Sure, the gears multiply 
torque, but if you work and_ think in 
terms of horsepower, you'll be better off. 
Look at it this way. Horsepower is indeed 
proportional to Torque times RPM, but it 
is also proportional to Speed times Force. 
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Figures 1 and 2-show how highly tuned 
sports and racing engines require closer 
ratio gearboxes than touring 

engines from Detroit. The sharper the power 
peak, the closer must be the ratios. 

Figure 3 indicates how small increase in 
final drive ratio gives only slightly 

lower top speed (hence term “lower gear’) 
but sharply improved acceleration. 


In our case, the force is tire Thrust for 
horsepower available, and Drag for HP 
vequired. Torque is a force acting at a 
distance, in other words, the twisting force 
on the crankshaft. An engine develops its 
maximum torque at some medium RPM 
where breathing is good and friction 
losses low. On the other hand, horsepower 
means the ability to perform a certain 
number of foot-pounds of work in a unit 
of time (1 hp equals 550 ft-lbs of work 
per second, i.e., lifting 550 Ibs one foot 
every second. This is what it takes to get 
a car down the road in a hurry, or up 
a hill in a hurry, or from zero to 100 mph 
in a hurry — or around Elkhart Lake in 
less than three minutes. You want to do 
maximum work in minimum time. 

* Get this: On different engines, there is 
no inherent relationship between HP and 
torque. A small-inch engine running at 
6000 rpm might put out as much horse- 
power as a big mill at 4000. The big-inch 
job would be kicking out a lot more 
torque, but as long as both engines are 
kept winding up around the peak of the 
power curve, the car performance will be 
the same (assuming equal power to weight 
ratios for both cars). Torque is for guys 
who don’t like to shift gears. We don't 
need to worry about it here. 

There is a popular misconception that 
the ideal set of gear ratios in a gearbox 1s 
such that you should shift from peak 
power in the lower gear to peak torque 
in the next and that this is the proper way 
to make your shifts. This isn’t so. Even 
in very highly tuned racing engines, fol- 
lowing this line of thought would cause 


you to shift consistently too early. In tour — 
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ing engines, it’s even more misguided. For- 





the peak of the power curve. Take that 


{ 

i 

1 

i] 

(2) ; 

ws Figure 4 shows how winding beyond the speed of peak power 
o wilt improve acceleration despite drop-off in power. It’s less 
o han the drop when you shift to the next higher gear. Flywheel 
a inertia puts optimum shift point below theoretical one. Red- 
= line limits ore not shown here, but should never be exceeded. 
1 ure 5 indicates performance obtainable with “ideal”, infinite — 
transmission. Shown too is relation of thrust to HP. 


eo 


on a straightaway let the engine wind a 


: get about torque as such and think only engine we mentioned earlier that de- little over the peak and see how much 
| in terms of the HP curve. velops a peak of 150 hp at 5500 rpm. better results you get. 
é Let’s say the curve of required HP to For quarter-mile dragging, estimate 
. WHY TO OVER-REV drive this particular car reaches 150 hp at your speed at the end of the course from 
: Let’s look at it this way. A normal en- 115 mph. We would get ultimate top performance of similar cars, and then gear 

gine’s power curve has quite a smooth, speed with a gear that would let the en- to hit 5 or 10% beyond the peak at this 
n rounded peak; it’s not usually a sharp gine wind 5500 rpm at a road speed of speed. (Don’t be too pessimistic here or 
r peak — and the drop-off in HP on both just 115 mph. But let’s select a little lower you'll overwind; better to test your car 
a sides of the peak point is quite gradual. gear (numerically higher) that will let us with conventional gearing first, and then 
t For instance, if an engine peaked, say, wind around 6000 in this range. Now we assume it will go 2 or 3 mph faster with 
k 150 hp at 5500 rpm, the output at 5000 have only 144 hp available. But the Power- optimum gearing.) Overwinding is es- 
t would be about 146 hp — and at 6000, required curve is rising very rapidly here pecially beneficial with big Detroit en- 
t about 144. In other words, on most en- — and the 144 hp is sufficient to drive the gines, where inferior breathing generally 
p gines the power output doesn’t drop 5% car at 11344 mph. In return for this loss puts the power peak below 5000 rpm. Run- 
h when running 500-600 rpm above or be- of 1144 mph in top speed we get much im- ning up to 5500 or so — or up to the valve 
n low the peak. This gives you a broad ef- proved acceleration at speeds below the float to tappet pump-up point — will make 
0 fective rev range to play with. It means peak. The HP available for acceleration a new car out of these babies. Keep it in 
: you can wind well beyond the peak of the actually increases as speed falls back. With mind. 
S power curve to get a wider rev range in the low gearing we get 150 hp at 105 mph BEWARE THE RED LINE! 
d any one gear. We'll see how we can use and 146 hp at 96 mph. With “optimum” All the above is aimed at the under- 
t this principle later. top speed gearing the power has dropped stressed- American-style engine. Highly 
i If you’re gearing your car primarily for back to 146 at 105 mph — and keeps on tuned engines, no matter where they are 
h performance (as opposed to gearing for dropping from there. With the low gear- made, breathe well enough so they can be 
4 fuel economy or smooth cruising) , the axle ing the car can get up to top speed a lot revved up to self-destructive speeds. To 
€ gear ratio will be selected on a basis of quicker, can hold that speed against head- prevent this sort of expensive disaster, 
e “terminal” speed — that is, the highest winds, gusts, small grades in the course, tachometers carry a red-line, an indica- 
e road speed reached under the performance all this for a sacrifice of aad 14% mph tion of how far you can go and get away 
t conditions you're gearing for. If you're in top speed. with it. Often the limit is so close to the 
iS gearing for a slow road course, where car Overall performance in almost all kinds peaking speed that you can’t run even 
t speed never gets above 80 mph, select an of competition is improved if we gear to 5% over without exceeding it. 

axle ratio that will bring you peak horse- wind roughly 10% beyond the peak of the Balancing the innards as described in 
it power at 80 mph in top gear. If gearing power curve at the terminal speed. With SCI’s Preparation for Competition articles 
is for top speed on a long straightaway, use our peak at 5500 rpm we’d want to hit (not the surface-type balance job which 
k a ratio that will match HP-available with 5800-6000 at terminal speed. If that speed makes up on the water pump pulley and 
e HP-required. is only 70 or 80 mph on a very slow road flywheel for the mismatching of pistons 
y On the other hand, a ratio for quarter- circuit, this means either a very low axle or con rods for external smoothness—and 
n mile dragging should let the engine peak ratio or using next-to-top gear in the internal confusion) will enable you to use 
|. noticeably before the finish line. Here we transmission for terminal speed — antil higher revs than the factory would dare 
e come to this business of winding beyond sacrificing one gear. For ultimate top speed think of in a run-of-production engine. 
r- 
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Porsche factory offers (on special order) a truly wide choice of 
transmission ratios. Serious racers have them all, rebuild gearbox 
before each race to suit the course’s particular requirements. 


Different factories have different ideas 
about how conservative they should be on 
this score; the best thing to do is talk to 
other competitors who drive your brand 
of car and find out what they’ve been 
getting away with. 

But if your engine has never been torn 
down for a precision balance job, you 
ignore that red-line at your own risk! 


TRANSMISSION RATIOS 

The ideal racing transmission would 
have an infinite number of speed ratios, 
automatically controlled to hold the en- 
gine RPM right at the peak of the power 
curve over a road speed range from per- 
haps 25 mph (or tire spin point with full 
HP) up to the top speed of the car—and 
with a mechanical efficiency of 95% or 
more on all ratios. No such transmission 
has ever been built (this statement will 
surely bring a flood of letters from in- 
ventors!) — nor is it likely that anything 
approching this ideal performance will be 
available in the next decade. So we must 
compromise. We settle for several fixed 
speed ratios in a compact gearbox in the 
drive line, with gears shifted by hand at 
the discretion of the driver. 

The next question is: How many fixed 
gear ratios should we have, and what 
should be the spread between them? This 
is a complex question, and there’s no hard 
and fast answer in any case. Every gearing 


basic factors: (1) Time lost in shifting; 
(2) the shape of the power curve in its 
usable range around the peak; and (3) the 
speed range of the race course we’re gear- 
ing for. 

The reasons behind these factors are 
simple. Obviously if very much time is 
spent shifting gears, you will lose all the 
time gained by keeping the engine closer 
to the power peak. Most racing drivers 
like to be able to do most of their driving 
in two gears — to prevent excessive time 
loss in shifting, to control fatigue on long 
races, to let them concentrate more on 
steering and throttle control, and to give 
just that much less chance of missing 
a hard shift and maybe wrecking a gear- 
box. To the racing driver, the fewer gears 
he can get along with the better. As one 
old-timer put it, “You don’t win races 
shifting gears.” 


The general shape of the engine power 
curve in its usable range is a vital factor 
in ratio selection. First, consider the case 
where you can wind well above the power 
curve peak with safety (as on most Amer- 
ican engines) : Here you can use relatively 
wide ratio spreads, especially if the power 
curve has a big, broad peak. On some 
big-inch engines the HP output around 
the peak doesn’t vary more than 2% over 
a range of 1000 rpm; these engines can 
profitably use ratio spreads of 1.6/1 or 


140 150 


ratio spreads have got to be even closer 
— because HP output is dropping sharply 
with RPM. Some of these cars will feel 
sluggish with gear ratio spreads wider than 
about 1.2/1. Probably the most notable 
example of this was the centrifugally- 
supercharged B.R.M. Grand Prix car, 
which had a_ power curve still rising 
steeply at 12,000 rpm! You had to shift 
gears continually with it, and still couldn't 
do anything. 

Then there’s the factor of car speed 
range and its effect on gear selection. ‘This 
is mostly a problem with all-out racing 
cars (both sports and G.P.) on very fast 
courses like Le Mans, where you can get 
up to 180 mph on the straights and have 
to pull out of some slow corners at 35 or 


_so. Here you can use five, or even Six, 


speeds to adequately cover the 145-mph 
speed range in between. In most amateu! 
U.S. road racing with production and semi 
production sports cars the speed range 
would more likely vary from 30 mph or so 
up to maybe a top of 120. In this case a 
four-speed box with average ratio spreads 
around 1.35:1 is fine. 

Fortunately this gear pattern is also 
pretty good for the road. Road gearing 
is a little different problem than race geal 
ing. A road car has got to have enough 
ratio in first to give good dig off the 
line and to give super traction for emer 
gencies. In racing the start is of great im- 


problem is a compromise — and, like axle more. Sharper peaks — characteristic of portance, so much so that occasionally a 
gearing, transmission ratios selected for small, high-speed engines (especially those special “starting” gear is provided on rac- 
competition are entirely different from with “tuned” intake and exhaust) — call ing cars. Small-inch European engines get 


those for road use. For the racing man the 
choice of number of gears and_ ratio 
spreads should depend primarily on three 


for closer ratios. In cases where the engine 
is red-lined at the peak (or even below on 
some ultra-high-speed racing engines) 
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erally require a Ist gear box ratio above 
3.0/1 to accelerate briskly from a standing 
start — and, of course, this means that 


(Continued on page 76) 
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Fiat ‘1100’, above, $1743, = 
suggested price P.0.E., New York 
Prices slightly higher on West Coast 


INA 


FACTS ABOUT FIAT 


e Up to 53 miles/gallon 

e15 different models 
eEuropean attention to detail 
e Rugged, sure-footed safety 


PRICED FROM +1098 P.O.E., N.Y. 
DISTRIBUTED BY #0 FFMAN.. MOTOR CAR CO., INC. 


Distributor for Northeast States, California, Arizona, and Nevada 


SEE YOUR FLAT @EALER 


Big people—have a seat! 
There’s lots of room in any 
Fiat. In fact, every part of 
the car—from robust engine to 
illuminated mirror—has been 
space-engineered. You'll like 
the precision coachwork, the 
solid craftsmanship of all parts 
(moving and unmoving). 

Come see the Fiat and don’t 
come alone. Fiat fits the family! 
It’s the greatest little 
family car in the world. 





55 





















What the experts are saying about the 





Peugeot 4.03 “. . . the best dollar-for-dollar buy in 


imported four-door sedans’ —Motor Trend. “Here is a car 
that delivers a degree of maneuverability, driving ease. 
and roadability too seldom seen on American roads’’— 
Car Life. ““Peugeot’s sports-car-like handling and fantastic 
economy should win it a host of appreciative owners’ — 


Foreign Cars Illustrated. “... the Peugeot is one of the 





° ~ . Bf 
quietest, smoothest ohv fours we have ever driven —Sports 


Cars Illustrated. “At $2250 (P.O.E.), Peugeot’s 403 sedan 








is a really competitive package. There’s a lot of value inf 










. ° 73 . desis 
this car’,—Automotive News. One of the 7 best-made cars } ™ 


in the world’’—Road and Track. 


STANDARD EQUIPMENT: sliding sun-roof, whitewall or Michelin X tires, heater-defroster, padded dashboard, cloth or leatherette upholstery, reclin- 
ing seats, electric clock, windshield washers, trip mileage counter, wheel trim rings, and outside rearview mirror. SPECIFICATIONS: Wheelbase: 
105 inches + Overall Length: 14 ft. 6 in. « Engine: 1,468 cc » Bore and Stroke: 3% in. x 2% in. » Compression Ratio: 7.5:1 +» Transmission: 
4-speed synchromesh + Cylinder: removable wet liner (inline) » Cylinder Head: hemispherical combustion chamber (aluminum) « Valve arrange. 
ment: overhead « Brake Horse Power: 65 at 4750 rpm « Battery: 12 volt. SALES AND SERVICE: There are over 500 Peugeot dealers throughout the s 
United States, Canada, and Mexico. For illustrated brochure, write: Peugeot, Inc., Room 3109, 750 Third Avenue, New York 17, New York. Hie 
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Lime Rock 








Above: An eye opener for the sports car buff 
was Rodger Ward in this Offy midget. He won 
—without having to. shift, up or down. Below: 
The dice of the day was between Rodriguez in 
this seemingly giant 3-liter Maserati and Lance 
Reventiow in his Formula 11 Cooper-Climax 
Middie:tarly inghe second heat, Ward is about 
tobe displaced, temporarily, in first place 
by. George ‘Constantine in the Aston-Martin. 


FORMULA LIBRE 


Story and Photos by Irv Dolin 


Ihe USAC Formula Libre race at Lime 
Rock July 25th was unique in several 
respects. Depending on one’s sentiments 
about motor racing, it might also be de- 
scribed, among other things, as inconclu- 
sive, tragic, encouraging, unsettling, pro- 
phetic or stimulating. That’s a jong list 
of adjectives but they all fit. One thing 
is certain—it was one of the most exciting 
contests, before one of the largest crowds, 
ever to be run at the Connecticut circuit. 

Some of the above terms need explain- 
ing. ‘he race was sponsored and exten- 
sively publicized in advance by the New 
York Mirror, one of the country’s largest- 
selling tabloid newspapers. (Unique in the 
East.) ‘he Mirror’s previous concern with 
any form of auto racing had usually been 
confined to printing pictures of accidents 
of the more lurid variety, but largely 
through the efforts of John R. Hearst, Jr., 
an enthusiast and active driver in eastern 
SCCA events, the interest and support of 
the paper was secured. 

The appearance of four track midgets, 
a Formula I car and two Formula II cars 
in addition to a good sports car turnout 
put real meaning into the term “Formula 
Libre.” Such names as Lance Reventlow, 
Chuck Daigh, Pedro Rodriguez, Rodger 
Ward, Duane Carter and Tony Betten- 
hausen on the drivers list indicated that 
this form of racing is attracting more and 
more of the top drivers and cars from 
different sections of the sport. (Encourag- 
ing, stimulating.) 

Most significant of all, the race was 
won by Rodger Ward driving a car theo- 
retically unsuited for the course—or any 
road coarse for that matter—a 1.7 liter 
Offy-midget, 11 years old; with almost 1000 
races behind it—using slick tires and a 
one-speed “gearbox.” Almost incidentally 
he set a new lap record during his: qual- 
ifying period before the race, clipping 
1/10th of a second off the time recorded 
by George Constantine in the Aston Mar- 
tin DBR-2 in a race earlier in the season. 
(Tragic—for the True Believers. Unset- 
tling. Unique. Exciting.) 

The race proved—what? That Ward is a 
versatile and polished driver? Certainly. 
That midgets can win road races? Yes 
and no. On a circuit like Lime Rock, yes. 
On circuits like Riverside, Bridgehamp- 
ton or Watkins Glen with their long 
straights and tight turns, probably not. 
Other observers noted: What if the race 











had gone 100 uninterrupted laps (150 
miles) instead of being divided into three 
heats of 20, 20 and 60? Suppose Ward had 
had time enough to install the four-speed 
gearbox he’d planned on? What if Con- 
stantine hadn’t been forced out in the last 
heat? (Inconclusive.) The spectators, large- 
ly untroubled by such questions, had them- 
selves a ball and USAC would be wise to 
organize more meetings of this kind. (Pro- 
phetic.) Of course, the assistance of a large 
newspaper helps. 


Notes And Comments 


All the midgets were basically the same 
—Offenhauser engines, slick tires and yes- 
no gearboxes. Ward’s car used 16” wheels 
and after losing the first heat to Constan- 
tine he had the rear axle ratio raised 
to give him better performance on the 
straight—the inside front wheel had been 
lifting when he accelerated out of corners. 
Naturally, the suspensions on the midgets 
had been adjusted so that the cars would 
handle on the right turns as well as the 
left. People used to seeing midgets per- 
forming on oval tracks sort of expected 
that a good deal of broadsliding would go 
on in the corners but this was not the case. 
In many instances they were smoother than 
the sports cars. 

There are so many Corvette-engined 
Ferraris, Maseratis, D Jaguars, etc. racing 
now that it was amusing to hear Loyal 
Katskee’s car referred to as a Ferrari-Fer- 
rari. 

Bob Said, often a victim of fate, was left 
with his helmet in his hand—again. One 
ride-to-be blew up; the other was a no- 
show. 


Following open-wheeled cars has its haz- 
ards, Denise McCluggage discovered. Tail- 
ing Chuck Daigh in the long downhill 
turn into the straight, she was smacked 
in the goggles by a stone thrown up by 


one of those fat Maserati rear wheels. 
Fortunately, the right lens, although badly 
cracked, didn’t shatter and she was able 
to press on to the finish with somewhat 
reduced depth perception. 

The Bocar-X made a brief appearance 
in the first heat with Paul O’Shea driving. 
After some ragged laps it retired with rear 
end maladies. 

The unofficial fashion award went to 
Reventlow and Daigh for their strikiing 
orange driving ensembles. 

The white and blue Camoradi Maserati 
was using the new Goodyear “Grand 
Prix” tires, which are distinguished by a 
narrow blue “sidewall.” Evaluating the 
tires’ performance was difficult because of 
Daigh’s unfamiliarity with the handling 
characteristics of the very touchy grand 
prix car...he hadn’t even practiced in it. 
Although Chuck had things under control 
after a while, even taking the lead in the 
third heat, examination of the car after 
the race showed red paint under the white 
where the front wheels had rubbed during 


full-lock corrections. 

The USAC method of scoring left every- 
one more or less confused and it was felt 
that the introduction of a simpler, and 
in the opinion of some, fairer scoring sys- 
tem would help attract more non-profes- 
sional drivers to pro-am racing. USAC 
has been criticized in the past for the 
generally poor quality of cars in its sports 
car and free formula races—the majority 
of entries being “war wearies” or gro- 
tesque specials—and with the increased 
number of Formula Junior and Formula 
Il cars being imported here (or being 
domestically designed and built) USAC is 
in a position to organize what should 
potentially be this country’s most exciting 
form of motoring competition next to 
grand prix racing itself. That record 
crowd at Lime Rock proves it. —id 

SUMMARIES 
First Heat 

1. George Constantine, Southbridge, 
Mass. (4.2 Aston Martin) . 2. Rodger Ward, 
Indianapolis, Ind. (1.7 Offy). 3. Chuck 
Daigh, Long Beach, Calif. (2.5 Maserati 
GP) . 4. John Fitch, Lime Rock, Conn. (2.0 
Cooper Monaco). 5. Pedro Rodriguez, 
Mexico City, Mex. (3.0 Maserati) . 6. Lance 
Reventlow, Beverly Hills, Calif. (Cooper 
F-2). 7. Russ Klar, Lynbrook, N.Y. (1.7 
Offy). 8. Dick Thompson, Washington, 
D.C. (4.9 Sting Ray) . 9. Bob Colombosian, 
Andover, Mass. (2.0 Lister Bristol) . 10. Vic 
Meinhardt, Merrick, N.Y. (1.5 Porsche 
RS). 11. Ray Saidel, Manchester, N. H. 
(Jomar F-2). 12. Loyal Katskee, Omaha, 
Neb. (3.0 Ferrari Monza). 13. Denise 
McCluggage, New York City, N.Y. (1.5 
Porsche RS). 14. Bert Brooks, New Brit- 
ain, Conn. (1.7 Offy). 15. Gordon Mac- 
Kenzie, Millbrook, N.Y. (3.4 C-Jaguar) . 
16. Jokko Maggiacomo, Poughkeepsie, N. Y. 
(4.9 Ferrari-Corvette) . 17. John Grimaldi, 
Glen Rock, N.J. (3.4 D-Jaguar) . 18. Paul 
O'Shea, Rye, N.Y. (4.6 Bocar-Corvette) . 
19. Duane Carter, Indianapolis, Ind. (1.7 
Offy) . 

Second Heat 

1. Ward, 2. Constantine, 3. Daigh, 4. 
Fitch, 5. Rodriguez, 6. Reventlow, 7. ‘Tony 
Bettenhausen (in Klar’s midget), 8. Co- 
lombosian, 9. ‘Thompson, 10. Brooks, 11. 
McCluggage, 12. Saidel, 13. Maggiacomo, 
14. Katskee, 15. D. Carter, 16, Grimaldi, 
17. MacKenzie, 18. Meinhardt, 19. O’Shea. 

Third Heat 

1. Ward, 2. Daigh, 3. Rodriguez, 4. Fitch. 
5. Colombosian, 6. Brooks, 7. ‘Thompson, 
8. Reventlow, 9. Maggiacomo, 10. McClug- 
gage, 11. Katskee, 12. Saidel, 13. D. Carter, 
14. MacKenzie, 15. Boyle. 

Final Standings 

1. Ward, 2. Daigh, 3. Rodriguez, 4. Fitch, 
5. Colombosian, 6. Constantine, 7. Revent- 
low, 8. Brooks, 9. Thompson, 10. Klar/ 
Bettenhausen, 11. Maggiacomo, 12. Mc- 
Cluggage, 13. Saidel, 14. Katskee, 15. Mac- 
Kenzie, 16. Grimaldi/Boyle, 17. D. Carter, 
18. O'Shea, 19. Meinhardt. 


Right: One thing-¥eal racing cars do—attract a big crowd. Below: GP car, sports car, and 
track midget all having:it out on the same circuit was responsible for the 10,000 attendance. 


Above: A plug change on Rodger Ward’s winning car. Its 
immaculate finish is duplicated by any number of Offen- 
hauser midgets running in the U.S. turn left circus. 
Below: Do Stingrays eat midgets? Duane Carter looks 
apprehensive as Dick Thompson comes charging up on 
him in the Chevrolet-powered 1990 Corvette. 


Photo: Charles Gellis 








Above: These were the cars! Rodger Wardin the midget chases Chuck Daigh in the 
honest to God Formula | 250 F Maserati. This car was reportedly an ex-works 
ex-Fangio machine. Below: Ray Saidel tries hard at the wheel of his Climax- 
powered Formula II Jomar. He had no trouble staying in front of bigger cars. 
Left: John Fitch had as his mount a quick, and brand new, 2-liter Cooper Monaco. 





Above: ... or when in doubt stand and shout. Below: The moment the True Believers 
dreaded—Ward passing Constantine for the first time. The midget’s performance 
shook the assembled crowd. They forgot “A racing car is a racing carisa... 
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By Stephen F. Wilder 


& Like its namesake, this is a special sort of race. Its thinj 
running this August saw its scope broadened to inclu 
Gran Turismos under both 1100 cc and $4500, while th 
old regulars were allowed to use racing tires and ap 
factory-offered options. 

Though this opened up the Volvo-Saab dominated prog 
pects, no one thought the Swedish stranglehold would 
loosened, much less broken. But the cool Scandinavian; 
were in for a hot time, even though the race had beg 
cut from ten to eight hours. 

Providing a chance to run “full chat” for hours on end iy 
unburstable machines, this race is immensely popular with 
road-racing drivers of the North-east. The way they finagk 
for a ride, one would think a Testa Rossa was up for grabs 

With entrants, it’s a far different story. Few indeed ar 
the private owners willing to foot the bill (mostly for tire 
tires and more tires). This leaves it up to the distributo 
or importer who enters purely for the advertising profit 

Once burned is twice warned though, and rare is th 
also-ran who shows up again. No surprise, because a baj 
showing on the race course can easily hurt a fast-selliny 
car. But to prove the reliability of a just-introduced mode, 
why, it’s ideal...if you can finish. 

To aid and abet these promotionally minded efforts, ther 
were seven classes besides Econo-Gran Touring. Maximun 
displacements were 2000, 1600, 1300, 1100, 900, 750, and 65) 
cubic centimeters. 

Despite much pre-race confusion, at 10 A.M. Alec Ulmam 
dropped the flag. The drivers sprinted across in usu 
Le Mans fashion, but instead of acrobatics over the gun 
whales, roaring engines and shrieking tires, the expectani 
crowd heard door slamming punctuated by the staccato bari 
of the Abarths and the limited screech of the big-inch Volvos 

As for the rest, it looked and sounded like 6:02 at Wes: 
port-Saugatuck stations in a bad dream. So did the crowdiny 
in the first turn which was again made especially sharp fo 
this race. The next few laps saw a lot of sorting out and 
little last minute seat-belt fastening. 

The heat was on right from the start. It was 90° in th 
shade and class awards or no, Team Volvo didn’t want to lox 
first overall to either the Abarth or Saab GTs. They breathe! 
easier when Paul Richard’s Abarth half-shaft let go aft 
22 laps in the lead. 

“See,” one of the Volvo team said, “they're only sprini 
cars, those Abarths, It’s the tortoise and the hare story 
over again.” He was right, but he didn’t know the half ofit 

By noon the temperature was up to 100°. As if that wasn 
enough, the Swedish entries ran with their heaters on 
increase the amount of cooling water circulating. A Canadial 
Volvo driver keeled over in a dead faint at his noon pi 
stop, a bit demoralizing for his team-mates taking over. 

Though they ran reliably and fast, the Saab GTs neve 
materialized as the threat expected. Instead the overil 
battle was strictly between Abarths and Volvos, and gro 
were heard wondering where you could get the push 
Abarth with the twin-cam’s lighter no-noggin-notch bot 
at any price, much less for “under $4500.” 

For the lesser cars, it was full throttle all around ti 
1.5-mile course (braking only for the end of the straight) 
wondering how to squeeze out an extra mph—close of 
window, maybe?—and how fast the crew could change tif 
and refuel. 

Except for laps 69 through 76, Volvos led, hour aff 
hour. After six hot and hectic ones, it seemed Riley al 
Ruian had their third LLM win in their pockets with 
faster than ever average. They had three laps over 
nearest of two Abarths (Callahan-Penske) . Behind, onlyé 
single Volvo was still in contention. Higher speeds aut 
stiffer competition had taken their toll indeed, with thi 
Volvos out and one way back. 

But at 4:30, the leader pulled into the paddock throu! 


(Continued on page® 
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Photos: Patricia Caulfield _ 


Pits: peopled with panic and picturesque pandemonium. DAFs: demonstrably dependable. 


lols of “I Spy” went on all day. Little Le Boys? Saab GTs suffered, 93Bs swept. Air-cooled Hearst was flip about Panhard. 
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m In olden days when wars were fought 
by men selected for their prowess, would- 
be knights—too tall, too small, too awk- 
ward for their armor—stood upon the 
fringes of the battle grounds and watched 
and dreamed. On pirate vessels only half 


the crew donned handkerchiefs and 
swords and waded, slashing, into danger, 
while the other half looked on. A dozen 
lucky lions were picked by Nero, starved 
and set upon the Christians—yet consider 
all the other lions, mayhem running in 
their blood, who had to stay at home. It’s 
true, it always has been true: a few are 
chosen. And throughout the corridors of 
Time, the cry echoes, “If they’d only let 
me out there, then I’d show the bastards!” 
It is a terrible sound. 

We-—knights, pirates, lions—were sitting 
over quarts of beer one evening, rumi- 
nating these and other thoughts. It may 
be that ours was the grimmest fate of all. 
Skilled to the point of genius, braver than 
Dick Tracy, filled with derring-do, we had 
been forced into the mould of Milque- 
toasts by an unkind destiny. A race week- 
end at Santa Barbara had just ended. As 
usual, we—John Tomerlin, Dave Watson, 
Ray Destabelle and I—had watched, tim- 
idly, from behind the snow fencing. Just 
like spectators. And each time a car would 
flash past, singing its derisive song, we 
would die most horribly, little by little, 
lap by Jap. Until at last, weak from the 
sorrow only hobbled champions feel, we 
left. Before the Main Event. 

\nd now we sat, the wives asleep; the 
suds luke-warm, a lachrymose quartet in- 
deed. There seemed to be no answer. We 
had tried, as others had before us, to con- 
vert our family cars to combat work. 
Dave, a writer and photographer, had 
been the first. In the halcyon days (when 
everyone drove TCs and hated one 
another) he had entered his Morris Minor 
V8-60 in the lists. It had run well, but not 
wisely, ending, in the midst of its second 
race, in a geyser of scrap metal as spec- 
tacular as it was ruinous. Undeterred, 
Dave had then purchased a brand new 
4CV Renault, which he essayed to run in 
the sedan race at Bakersfield. Alas, the 
car’s endurance did not equal Dave’s cour- 
age: while fighting it out for last place 
with a sick Volkswagen, a rod pierced the 
Renault's engine block like a Watusi 
spear, and a fine battle was ended. Ray, an 
enginer, had made similar attempts in his 
Austin-Healey 100, with depressingly simi- 
lar results. John, an advertising man, had, 
in those same halcyon days, given the 
sport his all. Plunging himself inextricably 
into debt in order to bring his Porsche 
1500 Super Speedster up to Stock, he had 
lasted for seven events, at which time the 
engine seized, the transmission broke, the 
brakes disappeared, and the. creditors be- 
gan to call. I, with incredible courage and 
dedication, had braved both penury and 
the imminent collapse of a happy home 
to pit my Porsche 1500 Normal against a 
legion of fleeter foes. I recall that a com- 
mentator once remarked of a performance 
of mine that “Beaumont is going like he 





THE SHORT, 





UNHAPPY LIFE 


had the Bank of America after him!” 


Which was true enough: the Bank of 
America was after me. And, despite ob- 
vious displays of championship ability, I, 
along with my compatriots, was at last 
forced to withdraw from the Hunt. Tear- 
ing the proud plaques from our dashes, 
taming the wild and hungry hearts of our 
cars, hiding our battle dress away in dark 
closets, we faced reality. We faced facts. 
We faced bankruptcy. 

Months passed, and we all tried, very 
hard, to make the transition from Hero 
Drivers to Disinterested Spectators. We 
argued that there were plenty of other, 
less financially catastrophic hobbies to pur- 
sue. Like philately, or grunion hunting, 
or floral arrangements. What was the use 
of racing, anyway? What did it prove? So 
you go fast in a car, does that cut any ice 
immortality-wise? Childish nonsense, that 
was what it was. Morbid pandering to a 
neurotic death-wish. Who cared? Who 
gave a damn? 

We did. Only too keenly aware of the 
truth of Mr. Kimberly’s axiom (“If you 
can’t afford to race, you shouldn't race’’) 
we found, nonetheless, that our spirits 
were falling at a rate commensurate with 
the rise of our economic statuses. Our ex- 
pressions became hang-dog. We tended 
to mope about the pits at the various 
courses, filling our nostrils with Castrol 
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OF THE MONZETTA by Charles Beaumont 





or, 


fume, listening like hi-fi addicts to the 
percussive symphony of Ferraris at peak 
revs, and snarling at spectators that we, 
too, were fast pilotos once and would be 
again, some day. Our evenings were de- 
voted either to building model race cars 
or playing “Grand Prix.” If anything, 
we were more involved with the sport 
than before. But it was all sham. We de- 
rived no more real satisfaction from these 
ersatz activities than a confirmed alco- 


holic who has been forced to turn to 


Pepsi-Cola for surcease. 

The Santa Barbara event had thrown 
us, finally, into a state of depression so 
profound that a thoughtless word would 
have set us all to weeping like children. 


“That lousy Jimmy ....................1-. ,” said 


John, referring to the winner of the 


Under 1500 cc Production race. “I spun 
him out at Palm Springs. 1 almost lapped 
him at Torrey. Didn’t I?” 

“Truly,” said Dave, “you did.” 

“Yeah,” John said, dabbing a tear away. 

“I had a watch on the leading Healey,” 
said Ray. “Six seconds slower than | 
turned in °55.” 

“Sean; 

“If they'd only let us out there—” 

“rear. * 

We sat in silence another hour, Then 
one of us (I shan’t cause needless embar- 
rassment by naming him) crashed his 
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hand down on the table, made a strangled 
cry that sounded like “Eureka!” and _ be- 
gan to roll about the floor, singing “Happy 


Days Are Here Again.’ We thought, of 
course, that the poor wretch had cracked 
under the pressure, but before we could 
make a move to restrain him, he said: 
“Gentlemen! I have the answer!”’ 

“To what?” we inquired, suspiciously. 

“To our problem,” he said. ‘““How idi- 
otically simple! How stupid of us not to 
have thought of it before!” 

“Easy, old boy.” 

“Yes,” he responded, “easy. My friends, 
is it or is it not a fact that in this room 
may be found four of the fastest, smooth- 
est, most fearsome drivers in the world?” 

“A fact,” we chorused, sadly. 

“And is it not also a fact that, owing to 
a thankless, shortsighted government 
which will not subsidize its future cham- 
pions, we have been lately denied our 
calling?” 


“True, so true.” 

“Very well. Now we have found that it 
is not entirely feasible to race our own 
cars; and of course we are all too proud 
and sportsmanlike to accept the largesse 
of some wealthy entrepreneur—” 

“Well,” interrupted Ray, “I wouldn't 
go that far.” . 

“Be still. The point I am attempting to 
make is this: Our worries are over. Now 








listen carefully.’”” He lowered his voice to 
a conspiratorial whisper. “Instead of 
hanging separately, let us hang together. 
Let us pool our meagre resources and 
build a Special.” 

And so, with those fateful words, the die 
was cast. It is true that, however talented 
and successful we may have been in our 
individual professions, we were mechan- 
ical simpletons to the man; but that 
seemed a detail. Dave and Ray knew the 
principle of the internal combustion en- 
gine, John had actually assisted in the re- 
moval of a Porsche motor, once, and I... 
Well, I possessed the sensitivity that would 
give us aesthetic as well as technical per- 
fection. Instantly, the following morning, 
we met again and put the dream on paper. 
After a cursory tabulation of our funds, 
we decided that a Class H Special would 
be the best bet. Something simple, eco- 
nomical, easy to repair, inhumanly fast 
and at least as handsome as a Ferrari 
would do. 

Important things coming first, we de- 
signed a crest forthwith — a rampant 
turtle on a field of yellow—established 
and named our racing team (Equipe Tor- 
toise) , and decided upon the color of our 
coveralls, Then we discussed the order 
in which we would drive. Then we con- 
structed a striking pit-board in the shape 
of a turtle. 


Then, these items out of the way, we 
began looking for a car. 

‘Class H automatically brought Crosley 
to mind, but upon making a close scrutiny 
of the winning machines of this marque, 
however mutated, we found that they were 
either as expensive as a Pegaso Berlinette 
or as complicatd as an ICBM. Therefore, 
feeling that the Special should be practical 
above all else, we rejected Crosley and, 
after entertaining lovely dreams of Oscas, 
Stanguellinis, Morettis, Giaurs, etc., settled 
upon Panhard as our base. Did not Jean 
Pierre Kunstle go like Jack-the-Bear in 
such a Special? Had not Perry Peron and 
numerous others caught glory by the short 
hairs thus equipped? 

The problem of a suitable body arose 
and was promptly slapped down when, 
taking a constitutional one day, Dave saw 
what turned out to be the very first new- 
style Devin shell. Struck insensible by the 
beauty of it, he crawled, choking, to my 
house and presently the quartet was gath- 
ered. We knew, at once, our immediate 
destiny. Rough and transparent, the shell 
nonetheless possessed a personality that 
transcended anything seen in class H to 
date. It was sleek, fierce, graceful, and 
the spitting image of a Monza Ferrari. 
When we visualized it in bright red 
paint, we began to breathe heavily; when 
we discovered that the price was under 
$300, we swooned. Ii was beyond our wild- 
est imaginings. A Special, we had been 
led to believe, must of necessity be hid- 
eous. Yet here was a body quite the equal 
of the finest. 

Some investigation revealed that the car 
could be purchased in one of two forms: 
complete and incomplete. That is, we 
could place an order with Mr. Devin, 
close our eyes, open them, and find a race 
car built to our specifications; or, for 
slightly less, we could build the thing 
ourselves. As our ignorance was matched 
only by our enthusiasm, we naturally 
chose the latter. 

“That way,” we reasoned, “it'll be our 
car. When it nips across the line for the 
checkered flag, by George, we’ll know we 
were responsible!”’ 

Estimating a total cash outlay of $2,000, 
and six weeks of actual labor, we scam- 
pered out to Devin’s factory and returned 
with several hundred pounds of metal 
parts. These we dumped in a garage we'd 
rented, next to Bill Corey’s workshop, and 
went back for the body-shell which, in our 
haste, we'd forgotten. Envious stares ac- 
companied our passage. Little boys 
dropped their yo-yos. Already we began 
to feel a sense of pride and adventure. 

Unfortunately, the feeling was transi- 
tory. After drinking a toast to the success 
of the Equipe Tortoise, we found our- 
selves faced with the problem of trans- 
forming all of this debris into a racing 
car. And it did not seem quite so niggling 
a problem as it had before. In fact, for a 
moment, staring in silence at the mysteri- 
ous mountain of dark metal, it seemed 
a large problem indeed. But, of course, 

(Continued on page 80) 
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p Laurence Pomeroy senior, creator of the immortal 30/98 
Vauxhall, once described the Rolls-Royce as “A triumph of 
engineering over design.” Said of the classic Rolls-Royce 
cars, those built up to the beginning of the Hitler War, 
this is pretty just comment. For if you were to take away 
the exquisite craftsmanship and the thousand-and-one re- 
finements that make the Rolls-Royce what it is, you would 
be left with a basically not very interesting truck chassis, 
the sole merit of which would be that it would be impossible 
to wear it out. 

Happily this hypothetical machine, the basic unrefined 
Rolls-Royce, does not exist. It has been submerged in fifty 
years of building, virtually regardless of cost, for ultimate 
refinement. And, post-war, the Rolls-Royce company has 
continued—and this was supremely difficult—to build the 
best car in the world within limits imposed by present-day 
economic conditions. This has not been accomplished with- 
out jettisoning many costly traditional features: the famous 
self-locking wire wheels, for example, standard since about 
1908, replaced by ordinary “cheap” pressed-steel wheels 
secured by nuts. And the chassis is no longer held together 
by tapered bolts, each one hand-fitted into a hand-reamed 
hole. In fact, this so-called ‘‘commercialism’’ went so far 
that one senior member of the company, who had been with 
it since the beginning, resigned on the grounds that “The 
Company no longer builds motor-cars fit for gentlemen.” 

However, the results of this alliance between the tradition- 
alists and the forward-looking commercialists have been 
very happy indeed. For the new “S” model not only gives 
one as much pleasure to drive as its illustrious forefathers, 
but it has enough go to satisfy any driver who is not in a 
really big hurry. And everything it does, of course, it does 
in absolute, total silence. 

Like the partnership between the giant Marquis de Dion 
and the pint-size Monsieur Bouton it was an alliance be- 
tween a wealthy, aristocratic patron and a plebian technician 
that produced the Rolls-Royce in the beginning. Henry 
Royce built electric cranes, in a small way, in Manchester, 
England. Early in the century he bought an automobile 
which was not only very unreliable, but the construction 
of which violated every principle of engineering ingrained 
in Royce. Like the Packard brothers, who bought a Winton 
about the same time, he decided that he could build a very 
much better car himself. 


The classic Silver Ghost motor here in #750 chassis, built in 1908. 


By David Scott-Moncrieff 


The result of this resolution was a splendid little car, 
beautifully engineered, as good or better than anything of 
its class and age. Soon it went into limited production in 
two, three and four-cylinder versions. Charles Rolls, the 
son of a wealthy nobleman, Lord Llangattock, already in 
business as an agent for Panhard et Levasseur, was so im- 
pressed with the car that he optioned the entire production, 
as Jellinek had with Daimler, a few years previously. In 
1904 and 1905 Charles Rolls raced the 20 horse-power four- 
cylinder model, winning the Tourist Trophy in the latter 
year. (It seems odd to recall it now, watching a Silver Wraith 
town-car run softly down the boulevard, but the early R-R 
cars were as useful for competition as a Porsche is today.) 

Legend to the contrary, the earliest Rolls-Royce did not 
have the famous squared-off radiator shell; they carried one 
that looked much like the then contemporary Panhard 
radiator. Late in 1904 they appeared with those of the tra- 
ditional shape, basically unchanged today, 52 years later. 
The design was based on the Parthenon Temple at Athens 
in Greece. The company didn’t bother to patent the design, 
and in 1913 it appeared on another car, the Sizaire-Berwick, 
duly protected by British patent! Berwick, who had left 
Rolls-Royce to join Sizaire, had simply taken the design 
along with him, and for more than 10 years Rolls-Royce 
had to pay a royalty to Sizaire-Berwick for the use of the 
Rolls-Royce radiator design! When the Sizaire-Berwick firm 
crashed in the late 1920’s they bought it back! 


The early R-R cars were good cars, but the company did 
not really hit the jack-pot until 1907 when the “Silver 
Ghost” appeared, and stayed in production for 19 years 
without major change—one of the four longest model runs 
in history the other three being the Model T Ford, the 
Jowett, and the Citroen. 


A very large number of the cognoscenti swear that the 
“Silver Ghost” is the most satisfying car to drive that has 
ever been built. One wealthy acquaintance of mine who 
can afford, and does possess just about everything auto- 
motive engineering can offer, habitually drives his “Alpine 
Eagle” model “Silver Ghost” for sheer pleasure. I have 
tried to analyse this sensation, and this is as near as I 
can get to it: 

(1) Being wafted along in absolute silence, like a motor- 
less yacht with a following wind, while sitting in a seat 


A Sizaire-Berwick wearing the “classic’’ Rolls radiator patented by 
Berwick. 









































A 1910 Silver Ghost at the start of the 1954 Anglo American Vintage 
Rally. 


more comfortable than any modern arm-chair, high enough 
to see well over the heads of lesser folk. 

(2) The mechanical perfection and positive action of all 
controls, including the steering. 

(3) The smug satisfaction of knowing that every single 
part of the car, whether you can see it or not, is made, 
often quite unnecessarily, to tool-room standards of pre- 
cision and machined to a show finish. 

There is an indefinable something else, too—the pride of 
using an almost unique possession. As another writer has 
said, just the act of putting one’s foot on the running- 
board of a fine old car makes one feel like a millionaire. 

The “Silver Ghost” had a forerunner in a 30 horsepower, 
six-cylinder car of advanced design, virtually a 20 horse- 
power four-cylinder with two cylinders added. It is very 
doubtful indeed that a single example of this interesting 
model remains in the world. 

Gone with the wind too is the fantastic “Legal Limit” 
90° V-8 Rolls Royce. (Ed. note: See European Newsletter.) 
Rumor is that the Company did not think this as successful 
as it should have been, bought back every single car and 
broke them up. 

The perfection, mechanically, of the “Silver Ghost” 
coupled with its splendid performance in the Royal Auto- 
mobile Club 1,000 miles trial soon made it the best seller 
among European luxury cars, a position that had been held 
previously by the mighty Napier. Mercedes were building 
good sporting and racing cars at the time, but their luxury 
cars were not too good, and certainly could not compare 
with Rolls-Royce or Napier. 

Some of the earliest “Silver Ghosts” had an overdrive in 
addition to the normal three speeds. This growled like a 
dog (being R-R, it was, of course, a very well-bred dog!) 
and enabled one to work the car up to something in ex- 
cess of 70 miles per hour. In 1909 the overdrive ceased to 
be built and the stroke was lengthened from 114 mm. to 
121 mm. It had hitherto been a “square” engine, decades 
before this became the very latest thing. The rear spring- 
ing changed from semi-elliptic to cantilever in 1912 and in 
this form the “Silver Ghost” went on, with modifications, 
such as front-wheel brakes, up to 1925. 

Charles Rolls was killed in a flying accident in 1910, but 
a very able team, led by Royce and Claude Johnson, car- 


J. C. Sword’s 1923 Silver Ghost with Park Ward body. 
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ried on and in 1913 they built the high-compression, four- 
speed “Alpine Eagle” semi-sporting tourer, one of the 
most desirable collectors’ pieces in the world. 

During the Kaiser War, the firm built armored cars and 
airplane engines. Royce completed the design and develop- 
ment of a V-12 engine by Christmas 1918. He presented it 
to the Government, asking permission to go into produc- 
tion. Ostrich-like, the Government replied, “Don’t you 
know the War is over? We don’t want any more flying 
machines.” During the next three years Royce cut the en- 
gine in half and used one block as an automobile engine. 
This engine was known as the “Goshawk” and is still re- 
ferred to by that name by old hands at the Works. It ap- 
peared, after trials conducted in the strictest secrecy, in a 
chassis somewhat lighter than the “Ghost” chassis, in 1923, 
as the “20” Rolls-Royce. 

There are still several hundred of these remarkable little 
cars (1923-1930) on the road today. They have one very 
curious feature. Although they’re completely lacking in per- 
formance, with a top speed of barely 60 miles an hour, they 
are capable of putting up an astonishingly good average 
speed over long distances. The first dozen or so built, I 
know, because I had one, were relatively brisk performers. 
The company then decided that they were too fast for the 
back-wheel-only brakes and cast a new cylinder head, 
restricting the breathing. If you attempted to open up the 
ports you found yourself quickly in the water passages. Even 
after the introduction of four-wheel brakes in 1925 the use 
of the restricted head was continued. 

The Rolls-Royce “20” with its “Swiss watch, jewelled in 
every hole” feeling and its economy of operation (over 20 
miles to the gallon) is still a great favorite, even if it does 
move away from traffic lights with all the celerity of a 
horse and buggy. A perfect specimen of one of the last of 
them will still bring $1500. 

The Phantom I appeared in 1925, and had it come out in 
1914, the design still would have caused little comment as 
being new or revolutionary. No firm of manufacturers has 
ever made haste more slowly than Rolls-Royce. Still, the 
directors of the company were perfectly correct in their 
policy: Rolls-Royce customers wanted then, and still want, 
perfection, not novelty. Incidentally, there may still exist 
several unique Austrian-built P-I chassis, They resulted 



















































from a law-suit brought by R-R against the old Austrian 
frm of Graf und Stift, for patent infringement. The 
Austrian courts found for the English firm and awarded 
very heavy damages. But Graf und Stift’s funds were 
blocked in near-bankrupt Austria. So Rolls-Royce commis- 
sioned the Austrian company to build several P-I chassis 
from drawings which they supplied. Each chassis was com- 
pletely hand-built in the Graf und Stift tool-room! 

I never cared for the P-I; it used to frighten me too 
much. The top speed approached 80 miles an hour, the 
chassis was high and the coachwork often rather top-heavy. 
To say that it was a bit hairy in the higher speed ranges 
would be an understatement. It would have been as bad 
a man-killer as the “K’ model Mercedes if it had not had 
infinitely better brakes. 

There were a few exceptions, mostly among the last 
model P-Is, which had two plugs per cylinder, fitted with 
lovely open coachwork by Barker or Hooper. These be- 
haved better, due to the lower and lighter bodies. One of 
them was fitted with a very light Weymann fabric sedan 
body, on a specially-modified chassis. The car was built for 
Philip Padden, a friend of Charles Rolls. It went like a 
scalded cat and cornered marvelously. It would be inter- 
esting to know how many cars were turned out with special 
features for friends of the Company. Certainly it was not 
an uncommon practice. 

In 1930 two new models appeared, the “25” and the 
Phantom II. Also, there began to be built, to special order 
only, for approved customers, the car I think the best of all: 
the short chassis, hopped up Continental Phantom II. It’s 
got everything any other Rolls-Royce ever had, plus per- 
formance, very reasonable road-holding and _ splendid 
brakes. Top speed of the Continental is 92 miles an hour, 
which it reaches very quickly with no sound but a well-bred 
sigh. The Board of Directors have decreed a maximum 
speed of 92 mph and that’s it. There is little or nothing 
you can do to get more. A wealthy chum of mine got so 
exasperated that he vowed he would make his do 100. He 
spent $4,000 and finally had to button on a supercharger 
to get it. There are, however, a few individual cars built for 
old friends of the firm that will do the hundred, and a 
shade more, with complete silence and lack of fuss. 

The “Continental P-II” is to my mind the most nearly 


(Continued on page 93) 


Above: One of the author’s Continental Phantoms, his dearest love among 
Rolises. Below: Phantom | Park Ward tourer with immaculate black and yellow 
coachwork. 


Below: A 1915 Silver Ghost the chassis of which carried an armored car body 
during World War |. The present body is of earlier vintage, 1911 or 1912. 
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Rolls comes over the summit in the first classic ever won by the Below: The start of the ‘06 TT finds Sir Charles rolling do 
“Best Car In The World.” It was the start of a long partnership. the ramp at the beginning of his, and the cars, drive to fy 
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Above: the whispering, by comparison. Light Twenty crosses the The Hon. C. S. Rolls corners with verve on his winning fit 
line the winner in more ways than one. Wire wheels were optional. the 1906 Tourist Trophy. Car is the Light Twenty Rolls fx 
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&> To our generation, Rolls-Royces in the 
rough and tumble of competition are as hard 
to imagine as Vestal Virgins vieing for the 
Miss Rome title of whenever it was. Yet in 
its formative years, the firm not only raced 
and contested free-for-all trials, it also traded 
challenges with a well bred élan. Rolls-Royce 
Limited didn’t put on those Best Car In The 
World airs by just a vote of self-esteem—they 
won the right to the slogan in the teeth of 
bitter Opposition in races and tests of en- 
durance. 

“First” was the indispensable word in the 
story of the RR debut in speedwork. The 
even chosen was the first ‘Tourist Trophy. 
The Hon. Charles Rolls’s entries were the 
first to be filed. ‘The TT's of Edwardian days 
featured interval starts, Targa Florio style, 
and C. S. Rolls rolled first. Finally, alacka- 
day, his Light ‘Twenty was the first car to 
quit, graunching to a halt only a few miles 
from the start with severe gearbox trouble. 

All was not yet lost, however, because the 
factory’s second string, another Light ‘Twenty 
in care of a skillful whip called Percy Northey, 
was still in business. ‘The course consisted of 
four laps of a 52-mile circuit in the Isle of 
Man, involving quadruple ascents and 
descents of Snaefel Mountain, and Northey 
was running third after one lap; heading him 
were John S. Napier’s two-cylinder Arrol- 
Johnston and N. Littlejohn’s Vinot, a French 
make. Northey’s second lap average, 33.8 mph, 
beat everybody except Napier; on the third 
round he outsped the whole 42-car field at 
34.1 mph; and the fate of the Tourist Trophy 
was narrowly decided in Napier’s favor on lap 
four. Overall, the speed differential between 
the winning Arrol-Johnston and the next-up 
Rolls was a mere 0.3 mph, and Northey scored 
the incidental distinction of setting the high- 
est nonstop average in the race. 

As a sequel to this opening bout in the 
series that today is Britain’s ranking event 
in the world sports car championship, Charles 
Stewart Rolls, having stooped to conquer 
(without conquering) , stooped a little further 
to lodge a protest. His action, so uncharacter- 
istic of the aloofness and hauteur symbolized 
by the intertwined Rs, was directed against 
the successful Arrol-Johnston. Contrary to the 
rules, Rolls pointed out, it had run part of 
the race in an unsilenced state, with its 
muffler dangling by its broken neck. Protest 
overruled, 

In their shoes, anyone except C. S. Rolls 
and Henry Royce, perfectionists both, would 
have been pretty darned pleased with the 
outcome of the 1905 TT. The hypheneted 
marque had after all been on its feet less 
than a year, so there surely was no cause to 
go slitting wrists because they’d had to bow 
the knee to just one of the many longer es- 
tablished and more experienced makes 
ranged against them in Manxland. But Rolls 
and Royce, the former specially, didn’t see it 
that way. Rolls, an adventurous and debonair 
spirit, had been racing assorted continental 
iron on the European mainland for years 
before providence gave him a nudge into 
Royce’s orbit, and this background qualified 
him to judge automobiles shrewdly. He knew, 





with a conviction that was soul-deep, that 
any car his partner designed and built was 
The Best Car In The World; ergo, competi- 
tion placements lower than first were not to 
be condoned. 

True, there was that unfortunate incident 
of the gearbox failure in the TT to dispose 
of, and in fact it never was satisfactorily 
explained. The Motor’s theory was that Rolls 
had caused the damage himself by neglecting 
to get into gear before coasting off the start- 
ing ramp, then trying to bully ’er in on the 
move. But Rolls denied this. Another theory, 
more acceptable to Rolls, was sabotage. 

On the face of it, 33.7 mph, Northey’s av- 
erage for the full 208.5 miles of the inaugural 
TT, doesn’t sound exactly like a Mach-bust- 
ing pace, even allowing for the bad state of 
the Manx roads and the Snaefel obstacle, 
rising a respectable if not horrific 1350 feet 
above the start-finish area. But there were 
mitigating circumstances, Back then, tourist 
was the operative word in the Tourist 
Trophy formula, and on paper anyway you 
didn’t have much latitude for monkeying with 
stock specifications. Full and effective silenc- 
ing, as Rolls’s disqualify-Napier plea under- 
lined, was obligatory. Most important of all, 
there was a strict fuel consumption limit, 
same for everybody regardless of engine dis- 
placement — a minimum of 18.8 miles per 
U.S. gallon. The Automobile Club of Great 
Britain and Ireland, later to become the 
RAC, enforced this ration by simply issuing 
a standard gas dole to each competitor and 
leaving it up to him to make it last 208.5 
miles. Some did, many didn’t, but there were 
no prizes for doing a Jehu for three laps 
and runnig dry on the fourth. 

There was a maximum weight limit, and 
here the spirit of the regulations took their 
worst beating. One car was rigged with a 
cardboard hood, another had cloth hubcaps, 
yet another sported “cord brakes”, whatever 
this meant. More conservatively, the Rolls- 
Royces were fitted with lightened bodies and 
had their chassis “ventilated”. High-point of 
skulduggery (to revert to mpg) was reached 
when the scrutineers discovered a car with an 
elaborate arrangement for replenishing the 
regular and visible fuel tank from a concealed 
auxiliary supply — after the official seals had 
been affixed. 

The good performance of the 4-cylinder 
Light Twenty, like that of many later scions 
of the RR line, was owed to superior materi- 
als and manufacturing precision, rather than 
advanced or unorthodox design. The Light 
Twenty, like Hiawatha’s arrow heads, was 
“smoothed and sharpened at the edges, hard 
and polished, keen and costly”. Among the 
keener and costlier items were a frame and 
front axle made from nickel steel. Bore and 
stroke measurements of the Northey car — 
95 x 127 mm — were the same as the two- and 
three-cylinder Royces of the period; its en- 
gine developed 19 bhp at 1000 rpm. C. S. 
Roll’s machine was overbored to 100 milli- 
meters, equal to 4 inches, and gave off 21 
bhp at the same turnover. Otherwise the 
two cars were alike. Prophetically, both 
(Continued on page 88) 
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TRIUMPH 1-PIECE L MUFFLER PRICES PRICES OF MUFFLERS NOT MENTIQ 
ee 9 ee ; NE 
DUAL SLIDING WINDOWS — ==> Austin A-30, A-35 6.25 ON REQUEST ’ 
imilar in design and construction to the 2-unit ae A-90 W'mi ; MGA 
stots. Sasi: ai tas onmuaieanectaanmel AH 4 cyl, ster 13.95 & SPRITE 


Enhances the appearance of any Triumph....$69.95°pr. 1 in 1 out $11.75 DOUBLE OUTLET MUFFLER 


English Ford 





PRICES* of other BAKERS WINDOWS: 


A100E series 12 

50 $15.5 
AUSTIN HEALEY 4 & 6 cyl. $64.95 pr. mt Consul 12°50 o “ 
JAGUAR XK140 & XK120° 69.95 pr. Mi It copy 13.95 ele outlet muffler $11.75 
MGA .95 pr. Fiat Convers; 7 RENAUL 
MG TD & TF 69.95 pr. Hil sion 600 15.95 T DAUPHI 
PORSCHE SPEEDSTER 54.95 pr. /o___ Manan Minx" 12°59 NE & 4cy 
SPRITE 54.95 pr. Magnette 11.75 Its design keeps 


Mercedes 190SL “— ie engine Cleaner inside. 


ong 190, 220 <— rn outlet—$15.59 
Morris Mino : outlet 13.95 
Sports — 2. 


*Add 8% fed, Excise tax on all windows 
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ae oo ST, prices ber request. Jaguar XK150, 3, ‘Sia 
a ee = 0 
(—— ~ Jaguar XK120 m= All models. Heavy duty, longer |j 
« L ‘ Best protection. ‘. —twin pipe 49.50 , longer life. $12.50 
Guaranteed “os VOLKSWAGEN 
t, chip, pee’. 
TRIUMPH & SPRITE | YS istom desig AUSTIN HEALEY @ MUFFLER 
EAR GUARDS for EVERY JAGUAR FLEX UNIT 
- imported car- : ncreases : ; 
Wrap-around design. Simple instal Replaces all 1949.91mnroves performance. 
Reat— 439.99, jation. be Pi - € outlets. $22.59 
wd front S70 PRICES ON REQUE ae TRUMPH TR2-3-3A SPORTS 
—$22. uble gauge, Flexi 
Spite hn tel lamp, | CONVERSION eg 
Oc. $9.95 ea. SSS, 
— JAGUAR. $6 Bakers Muffle ; 
Wtteneenenaee -95 j r plus polished : ’ 
ALUMINUM DECK LUGGAGE RACKS 7 pipe. Mellow beliow tone, = ™inum tai 
For sports cars—Attractive, sturdy. Stainless AU < 
al Felt protected base straps. SIZE TEMP. PERM. HEAD HEALEY FRONT AUSTIN HEALEY KITS 
Corvette & larger racks available. 26x18 in. $27.95 $22.95 PIPE a 
28x18 in. 34.95 29.95 4 my , f ‘ 
35x18 in. 39.95 34.95 Cyl. ' BFC 
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CAR PARTS 


mamuractunens / WE DELIVER FREE TO AIRPORT FOR RUSH DELIVERIES 
BAKERS PROMPT SHIPMENTS ANYWHERE 
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ek BAKERS WORLDWIDE AUTO PARTS, INC. panne 
XY 


amps, $26.95 
CLUDE 8% FED. EXCISE TAX 
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P.0. BOX 57, Dept. G, 1069 HEMPSTEAD TPKE., FRANKLIN SQ., L.1., N.Y. ¢ HUnter 8-2244 Ce ee ome 


CABLE BWAP, FRANKLIN SQUARE, N.Y., U.S.A. INSTALLATION DEPT. OPEN 6 days, 8:30 AM to 6 PM 






PLEASE SPECIFY MAKE, MODEL AND YEAR OF CAR WHEN ORDERING 
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Above: The Go Kart Raceway is a complete plant, 
right down to the pylon turn markers and hay 
bales. This Kart course cost about $15,000. 
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. Los Angeles, July 15 
John Christy, 
SPORTS CARS ILLUSTRATED 
1 Park Ave. 
New York 17, N. Y. 
Dear John: 

Well, when I got your telegram, 
PLEASE COVER GO KART NATIONAL 
CHAMPIONSHIP RACES, I can’t say that 
I was overwhelmed with enthusiasm . . 
mainly because I have been to Azusa once 
in my life and I was kinda hoping for the 
Bonneville assignment this year. Now, I 
realize that about one big event such as 





bd this is all the excitement that a writer can 
: ¥ stand per year and this is why you spread 
’ the chores around, so, that’s O.K. At least 
en you said COVER and not ENTER, be- 
ual cause, John, you haven't seen anything 
like what these krazy karters are turning 

on. 


KART NATIONAL CH 


a slightly modified report by OCee Ritch 


Below: Richard Geer, first Kart National 


Champion, staves off Duffy Livingston in 
his bid for the 



















~ 


JAMPIONSHIP 


My initial mood was quickly dispelled 
when I arrived at the Go Kart track and 
found out that this was really a profes- 
sional show. Or, maybe I should say 
AMATEUR, John, because the similarity 
to the way the Kart event was conducted 
and the typical SCCA or CSCC club races 
was overwhelming. You wouldn’t believe 
it, but everything was right out of the 
book, from registration of entrants to the 
Victory Banquet. In fact, if it hadn’t been 
for the vehicles themselves, you would 
have thought you were at Lime Rock or 
Riverside. 

Flashing my Western Union wire from 
you, I signed my life away in return for a 
press pass that entitled me to wander 
anywhere on the course which is laid out 
in a five acre plot of thinly-disguised des- 
ert adjacent to the Go Kart Manufacturing 
Co. plant. There is a good $15,000 in- 
















Karts of all sizes and shapes showed up for the first National. This one was water cooled. 


o" 





Above: Karts are fun, but they‘re not for types fh 
bruise easily. One solution is padding, and more py 
ding. Below: Most popular crew at meet. Faye Pie 
and her all-girl equipe. They were not slowest ei 





Above: Sensation of the meet was this Yamaha- 
powered Kart. It could go to 10,000 rpm with- 
out pain or strain—and sound like a Coventry 
Climax while doing it. Right: Still another 
variation on the Kart theme.—Mercury power. 


vested here, John, and I am being conserv- 
ative. In addition to the 4/10-mile paved 
20-foot wide track itself, there is a big 
paved pit area, a snack-bar and timer’s 
stand, acres of auto parking and the 
whole thing is properly fenced. First 
Cabin, all the way. 

I mention these things only to point out 
how far the sport of operating the tiny 
vehicles at speed has come in the past 
two years and how grown-up the idea 
behind the whole thing is. With nearly 
150 participants invited from all parts of 
the country, the GKCA National Cham- 
pionship really had an air of dignity. 

That is, in everything but the driving 
position. 

I know it’s fun. It’s exciting. There are 
all the thrills of road course racing. But, 
John, it’s like George Bernard Shaw said 
while discussing another subject . . . “the 
position is so ridiculous.” Hunkered up 
over the wheel with your knees and el- 
bows akimbo, head hunched down to min- 
imize wind resistance and “wedging” the 
little car through a turn like a_bob- 
sledder, you seem to be self-propelled. This 
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takes a lot of the seriousness away from 
the whole affair and the Karters themselves 
proclaim that they are only out to have 
a good time. 

I believed them too, until I watched the 
first practice session on Friday. Wow! 
These guys are competitive! 

Like the sporty car things we are so 
used to, the pre-race activity in the pits 
was equally as fascinating as the track 
performances. Here, in miniature, were 
all the familiar acts and scenes: The Com- 
pleat Participants, with their umbrella, 
folding chairs, hamper of food and drink 
and tools neatly arranged around the 
“car” which was protected by a canvas 
cover. The karts were mostly brought to 
the races in station wagons or pickups and 
Service Cars were parked behind the pits 
in regular rows. Some, of course, came by 
trailer .. . and we had the Matching En- 
semble where the kart, trailer and tow car 
are painted in harmony. The neatest “to 
scale” rig was a 500 Fiat convertible tow- 
ing a kart trailer. 

Trés Chic. 

The karts themselves ran the gamut, as 





5 
















was the intent of the sponsoring club, and 
it is fair certain that a lot of ideas changed 
heads during the three-day blast. In addi- 
tion to the more or less conventional karts 
reported on in other issues, a number of 
“specials” owing little or no allegiance to 
any maker were in evidence. Something I 
had never seen before, at least, was @ 
WATED COOLED katt. Yep, powered by 
a Johnson outboard, 15-cubic-inch dis- 
placement, Lyle Fosgren of Everett, Wash- 
ington is the progressive builder. 

A number of Hovey Hawks, mounting 
the powerful 10 cu in 10hp Mercury com 
mercial chain saw engines were in evi 
dence and, lad, they sound wilder than 
lot of Coventry Climaxes I’ve heard. Most 
of the entries stick with the original West 
Bend and McCulloch Class A mills but 
the Power Products lightweight and 
Homelite screamers are making inroads 
All are highly modified and everybody, 
nearly, is using “fuel”. As you know, any 
thing that will burn can be used as @ 
propellant and I have a suspicion that 
there is a little liquid rocket stuff in some 
of the cans. (Continued on page §) 








- Why the man who owns one prosily 


ABARTH 


FREE-EXHAUST SYSTEMS 


Everyone knows that Grand Prix Winners use and recommend ABARTH. 
But now read these excerpts from letters sent to us by non-racing ABARTH 
owners—from the man “next-door” who wants what you want in an exhaust 
system: greater fuel economy, easier passing, faster pick-up. They all agree 
that when it comes to fine Exhaust Systems—the only answer is ABARTH! 


VW owner, J. G. Tomkins, N. Y.— peckeciee 
checks on the same hill, starting up at 60 MPH, the 
speed at the crest has improved from 33 to 38 MPH. 
| still don’t believe it, but if happens every time.” 


MERCEDES 190 SL om. u cx 


L. C. Coleman, Jr., Ret., Michigan—“Immediately after 
| installed the ABARTH System | could feel the im- 
provement in performance. During a 1000 mile trip 
| checked the mileage on. one or more tank-fulls 
and each time figured 30 MPG. 26-27 MPG was 
normal before | had installed the ABARTH System.” 


RENAULT owner, Dr. J. R. ES Emporia, ~ 


Va.—“Abarth muffler for my 4-CV worked so well 
| would like to have you send me one for my MGA.” 


USE THIS ‘CONVENIENT COUPON TODAY! 


sumemeness wannisnnts waumeemems ‘vwinnnmeems wonnimemen ciiiitily ihnimesies eaenainiies GkMmanS WmmeS Gummmune! nium cimeineS wakimeness Gunmen comms ummm Gemmnintis ‘WN: 


Order From Your Dealer, or 


FISHER PRODUCTS + 21-25 44th DRIVE » LONG ISLAND CITY 1, N. Y. 
8836 NATIONAL BOULEVARD + CULVER CITY, CALIF. 


| Name____ 2 eines eee, ee 
| i en ———— _ State 
| Please rush free FISHER-ABARTH catalogue describing these, and many other 


systems and accessories. | am particularly interested in the — 


C) Alfa Giulietta Sprint Exhaust System ....$69.50 
L) Alfa Giulietta Spider Exhaust System .... 79.50 () 
CJ Austin Healey Sprite 19.95 {) MGA TWIN-CAM ..... 
Borgward Exhaust System, All Models.. 39.56 i. Peugeot 403 Exhaust System . 
]. Fiat 600 Exhaust System, All Models.... 19.95 Porsche, all models 
] Fiat 600, with sports manifold 3 H Renault 4-CV Exhaust System 
_] Fiat 1100 Exhaust System \ Renault Dauphine Exhaust System 
] Fiat 1200 Sedan L) Simca Aronde, All Models . 
(_] Jaguar 140M, 150, 150S. .... () Volkswagen, 1955 and earlier. 
TF SI SG asia is caskacintinnnsnseqeestiplianadieioils 79.50 ( Volkswagen, 1956 and later 











An Owner’s 
Eye View 
Of The 
Herald 





from page 41 
remove a plug from each lower steering 
swivel, fit a nipple (having remembered to 
buy one first), and gun oil in. At 12,000 
mile intervals the same goes for the steer- 
ing box, water pump and back hubs. True, 
a single nipple, procurable for a penny or 
two, will do all these operations, but you 
do have the trouble, such as it is, of 
swapping it around between squirts. 

In another department, viz, frost pre- 
cautions, Triumph seem too modest to 
claim credit for a service you get for free. 
My Herald, anyway, came with full 
strength antifreeze in its cooling water, 
though the handbook implies you have 
to buy it. Again, according to all the refer- 
ence sources I’ve consulted (which don’t 
include the promised Repair Manual be- 
cause it hadn’t become available when 
this was written), there are no fuses in 
the electrical system. Beating the bushes 
behind the dash, ‘I came up with one fuse. 
It’s in the lighting circuit but I don’t yet 
know which lamps it ties in with. 

The water thermometer doesn’t have 
degree calibrations, its scale being marked 
“C” for cold at full left, “N” for normal in 
the center, “H” for hot at right. If your 
Herald shows a steady reading about half- 
way between N and H under medium to 
hard driving conditions, don’t worry. Mine 
does too. I had my Triumph dealer check 
it against a calibrated instrument and it 
turns out this needle position denotes 80 
deg. C, which of course is about right. 

Two more points about the instruments, 
which incidentally are by Jaeger, the top 
name for quality in their field:—1) The 
speedometer is almost uncannily steady, a 
valuable asset if you want to do a Wilder 
and take acceleration timings against a 
stopwatch. 2) The fuel contents gauge 
errs on the pessimistic side, so you still 
have quite a mileage to come when it 
says the tank is empty. Actually there is a 
reserve jigger in the system, but as neither 
the control itself (in the trunk) nor the 
instructions for locating and working it 

(under the hood) are visible from the 
driving seat, a stranger to the car can 
easily overlook its existence. The Owner's 
Manual doesn’t mention it. 

Gas capacity, at 8.4 U. S. gallons, is 
about average for small European cars, i.e., 
about averagely inadequate. I have a silver 
cup I’m going to present to the first filling 
station attendant who doesn’t put the filler 
cap back on cockeyed; an elusive knack, 
this. But at least you can’t lose the cap 
because it’s hobbled by wire. 

Engine starting is always instant and 
I’ve never used the choke yet, even mo- 
mentarily. Another good feature Triumph 
leave the customer to discover for himself 
is the idle speed setter incorporated with 
the choke; initial movement of the control 
knob hastens the idle without richening 
the mixture, so you can get a desirably 
fastish tickover while closing the garage 
and ducking back for things you've for- 
gotten. Warmup rate is very fast, so the 
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heater comes into effective action without 
delay. Untypically, the 1959 British sum- 
mer has been too hot to operate the heater 
in any way but experimentally, but 
dummy runs have sufficed to show this 
equipment on the Herald is really effi- 
cient, with an output that promises to be 
ample for colder winters than England’s. 
The screenwash works extremely well too; 
it’s the direct-control type that gives you 
one squirt for one push on the button, 
and pro rata, no more and no less. 

A source of irritation during the first 
2000 miles was a small symphony of 
squeaks from the suspension pivots, which, 
in line with Triumph’s policy of cutting 
down on lubrication points, have nylon 
and rubber bushes. I cured this at first, 
but only temporarily, by watering the 
joints (rain would probably take care of 
it in normal British weather) ; but a more 
lasting remedy, which incidentally was 
gleaned from the Tourist Trophy Garage 
at Farnham, England, famous through its 
Mike Hawthorn associations, is to use 
brake fluid instead. This, with its potent 
penetrating properties, really gets inside 
the bushes and considerably lengthens the 
treatment intervals. 

When it comes to the fundamentals of 
performance and roadability, it’s hard to 
know where to start and where to leave 
off. At the first chance, SCJ will doubtlessly 
run a full road test report on the Herald, 
and I’ve no wish to poach on this preserve. 
On the other hand, as readers may have 
some months to wait for the professional 
critique, till then maybe an amateur eval- 
uation will be better than nothing. 

On almost every count, the results 
vindicate Triumph’s enterprise in adopt- 
ing all-around independent springing. 
True, they’re twenty years behind the 
German competition, and over a decade 
behind the French, in embracing this prin- 
ciple, but at least they’ve set a long over- 
due example to their technically timid 
British rivals. 

Suspension and steering characteristics 
strike an outstandingly successful com- 
promise between ideals that it’s notorious- 
ly hard to reconcile, specially on a wheel- 
base as short as the Herald’s 9114 inches. 
On the one hand, road holding and corner- 
ing qualities hit a standard that leaves 
the live-axle opposition for dead, or any- 
way dying, and compares very well with 
continental contemporaries combining a 
swing-axle back end with rear engine 
placement. On the opposite hand, under 
conditions least favorable to the Triumph, 
viz, traversing poor surfaces at low to 
medium speed, the ride is flatter and at 
least as comfortable as the best cart-sprung 
cars of similar weight and wheelbase, 
while at high speeds and on smoother 
pavement it is positively brilliant. Over- 
steer, normally regarded as in some degree 
inescapable with swing axles, particularly 
when light loading allows the back wheels 
to assume positive camber, seems impos- 
sible to provoke. Pitch and roll are abso- 
lutely minimal, and the steering, by rack 
and pinion, is totally devoid of vice. With- 
out being heavy enough to be tiring on 
long drives, the tiller is perhaps hardly 
as light as you’d expect from gearing call- 
ing for 3.6 turns of the wheels from lock 
to lock; but this has to be related to the 
extent of the available lock, which is best 





expressed in terms of the car’s phenome. 
nal turning circle, namely 25 feet diam- 
eter. For a comparison, only one of the 
thirty makes reviewed in SCI’s world 
roundup of small and “compact” cars 
last May undercut 30 feet. 

The resulting manoeuverability in city 
traffic and tight parking situations has to 
be experienced to be appreciated, but it’s 
important to realise that on full lock the 
drive thrust is acting almost at right angles 
to the plane of the front wheels; so if you 
don’t watch out you can practically trip 
over your own tires. Also, in this steering 
attitude, one of the wheels slightly fouls 
the plastic curtaining that protects the 
engine room from road splash. 

Straight line tracking at all speeds is 
excellent and there is no noticeable sensi- 
tivity to sidewinds. Positive as the steer- 
ing feels, there is almost none of the kick- 
back ordinarily associated with rack and 
pinion mechanisms. On _ close pitched 
bumps and potholes the small wheels set 
up a not too obtrusive timpany that can 
be heard rather than felt. 

The best and sincerest compliment | 
can pay the Triumph, from the stand- 
point of general handling and amenability 
to male usage, is this: a longtime TR 
owner, I found myself mentally measuring 
the Herald for a TR3 engine before I'd 
put a hundred miles on the clock. Every- 
thing about its behaviour suggests that 
such a switch, giving around 107 bhp per 
laden ton, would exploit potentialities of 
a chassis design that are only halfway 
tapped at present, and certainly wouldn't 
overtax any facet in it. (This assumes, of 
course, the existing front/rear weight 
distribution could be approximately 
maintained) . 

Visibility and driving position — the 
latter subject in my own case to the “back- 
sliding”’ mod described earlier—are superb. 
In only one direction, three-quarters rear, 
where the outlook is obstructed by the 
hardtop’s unglazed area, is the outlook any- 
thing short of perfect. The dropped foot- 
wells give your feet and backside relative 
positions it would be hard to beat, elimi- 
nating that toes-on-a-level-with-your-break- 
fast feeling that is the penalty of many 
sports car and GT interiors. The seats 
themselves, although comfortable enough 
over moderate distances, are too short 
under the thighs, too shallow in the 
squabs, and don’t give lateral support 
-when cornering fast. The extra luggage 
hold cum occasional seat compartment is 
deceptive; the actual sitting-room is more 
spacious than most coupe annexes of its 
kind; so prospective adult passengers are 
liable to make the- mistake of thinking 
there’s ample space not only for their pos- 
teriors but also their heads. One guest of 
mine learnt his lesson painfully when, 
after crawling in there, he straightened up 
expansively and almost stunned himself 
on the low roof. 

Most British test reports have criticised 
the noise level inside the car, except when 
all windows are kept shut, and this is 4 
legitimate complaint. Sources of such 
noise are hard to analyse and separate but 
wind is one component, tire music another. 
Too, with the engine on the overrun al 
certain speeds, the transmission telegraphs 
a monotone through the rubber seated 
final drive unit. 
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The gear shift is light and fairly short 
in the throw, the synchromesh reasonably 
eficient. Bottom gear, at 19.45/1, is ab- 
surdly low, an insult to the capabilities 
of the engine. It could be three ratios 
higher without handicapping the car in 
any imaginable contingency, and_ this 
would also make it possible to close the 
scond/third and third/top gaps salu- 
tarily; these, for most tastes and needs, 
are over-wide at 4.58 and 2.07 ratios 
respectively. 

My Herald cruises comfortably at an in- 
dicated 65 mph, which, assuming the 
speedometer exaggerates to the same de- 
gree as those on cars issued by the makers 
for press test in England, means about 
62 true mph. Highest recorded speed to 
date, on the flat, was 80 mph, approxi- 
mating to a gospel 76 mph. 

Carefully checked from delivery date to 
the 2400 miles mark, gas consumption has 
been as follows:—First 400 miles, 30 mpg 
(U.S.); next 600, 31 mpg; next 400, 28.4 
mpg; next 500, 30.4; next 500, 32.3 mpg. 
The carb rampipes, incidentally, were fit- 
ted at the beginning of this last and best 
phase. 

Road speeds equal to around 3500 rpm 
in the various gears weren’t exceeded dur- 
ing the first thousand miles, whereafter 
the car has been driven hard most of the 
time and leniently practically never. Up to 
average in smoothness for a quantity pro- 
duced four, the engine has no noticeable 
vibration period. As long as proper use 
ismade of the idle speed setter mentioned 
earlier, it doesn’t dither on its rubber 
mountings when fired up following over- 
night repose. 

The honeymoon, after three months of 
Herald ownership, is over. The house- 
keeping phase, now solidly underway, is 
involving little loss of illusion, anyway 
on my side. With a mite of mutual tolera- 
tion, this has the makings of a matrimonial 
marathon. —gd & dm 
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SAAB's RECORD 


“” endurance classic 
in 8-hour “Little Le Mans” en 


AT LIME ROCK 


Photographed at Lime Rock, Connecticut, August 15, 1959 


SAAB-93B cars won Ist and 2nd 
in their Class! 


The same two SAABs beat all other 
cars in three larger Classes! 


Another great SAAB WIN... In the recent International Midnight Sun Rally 
in Sweden, SAAB cars won Ist and 2nd over-all. This is the first time in history 
that two cars of the same make have beaten all others in this famous competition. 


SAAB MOTORS INC. -: 405 Park Avenue, New York, N.Y. 
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Unobtrusive beauty with real protection for your 
Astin .alon tory 5 TMNT 














DISTRIBUTORS IN THE UNITED STATES 

S.H. ARNOLT, INC. CRANDALL-HICKS COMPANY 

2130 North Lincoln Ave., Chicago 14, Illinois 226 Worcester Turnpike, Wellesley Hills, Massachusetts 
BRITISH MOTOR CAR DISTRIBUTORS, LTD. GOUGH INDUSTRIES, INC. 
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5615 Pershing Avenue, St. Louis 12, Missouri 2824 White Settlement Road, Fort Worth, Texas 
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gear will be all but useless for anything 
but starting, even with synchromesh. Fur- 
thermore, if we spread the other ratios 
evenly they are too wide for a_ small 
high-revving engine with a narrow torque 
range. The usual compromise is to use a 
relatively close ratio between 3rd and 4th 
(for passing on the road), with progres- 
sively wider steps in the lower gears — 
often with a really wide gap between Ist 
and 2nd. 

The Jaguar gear ratios are very typical. 
They have three separate gearsets that 
will interchange in one basic box for all 
current models. Here are the ratios: 


Mark VIII, IX XK-150 34 
| 3.38 3.38 2.97 
2nd 1.98 1.86 1.74 
Sra ........ 1.37 1.28 1.21 
| oe 1.00 1.00 1.00 


Note that all these gearsets have a rela- 
tively close ratio spread between 3rd and 
4th, a bit wide ratio between 2nd and 
3rd, and a very wide gap between Ist and 
2nd. The heavy sedans, with lower-tuned 
‘ engines and a narrower speed range on 
the road (up to about 105 mph), use the 
wider ratios — with a big fat Ist gear to 
get the weight off the line. The XK’s have 
a much wider speed range on the road, 
but they are also heavy for a sports car — 
so must have a big first gear for acceptable 
standing-start acceleration. The ratio gaps 
here are intermediate. The gearing of the 
little 3.4 sedan is interesting. This car 
weighs very little more than the XK, uses 
the highly tuned 210 bhp engine, and will 
go 120 mph. The close-ratio racing gears 
from the type C competition model are 
used here. The bite off the line is pretty 
decent with the standard 3.77 axle, and 
maximum road speeds at 5750 rpm would 
be 70 mph in 2nd gear and 100 mph in 
3rd. 

Personally I don’t like this gearing for 
the 3.4. If you have a choice of gearbox 
ratio sets for your car, I would suggest 
wider ratios for the road, with a big Ist 
gear for dig. I’d use the XK-150 gearset for 
the road in both the XK and the 3.4, but 
for racing either one I'd use the close- 
ratio 3.4 set. 

Most racing circuits never require first 
gear after the start, but most gymkhanas 
seem to require little else. Since most 
boxes don’t have synchro on first, it’s 
necessary there to learn the touchy 
double-clutching technique, but I think 
your efforts will be well repaid in im- 
proved times. Remember, split seconds 
saved at low speeds knock more off your 
time than having a couple more HP at 
the top end on a straightaway. That goes 
for race tracks, too, for if you can dig from 
25 to 45 mph a bit quicker out of the 
corner, you'll have 3-5 mph headstart on 
your competitor all the way down the 
straight, which probably is of more use 
than 30 extra horses at peak revs. 

It goes double for the drag strip. About 
90% of your attention should be con- 
centrated on getting off the line and up 
to 40 or 50 mph in the least possible time. 
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This is where you beat the other guy. 
This calls for a big first gear and then 
some smart driving technique to use it 
without leaving a smoke screen and most 
of your tread on the starting line. Small 
foreign cars can utilize overall gear ratios 
between 20 and 30:1 — and even our big 
Detroit stuff can use 12 to 14/1. A lot of 
Chevy V-8’s are burning up the strips with 
5.12 rear ends and standard 2.94/1 low 
gears in the trans. That’s over 15/1. 

Lots of gear — that’s the answer for get- 
ting started. 


SHIFT POINTS 

If your tach is red-lined this its your 
shift point. You could probably get better 
times by going over the red line; but I 
can't advise it. On the other hand, if your 
engine is one that can be wound well be- 
yond the actual peak of the power curve, 
a whole new world of performance possi- 
bilities open up... 

Look at the graph in Fig. 4. We learned 
earlier that maximum performance is ob- 
tained when the engine is developing 
peak Hp; if the engine has to operate 
over a certain RPM range (depending on 
the gear ratio spread) the average HP 
over this range wants to be as high as 
possible. We get this by winding over the 
peak before we shift. In Fig. 4, if we 
shifted right at the peak in the intermedi- 
ate gear (63 mph) the road HP would drop 
back from 80 to 56. On the other hand, if 
we wind on out in this lower gear the 
HP drops off gradually to 67 at 73 mph — 
at which point we can shift to high and 
pick up its curve at 67 hp. This is the 
“theoretical” shift point. 

In practice Mother Nature fouls us up 
just a little. This is due to the effects of 
rotating inertia — or “flywheel effect” — 
of rotating parts of the drive line (fly- 
wheel, clutch, crankshaft, wheels, tires, 
etc.) . It requires engine torque to accel- 
erate these parts in rotation, and this 
torque is not available to accelerate the 
car in a straight line. The effect is as if 
you added dead weight — to the car. Fur- 
thermore, this rotating inertia increases 
radically in the lower gears; on a 3000-Ib. 
car with an overall Ist gear ratio of 12:1 
this rotating inertia is equivalent to about 
1200 Ibs. of dead weight. The effect of all 
this is to lower the optimum shift point, 
especially in the lower gears. The idea is to 
get up into the next higher gear very 
soon after you pass the peak of the power 
curve — and it’s just as good as throwing a 
couple of hundred pounds of weight out 
the window. 

This business is too complex to deter- 
mine exact shift points for all cases here. 
The truly optimum shift point will de- 
pend on many factors — gear ratio spread, 
overall gear ratio, shape of the power 
curve, tire size, flywheel weight, etc. The 
serious competitor can pin-point his shift 
in each gear with an accelerometer (a 
device that indicates instantaneous acceler- 
ation) . The optimum shift point is at the 
speed (mph) where the full-throttle ac- 
celeration, in say, 2nd gear has dropped 
off to equal its value at that same speed 
in 3rd gear. In high-performance cars, 
however, it is often difficult to read both 
the accelerometer and the speeds (or tach) 
simultaneously. 





In the absence of this kind of test, here 
are some rough rules of thumb: With close 
ratio spreads, shift about 5% above the 
power curve peak in the lower gears, and 
10% above in 3rd, red-lines permitting, 
For wide Detroit ratios (about 1.5:1) make 
that 10% above the peak in low, and close 
to 15% in 2nd. For instance, with an en- 
gine that peaks its HP at 5000 rpm, the 
shift in Ist and 2nd with a close-ratio box 
should be at 5250 rpm; in 3rd it would be 
5000. With a wide-ratio 3-speeder you 
could come out of low at about 5500 and 
out of 2nd at 5750. _ 


THE ENGINE AS A BRAKE 

No discussion of gears and _ shifting 
would be complete without mention of 
the down-shifting technique to aid 
braking. I’d like to clear up a widespread 
misconception; the idea that engine com- 
pression is doing the braking. Nothing 
could be further from the truth. With the 
throttle closed, the compression and com- 
bustion pressures in the cylinders are so 
low they wouldn't stop a tricycle. What is 
actually stopping us is internal engine 
friction and pumping loss on the suction 
stroke. Think about it a second. Engine 
friction is almost as great when coasting 
as when pulling under load, and it shoots 
up rapidly—roughly as the square of the 
rpm. And don’t forget that, with the 
throttle shut, the pistons are pulling 
against a vacuum of some 12 psi on the 
suction stroke. The two losses add up like 
crazy at high RPM. For example, a typical 
two-litre 6-cylinder with square stroke/ 
bore ratio, turning 6000 rpm, would have 
a friction HP loss of around 75—and a 
pumping loss of another 11 hp. That's a 
total “overrun” braking effect at 6000 
rpm of some 86 hp . . . and at 100 mph this 
would be equivalent to a retarding force 
of over 350 Ibs. at the rear tires! This is 
what does the braking—not compression. 

This engine braking is so large that on 
many sports-racing cars, where the disc 
brakes are more than ample, such as the 
Lotus, it is advisable to avoid it, at least 
at high revs. Why? Because the powerful 
brakes can, if front-rear distribution is 
correct, be right on the verge of locking 
up all the wheels. Any gratuitous braking 
from the engine that did lock them would 
be most unwelcome. 

But in road type cars, the braking can 
generally be assisted to good effect by the 
reluctantly spinning engine. The mai 
thing you have to watch when down-shift- 
ing is to not over-rev. Down-shift points 
should be carefully pre-determined of 
paper before you go racing. It’s vety 
simple: Just divide the red-line RPM by 
the transmission gear ratio. For instance, 
if your red line is at 6200 rpm and the 
ratio spread between, say, 3rd and 4th is 
1.38:1, the down-shift point in 4th gear 
would be 6200/1.38 = 4500 rpm. In other 
words, if RPM has dropped to 4500 in 
4th, when you down-shift to 3rd the Trew 
will rise to exactly 6200 rpm. Cautiot 
Learn to blip with the throttle as yout 
down-shifting, to take some of the load of 
the synchromesh. Continual sloppy dow 
shifting can clobber the best boxes. 

Now if you can figure how to go 500 
rpm over the red line and keep everybody 
happy you’ve got it made! —th 
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far wrong in this car. Really fast circuitry 
was out of the question as it had rained 
the night before and the lower part of the 
circuit was marred by streaks of dried 
mud, including just those points where 
one wants to apply power coming out of 
a turn. The upper part of the course was 
clear though, so some appreciation could 
be gained of the car’s fantastic cornering 
ability. On the banking the only limita- 
tion seemed to be the fact that the car 
bottomed at about 4700 revs or about 90 
mph in high gear. We found that we could 
accelerate off the banking and be hitting 
7000 rpm within a quarter of a mile. So 
effective was the car on the clear portions 
of the circuit that we and later Ross and 
Broadley could get around the circuit in 
fair Lotus and Elva times despite the poor 
condition of the track lower down. 

Both Eric Broadley and Ross had said 
the car understeered, particularly at lower 
speeds. It did indeed, thanks to the rear 
end “tune” and the new, stiffer springs 
Broadley had brought along, but not to 
the extent claimed. This is a car that is 
meant to be driven fast and it should be 
so driven. At slow or even medium speeds 
it definitely tends to “push” the front 
wheels. 

Because of warnings from Ross that a 
spin was a sudden thing and occurred 
without prior notice we were content at 
first to drive the car at the point where its 
feeling of understeering was wholly gone, 
going no further. Experience with other 


cars in which early understeer makes a 
sudden transition, sending the tail out 
viciously at the last moment made us a 
bit cautious. We needn’t have worried. 
Broadley‘s latest springs seem to have 
cured the sudden breakaway. Toward the 
end of the day we found ourself whipping 
around the few clear corners and faster 
bends with the tail hung safely out in the 
breeze and without that “oops, Ooops, 
OOOPS!” feeling that all too many cars 
engender at such moments. We had the 
feeling that there was still quite a bit left 
before things came unstuck and that there 
would be warning enough before it hap- 
pened. We also had the humble feeling 
that we could use much more practice if 
we were ever to get everything out of the 
car that the Broadley had designed into it. 

One of the nicer aspects of the Lola was 
the absolute stability of the car at top 
speed. Some of the English lightweights 
have a tendency to “hunt” or feel unstable 
at any speed above 100 mph but not Lola. 
Where the car is pointed it goes, with no 
tendency to wander. Things do get a bit 
light at 7000 rpm but it’s nothing one can’t 
cope with. 

There is a right tool for every job and 
Mr. Broadley’s Lola seems to be the right 
one for racing Class G Modified. Anyone 
with $6000, give or take a few, and a burn- 
ing desire to run G modified can find Al 
Ross at any Midwestern SCCA National. 
His is the blue car that just won. Eric 
Broadley can be found at 9 Napier Road, 
Bromley, Kent, England during the week. 
On weekends he too can be found at the 
nearest race meeting. His is the silver car 
that just won. —jpc 
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4 Ed Cole’s 


Corvair 
y from page 30 
COMBUSTION CHAMBER 


Viewed in profile the chamber looks 
like a pure wedge-type, with inclined 
valves, but its roof is actually slightly 
crowned because of a small but definite 
angle between. the intake and exhaust 
valves. This angle is in turn dependent 
on the valve gear arrangements. 
Following the VW tradition of 


mild tuning in relation to displacement, 
the valves are very small: 1.340-inch intake 
and 1.240-inch exhaust. They seat on in- 
serts of cast nickel steel for the intake 
and cast chromium steel for the exhaust, 
and they’re placed well to the sides of the 
combustion chamber to allow a bridge 
between the valves so broad that it can be 
supplied with its own direct finning and 
cooling air passage. Head finning above 
the chamber proper is concentrated almost 
exclusively around the exhaust valves and 
their guides. 

Single valve springs, identical for all 
valves, close them while the familiar Chevy 
stamped rocker gear handles the opening. 
Of 1.57:1 ratio, the light rockers are 
pivoted from extensions of the nuts that 
hold the head down against the lower row 
of studs. Four long studs are spaced 
around each cylinder, those at the bottom 
of the engine being slightly closer together 
to allow them to help out with the 
rockers (top and bottom spacing was 
identical on the prototype engines) . Tubu- 
lar steel push rods function as on the 
V8’s to carry oil to the rocker gear, and 
are surrounded by O-ring-sealed tubular 
housings which return oil to the crankcase. 

All problems of changing clearance with 
expansion are sidestepped here by the use 
of hydraulic lifters as standard. Placed 
directly below the crank, the cast iron 
camshaft runs directly in the aluminum 
crankcase at four journals. The lifter bores 
are horizontal and very close together for 
each cylinder, to allow room for all the 
cams that had to be accommodated. 
Though all the intake cams are separately 
formed, it was found possible to save ma- 
chining time by using only three very 
broad exhaust lobes which actuate two 
lifters each. 

Valve timing is as follows: 





Intake Exhaust 
Opens 15° BTDC 59° BBDC 
Closes 37° ABDC 13° ATDC 
Duration 232° 252° 
Overlap a 
Lift 0.360 in. 0.360 in. 
_UBRICATION AND COOLING 


A helical steel gear at the flywheel end 
of the crankshaft, just outboard of the 
No. 4 main, drives the camshaft through 
a cast aluminum gear. At the other end of 
the engine is a deep aluminum casting 
which adds rigidity to the crankcase. It 
carries the aft engine mount and crank- 
shaft oil seal and houses the gear-type oil 
pump. This latter is driven by the bottom 
extension of the distributor drive shaft, 





which angles across the back of the engine 
and is driven by the crankshaft through 
a spiral gear set. Maximum oil pressure of 
35 psi is reached at 2000 rpm and is 
limited to that figure by a spring-loaded 
relief valve. 

After oil leaves the pump it passes 
through a full-flow oil filter, which will 
be bypassed only if the pressure drop 
through it exceeds 10 psi. If its tempera- 
ture is higher than 160° F., it then flows 
through an oil cooler nestling at the left 
rear corner of the engine, relatively far 
from the cooling blower. Somewhat pessi- 
mistically some prototype engines had two 
long oil coolers placed along both sides of 
the blower. Two main oil galleries serve 
the lifters as well as the cam and crank 
bearings, the lubricant finally returning to 
the shallow pressed-steel four-quart oil 
pan. 

Both centrifugal force and engine vacu- 
um advance the Delco-Remy distributor, 
which fires 14-mm AC plugs of type 44-FF. 
At first glance the plugs look hard to reach 
but they’re actually close to the generous 
openings in the cooling shroud, and 
should be more serviceable than those of 
most U.S. V-8’s. The upper cooling shroud 
could be a very simple stamping because 
the ingenious fan arrangement worked out 
by Chevy engineers did away with the 
need for diffuser vanes. Placed horizon- 
tally on a ball-bearing mount atop the 
engine, the centrifugal blower is 11-inches 
in diameter and has 24 vanes. Spinning at 
1.58 times engine speed it can deliver 1800 
cubic feet per minute at 4000 crankshaft 
rpm, while taking up a minimum of space. 
Temperature is regulated by a ring with- 
in the blower intake which is raised and 
lowered at the command of a thermostatic 
bellows. 


How to drive this flat-placed fan might, 
of course, have blocked progress without a 
little “imagineering” oh the part of the 
G.M. research crew. An ordinary notched 
fan belt does the job by allowing itself to 
be bent over two transfer pulleys high at 
the back of the engine. The left-hand 
pulley is called upon to drive the genera- 
tor at a rapid 2.3 times engine speed 
while the right-hand one is an adjustable 
ball-bearing-mounted idler. Between these 
pulleys protrudes the oil filler and the fuel 
pump, which is driven directly by a push 
rod and a conical cam on the crankshaft. 
Since it oscillates twice as fast as an ordi- 
nary fuel pump its stroke is proportion- 
ately shorter. 


MANIFOLDING, IN AND OUT 

Twin Rochester carburetors are featured 
on the Corvair engine, designed especially 
for this job. They’re single-throat units, 
with a cluster of four radial tubes replac- 
ing the usual secondary or booster venturi 
within the main venturi. Chevy reports 
that this is “more effective with the rela- 
tively slow gas velocities developed with 
the dual carburetors and small displace- 
ment engine.” They mount atop manifolds 
which were split on experimental engines 
but which are now cast integrally with the 
cylinder. heads. 

One of the mechanical disadvantages of 
a twin-carb layout on an opposed engine 
is minimized on the Corvair by placing the 
automatic choke at the air entry to the 
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single air cleaner which feeds both carbs 
through rubber hoses, buttressed against 
collapse by coiled wire inserts. ‘The cleaner 
itself is novel too, having a spongy poly. 
urethane element soaked with oil. 

As cast in the head the exhaust ports are 
very short. They’re extended downward 
away from the finned region by short stee] 
pipes which are pressed into the ports to 
stay. Cast iron manifolds are clamped up 
against these stub pipes by three clamps 
each, and exhaust forward into Pipes 
which curve around to the cylindrical 
reverse-flow muffler hung along the right 
side of the engine. A lot of muffling had 
to be and in fact was accomplished in a 
restricted space. 

No horsepower figures have been an- 
nounced as this is being written, but 
they’re likely to be in the region of 8 
bhp at 4600 rpm, naturally using regular 
gas. The emphasis is definitely on smooth 
running and reliability, enhanced by 
starkly rugged design and the extremely 
short stroke. As the engine is mounted it’s 
sealed off from the Corvair interior both 
by the insulated firewall and by the 
shrouding of the air-cooling system, with 
the result that virtually all noise is left 
behind. The much-maligned “air-cooled 
sound” is evident only when decelerating 
from high engine speeds at closed throttle. 
The air cooling wasn’t finalized until a 
lot of dyno time had been logged with a 
standard 1600 Porsche engine, so that's 
likely to be in good order. 

As might be expected Zora Arkus-Duntov 
already has a special camshaft and modi- 
fied cylinder heads ready for the Corvair, 
but it’s unlikely that they’ll be utilized 
until the model has proven itself com- 
mercially. Corvette-type versions of the 
car are an even longer way off. 


AUTOMATIC TRANSMISSION 


Interestingly and logically, it was origi- 
nally intended to market the Corvair with 
automatic transmission only. Above all the 
car is intended to be a practical machine 
for transportation, especially in crowded 
urban areas, which means that it should 
be as easy and simple to operate as pos 
sible. Automatics, especially at GM are 
now developed to the point where their 
efficiency and simplicity are at acceptable 
levels for vehicles designed with economy 
in mind. The general arrangement of the 





Corvair automatic box had in fact bee? 
laid out and tested long before the Chevy 
program began. Why is a standard shift 
also available now? Partly, it must be at 
mitted, because performance and mileag? 
didn’t come quite up to expectations with 
the automatic, but overwhelmingly be 
cause Ford and Chrysler decided to g¢t 
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into the act too, forcing GM to engage 
in radical cost-cutting to meet this unex- 
pected competition. 

Driven by the crankshaft through a 
flexible plate is the three-element torque 
converter of ten-inch diameter giving a 
torque multiplication at stall of 2.6 to 1. 
Its input and output shafts are right on 
line with the hypoid pinion of the final 
drive, which is straddle-mounted above 
the differential; the drive goes forward 
from the engine and converter through 
the hollow or “quill” pinion shaft into the 
planetary gearing within its aluminum 
case. A compound planetary gear set is 
controlled by clutches and bands to supply 
a 1.82 to 1 reduction for low range and 
reverse, and eventually sends the drive 
back- forward to the final drive pinion. It 
was found possible to make use of such 
parts as the front and rear oil pumps, 
governor and planetary gearing from the 
Chevy Powerglide and Turboglide boxes. 
Weight of the automatic installation is 
only 53 pounds more than that of the 
standard gearbox. 

The same cast iron final drive casing and 
differential gearing is used for both gear- 
boxes, and also houses the speedometer 
drive gearing which is machined on the 
pinion shaft. Traction is so outstandingly 
good (I couldn’t drive an Impala over a 
soapy inclined plate that the Corvair didn’t 
even know was there) that no limited-slip 
differential option is even contemplated. 
Final drive ratio is a standard 3.55 to 1, 
with 3.89 an option if the standard gear- 
box is used. 

With the three-speed syncromesh box, 
a 91-inch clutch is used, along standard 
Chevrolet lines except that no cushioning 
springs are fitted to the hub of the driven 
disc. Chevy engineers have designed the 
heavy-rimmed flywheel in such a way that 
it “damps out vibrations and radial de- 
flections before they are transmitted to the 
drive line”. So fundamental an approach 
is essential in this close-coupled system, 
which has no long propeller shaft to soak 
up random jolts. 


SYNCHROMESH ON TWO 


Gearing and synchro from the standard 
Chevy transmission are used in a very 
clever way for the Corvair box, housed in 
an aluminum case which keeps the unit’s 
weight down to about 30 pounds. The 





gearbox is placed forward of the final 
drive, and the internal gearing is placed 
just as it would be if the engine were in 
front; that is, the countershaft drive gear 
set and direct-drive clutch are in the front, 
and the second gear set with its clutch at 
the back, next to the hollow shaft driv- 
Ing the hypoid pinion. The drive from the 


clutch reaches the front of the transmission 
via a long, slim shaft that extends all the 
way through the pinion shaft and through 
a hollow mainshaft. Besides allowing the 
use of many available parts, this layout has 
the advantage, claimable by no other rear- 
engined car, of a direct, locked-up top 
gear. 

To exploit the utilitarian aspects of the 
Corvair the countershaft drive gear ratio 
was changed, unfortunately to lower the 
second and first gear ratios as compared 
with the standard Chevy box. This is un- 
fortunate from the over-the-road per- 
formance angle, since as geared the Corvair 
is hard pressed to do 50 in second — a 
ratio in which a car of its power and 
weight should be able to do some serious 
passing work. Using the handy floor shift 
lever with only moderate vigor a 0-60 time 


‘ of 17.5 seconds was obtained, with two 


aboard. This relates as expected to a time 
of 18.4 seconds for an automatic-equipped 
car, which makes the shift from low to 
high at about 45 mph and can be kicked 
down to low at any speed under 40. The 
automatic’s dashboard control lever is ac- 
cessible and easy to operate. 


WAS TUCKER RIGHT? 


Before this cycle in the development of 
the American car is complete, somebody 
is bound to protest either in print or in 
private that GM has stolen poor Preston 
Tucker blind. It’s true that the general 
layout of the Corvair resembles the one 
that Mr. Tucker chose for his batch of 26 
Franklin-powered, Cord-geared “produc- 
tion cars’, but Tucker didn’t even have 
the good sense to leave the Franklins air- 
cooled. There is probably more engineer- 
ing in the rear swing arm of the Corvair 
than there was in the entire Tucker car 
(with apologies to the few good men 
whose names were intertwined with that 
promotion). Enough of that line of thought. 

Like rated power, price is also up in 
the air as this is written, but it’s well 
known that the Big Three are aiming at 
“sticker prices” of under $2000 for their 
smaller cars, which infers a base price on 
the order of $1750. If they can do this, 
it will be a real accomplishment and a 
credit to Detroit’s production know-how. 
It will also strike right at the heart of the 
imported car market in the U.S., which is, 
after all, what Detroit is counting on. If 
this mammoth gamble is to pay off, it 
must cut into the buyer pool created by 
the imports; it cannot draw deeply from 
the manufacturers’ existing lines. More 
than ever, the future for the imported car 
will be the very specialized vehicle. 

Does SCI like the Corvair? Yes, with the 
important reservations quoted above. It 
is a veritable technical orgy, and a prom- 
ising basis for a long and useful develop- 
ment life. But most of all it personifies 
what we feel is important in the field of 
automotive safety: its fine steering and 
stable braking restore to the driver of an 
American car the kind of honest and pre- 
cise control over his vehicle that he has 
had to do without for some three fast- 
moving decades. It has live nerves and 
quick reflexes that are worth more than 
all the seat belts and crash pads in the 
world. In the bargain, it’s sparkling fun 
to drive. whl 





YOU CAN SPONSOR 
YOUR COUNTRY’S 
FIRST ALL AMERICAN 


i. ao f 


CAMORADI U SA 


Outstanding U.S. drivers competing in 
World Championship Grand Prix and 
sports car races throughout the world. 





Help your team capture top honors in 
U.S. and foreign events. All money from 
memberships, purses and other sources 
administered by C. P. A. audited, non- 
profit corporation. Funds used to support 
team and provide benefits to members. 


MINIMUM $5 CONTRIBUTION 
ENTITLES YOU TO: 


TEAM SPONSOR 





Founders 
Membership 
Card ach 





Handsome 
3-color 

Decal for your 
own car 


Subscription to 
GRAND PRIX 
The International 
Motor 

Racing Gazette 


Articles and pictures on racing, 
interviews with drivers, race results, 
model development and more. 
Current team entries in 
Nassau Trophy Races and 
U.S. Grand Prix at Sebring. 


MAiL COUPON TODAY — BE A FOUNDER 


aQane nee ee = = = @ 


CAMORADIUS A 


P.O. Box 734 / So. Miami 43, Fla. 


Please enroll me as a Founding Member. 
Mail my card, decal and magazine. 
l enclose $ 


Name 





Address 





City State 
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anyway — that part of the fun would ob. 
tain from deceiving uninitiated specta 
, p tors into the notion that we were racing n 
ACCESSORIES Monzetta a Ferrari. “ 
Rh 2 Reiners mee eer mane to <a el 
just of f the press! . except junk the whole project which we : 
none of us would admit to the slightest considered. So, abandoning our dream in 
BAP ACCESSORIES misgiving. We drank several more cans of favor of a lesser one, we tearfully cut the “" 
beer, picked up parts, peered at them, put proper holes and told ourselves that it 0 
illustrated CATALOG them down, picked up others, and called gave the machine a savage look. : 
it a day. Recompensing for this disaster by in- a 
for imported cars Next sEPRCED we went at the os _ stalling a first class racing steering wheel Ms 
ica a ° earnest. A discussion of race strategy lastec and two magnificently upholstered seats, od 
limited ee available! until noon, then we had a leisurely lunch we worked * plindly -— another _ three 7 
Over 120 illustrations of new ac- and, around 3:00, rolled up our sleeves. months. By now we were feeling like vet- ( 
cessories manufactured to our The first discovery was not joyous. Either eran mechanics, it goes without saying: 7 
own specifications in Europe and the frame did not fit the body or the body modifying the cam, installing a special : 
the U.S.A. New luggage racks— did not fit the frame. Ray was the first to oil cooler, re-mounting the generator, etc, , 
full length pedal pads—-MGA li- laugh it off, explaining, out of his years of At last it began to look like a car. Not the ¢. 
cense brackets—Morris grill engineering experience, that obviously we beauty we'd imagined; perhaps, but, as } 
guards, Mirrors, Racing Helmets would have to lengthen the body or John commented: “If it isn’t going to be : 
and Belts, etc. Accessories for shorten the frame. It seemed logical. So pretty, by Heaven it’s going to be fast!” . 
British, German, French, Italian we took the frame and had it shortened But, ‘truth to tell, we weren't too sure of hi 
cars—complete prices and five inches and narrowed four. That it that, either. i 
descriptions. came very close to fitting filled us with Still, on we labored. And as the moun- “4 
DEALER INQUIRIES INVITED enormous satisfaction, Dave, by dint of his tain of beer cans grew, the mountain of p 
SAP citalee tee oni 25¢ photographic experience, was elected head parts diminished; until, to our collective - 
money refunded first order welder, and within no more than three astonishment, we found one day that we te 
SR EE ae eee months, we had most of the brackets, had finished. “ 
| Enclosed please find 25¢ for a copy of BAP sausage — anne attaching esis fas- Dave, for ne natnlgtenpeire acai st: 
| Accessories Catalog tened. What was lacking in professional endeavors, was given the privilege of start- at 
I polish was more than compensated for in ing the engine for the first time. A spectral sf 
IOI a ast hese cesshitny sn sSusaatiat cy cbaleusp react aeee I bulk. Each weld was the size of a clenched silence fell upon us. Like soldiers who had } 
I fist, and this gave us great confidence. fought a long and desperate war and 
ee oe ae i OE ee ee | Ain sapnedie satier eee “tiles Scie icmadiinis omental. So AG q 
: z ned OC ound themselves unprepared for Armis C 
| COREE OE oe) era | Ritch dropped by at that point in the tice, we blinked foolishly at one another. J 
r I proceedings and, finding himself bemused Dave slid into the cockpits. He depressed | y, 
r BRITISH AUTO PARTS _ Dep. sci | by our operation, helpfully described the accelerator pedal. He reached out a 
1310 Folsom St., San Francisco | what we were doing. For the technically trembling hand. ; ec 
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NEED FOREIGN PARTS... ? 


Replacement parts for over 
40 makes carried in stock. 
Only parts house in the 
Southwest devoted exclu- 
sively to foreign parts. 


OVERNIGHT DELIVERY 
TO ANYWHERE 


SOUTHWEST 


IMPORTED AUTO PARTS 


1810 Texas Ave. Houston 3, Texas 
CApitol 7-4264 


minded, I shall quote him, briefly: 

“The completed frame weighs less than 
75 \bs., is sufficiently rigid to sustain the 
independent suspension favored by Pan- 
hard and accepts the stock rear end. The 
rear axle torsion bar unit from the Pan- 
hard roadster bolts right on. The 
front end is a different story. A Fiat-style 
upper and lower transverse spring set-up 
provides independent front suspension. 
Sliding collar half-axles, with three U- 
joints per side, connect the transmission- 
differential combo to the wheels . . .” 

All of which is doubtless true. At any 
rate, it was necessary for Dave to quit his 
job and work six to twelve hours every 
day to accomplish the above, and on the 
fourth month it must be admitted that 
tenacity had replaced enthusiasm. Between 
the golden hills of empty beer cans and 
the black hills of engine parts, we moved 
like damned souls doomed to work at a 
jig-saw puzzle for eternity. 

One of the greatest disappointments 
came when we discovered that the engine 
compartment would not, could not accom- 
modate the engine. It rose hideously four 
inches above the hood or bonnet line, and 
all of our piety or wit could erase an 
inch of it. The best answer, of course, was 
to have foreseen the difficulty in the first 
place. Now, to retain the smooth Ferrari 
line, we would have to tear everything 
down again and, to all intents and pur- 
poses, start from scratch. Which, of course, 
was unthinkable. Yet ruining the effect of 
our car by allowing great metal chunks to 
extrude was equally unthinkable. For one 
thing, everyone would know it wasn’t a 


A cough. A grinding. A wheezing. Then: 

It started! We shook our heads in dis- 
belief. It actually started! 

That was to be one of the last unal- 
loyed moments of joy we ever felt regard- 
ing the car, though of course we didn't 
know it. We did insane dances, listened to 
the ear-shattering pierce of the exhaust, 
and forgot the months of labor. 

First test was to be held on the old Han- 
sen Dam course. It had been locked 
against the public, but we were shrewd cus- 
tomers. Lifting the chain and driving be- 
neath it was the work of a moment. A 
couple of hours sufficed to set the carbure- 
tors. Then Dave took off for the first lap, 
experiencing a certain difficulty with the 
horizontal-H-pattern Panhard gear-change. 
John and Ray and I stood there, in the 
sun, watching the car flick around tum 
one and out of sight, and we were humble 
and silent. 

So, as it happened, was the car, shortly 
thereafter. One lap had rendered first and 
second gears unusable, and the timing was 
off. Unconvinced, I took it for a spin, tried 
to shift into second, and returned with 
the gear-shift in my hands. It had broken 
loose completely. We couldn’t do much 
else that day, so we left, basically pleased. 

The following week saw modifications 
to the gear-box, switching it to the normal 
vertical-H pattern, and an unsuccessful 
search for a more substantial cover-plate. 
The one I'd cracked was of pot-metal, but 
Panhard apparently had not anticipated 
such displays of animal strength, for pot: 
metal was standard for the part. We 
tacked on some rubber and told ourselvés 
to be gentle. 











' Ferrari. And we freely admitted — / did, 
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More experiences at Hansen Dam, cor- 
recting timing, getting the carburetors 
set, etc. Once we managed to complete an 
entire lap. 

Then... our first race; at Santa Bar- 
bara! The gear-shift was still showing a 
rather distressing tendency to pop out of 
third still the only workable gear — 
and we could not seem to get the beast to 
fire on both cylinders; but these were 
trifles. Had we not lapped Hansen as fast 
as the third place under-fifteen-hundred 
cc car in that venue’s inaugural event? 
(No, we had not.) However, nothing 
daunted, we mailed in our entry and 
further alienated our wives by discussing 
race strategy until the small hours. 

It was decided that Dave would drive on 
Saturday, in the qualifying event. Then 
on Sunday I would take it for half-dis- 
tance and turn over either to John or Ray, 
who would flip a coin. We would not push 
it at all. We would simply cruise about, 
get to learn the undoubtedly peculiar 
handling characteristics of the front-drive 
Panhard, and otherwise go about things 
intelligently. Certainly we would not try 
to win a trophy, or (horrors!) beat any- 
one. 

It is difficult to record with any real 
accuracy the glee we felt at technical in- 
spection. Despite the junk sticking lewdly 
out of the hood, several people did in- 
quire if it was a Ferrari. Crowds gathered. 
Conversation buzzed. Crosley drivers feign- 
ed disinterest. It was swell, even though 
we couldn't manage to fire up the engine. 

Equally swell was Saturday at the 
course, before practice. We were neat as 


British waiters in our uniforms, and our 
car — which we had decided to call a 
“Monzetta” — was attracting a most grat- 
ifying amount of attention. Also, as things 
turned out, it was very nearly as loud as 
the 4.9 Ferraris and 3.0 Maseratis. 

We watched the production cars line up 
for practice and fought our sudden terror 
by polishing he Monzetta’s hood. Finally 
it was time, and Dave — the look of eagles 
in his eyes — hopped in. We pushed him 
to the grid. He started. He came around 
once. He came around twice. Then he 
did not come around. 

Ihe car had stopped running. We got it 
back to the pit and fiddled with it and 
got it working in time for the race. Again 
Dave took off. Two laps later he drifted 
in, silently, and we examined the situa- 
tion and found nothing more serious than 
a blown engine. Specifically, a piston had 
disintegrated, covering the interior with 
a fine metallic dust. 

Ray replaced the bonnet, slowly, as one 
would close a coffin lid, and said: “Well, 
we've got to get the bugs out, you know.” 

Many weeks and several hundred dol- 
lars later, we entered a race at Paramount 
Ranch. Paramount Ranch has been de- 
scribed as a “fun course” and it certainly 
is that, provided your notion of fun is 
going at incredible speed between rows of 
trees, under bridges, and around chasms, 
with one tiny slip consigning you without 
adieu to eternity. Happily, it was John’s 
turn to start things off. Beginning from 
dead last position, he had managed to 
pick off three cars when, on lap three, 
swooping under the bridge, the gear lever 





THE LARGEST CORVETTE DEALER 


North or South, pick your Corvette from 


the largest selections in the Eastern U.S. 
All colors and options, including fully 
Consult with Don 
Allen's Corvette Specialists before you 


powered automatics 


choose your competition modifications 
® Deferred Payment Facilities 


e All Cars Taken in Trade 


SALES, PARTS & SERVICE 
Northern Headquarters 
GENERAL MOTORS BUILDING 
New York City 
Southern Headquarters 
2050 N. MIAMI AVENUE 


Miami 
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You’re so busy watching the road, checking the 
tables, and punching the time piece, that it wouldn’t 
be too surprising if you ended up in another county 
—or even in another country! 


Your “get lost” problems can now be ended, once 
and for all, with the Kearfott Rally Computer. 
This precise computer will keep you on-course with 
a minimum of effort, and no confusion. And you 
know it’s accurate because Kearfott’s reputation 
as a designer of navigation systems for missiles 
and aircraft stands behind it. 


You get these exclusive features: 


e It adds any average speed vs time to give you distance traveled. 
e It subtracts any off-course errors without disturbing computations. 
e It displays TS & D data on large, easy-to-read counters— 


0.01 MPH, 0.01 mile, 1 second increments. 
———_-- e It simplifies average speed changes, eliminates zeroing odometer and 


time pieces — no requirement to stop. 
e It’s accurate — zero error at 30 MPH. 
e It’s available — for immediate delivery. 
e Price—$250.00 complete, fits any 6 or 12 volt system. 
e Dimensions — 9%” long, 6” wide, 4” deep. 












































Send check or money order, or write for additional literature. 
KEARFOTT COMPANY, INC., Department k-52-/, Clifton, N. J. 





t A subsidiary of General Precision Equipment Corporation 
Zz... . - i 
toO— t 
- A Midwest Office: 
23 W. Calendar Ave., La Grange, Ill. 
LU GENERA L South Central ar agg 
6211 Denton Drive, Dallas, Texas 
: earfott PRECISION West Coast Office: 
COMPANY 253 N. Vinedo Avenue, Pasadena, Calif. 
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ROYZE, INC. 
DIRECT IMPORTERS 
Original and Replacement Equipment 
Wholesale - Retail 





VW Axle Boot — Split-type, American-long- 
aa II sass on cscacansi crores $1.75 


Uni-syn Multiple 
Carburetor 
Synchronizer 

Uni-syn, an_ instru- 

ment for balancing 

multiple carburetors 
of any type, down 
draft or side draft. 
© Sturdy construc- 
tion °¢ Positive 
float readings °* 
© Fits all carbu- 
retor sizes ° En- 
thusiastically rec- 
ommended by users 
°* No adaptors 
needed. 

No C.O.D.’‘s — Price ppd. $9.95. 

Bosch Germany Automotive electrical equipment 

Schier ignition contacts * Carburetor Gasket Kits 

Engine Gasket Kits * Oil Filter Cartridges ° 

SWF windshield wiper equipment « 
Metric & Whitworth tools 
PLUS many other top brands 
Dealer Inquiries invited 
ROYZE, Inc., 1010 N. La Brea, Inglewood, Calif. 
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CYLINDERS 


THE hansa STATION WAGON 
FOREIGN MOTOR 
DISTRIBUTORS CO. 


6700 ALLENTOWN BOULEVARD 
HARRISBURG, PENNSYLVANIA 


Dealers inquiries invited for N.Y., Penna., 
Delaware, Wash, D.C., Md., New England & Conn. 














ENGLISH AM Car Radios 


PLAYMATE | SMITH RADIOMOBILE 


push-button manual & push-button 





Custom-built for the English cars 
Using Motorola transistors and American tubes. 
The best foreign radios at the lowest prices. 


SQUARE ELECTRONICS 


Wholesale and Retail 
150-60 Northern Bivd., Flushing, N. Y. 














NEW FOR RALLIES! 


A brand new rally aid. The Polart Rally Log helps 
you stay ‘‘on time’’ by giving you a specially de- 
signed form for keeping track of important data. 
Plastic bound book attaches to your clipboard. With 
complete instructions. $1.75 postpaid. 


POLART 


20115 GOULBURN AVE. DETROIT 5, MICH. 














DUAL CARBURETOR MANIFOLD KIT for 





"Reon Ss Se fF Wee a, 


e@ Uses stock Volkswagen Carburetors and air 
cleaners. 
@ Fits Volkswagen sedan, Ghia Coupe, and truck. 
@ $48.00 prepaid. Write for free brochure 
O. W. DIETZ ENGINEERING CO. 
P.O. Box 35, Harper Sta., Detroit 13, Mich. 











from preceding page 
came off in his hand and he found himself 
hurtling toward a hill. 

The Monzetta climbed the hill admir- 
ably, and rested from its promontory for 
the remainder of the race. Next day, my 
chance for glory was slightly diminished 
by a heavy rain and the loss of all gears 
save third, which had to be held in firmly. 
(We’d wired the plate back into position, 
welding being impossible.) One of the cyl- 
inders ceased firing after three rather fan- 
tastic one-handed laps and we retired, 
shaken, to the Coke stand. 

“Got to get the bugs out,” Dave said. 

Next race was at Pomona. We had taken 
the transmission apart and worked over 
every minuscule portion of it and were 
sure, now, that all would be well. 

Ray had starting honors this time, and 
our luck appeared to be on the upswing, 
for he completed practice and Saturday’s 
race, placing fourth in class. (He claims 
also to have frightened Shelby into a dra- 
matic spin into the three at turn six, but 
I can’t quite see how that could have been, 
as the Monzetta was half a lap behind at 
the time.) On Sunday, however, the en- 
gine blew again. Sky-high. 

It goes without saying, I trust, that the 
original budget had been somewhat over- 
shot by now. It had, in fact, been doubled. 
But we were not defeated. Giving the next 
couple of races a miss, in order to be- 
come re-acquainted with our wives, we 
entered again at Pomona. 

It was the scene of the Monzetta’s sole 
achievement. Having crashed into a hay- 
bale during practice, Dave did not think 
that the car ought to be allowed to run; 
but we patched and pounded and per- 
suaded, and he changed his mind. Starting 
from a poor position in the field, he 
amazed all of us — principally himself — 
by surging past most of our competitors 
on the first lap (accidentally shunting 
Pete Woods’ inoffensive and pretty little 
Seidlitz Citroen 2CV Special in the proc- 
ess) and dogging the leader — Perry Peron 
— until the last lap, at which time he 
found an opening and went on to win the 
race. Our hosannas of joy were still echo- 
ing on Sunday when a perhaps over-jubi- 
lant Dave attempted to bluff a Lotus out 
of a turn. His lack of success was signal 
and he went into the hay like an ardent 
lover. Very little was left of the right side 
of the Monzetta, and, of course, the en- 
gine had decided to join the fun by ceas- 
ing forthwith to function. 

At Palm Springs, I clung gamely to last 
place, finally ceding it because of further 
interior malaises. Which was as well, for, 
on the back straight, where it was possible 
to nudge 92 mph, rather frightening 
quantities of oil were being pumped into 
my face. 

At Santa Barbara, ironically, the union 
—as well as the engine—dissolved. Getting 
off toa splendid start, on account of the 
curious firing of both cylinders simultane- 
ously, Ray limped in after three laps; and 
we knew, without having to ask, what 
was wrong. 


“Got to get the bugs—” John began, 








only 15c for this 
authoritative 

guide to 
building 

an 
inexpensive 
record 
library! 


reprinted from 
HiFi Review 


Now—you can build a record library 
of hi-fi classics from the steadily 
growing catalogue of $1.98 releases! 
More than half a dozen big record 
companies are re-issuing great per- 
formances on the new $1.98 labels. 
You can have a guide to the best of 
these for 15c—by ordering this re- 
print of a recent article in HiFi 
Review. Complete with catalogue 
number, artist, orchestra and con- 
ductor information —it’s a fabulous 
guide to building up a high fidelity 
library of basic classics! 


In addition, HiFi Review's Music 
Editor, David Hall, gives you the 
background of the $1.98 market... 
evaluates the discs being offered at 
this price... pinpoints the future of 
high-quality, low-price records. 


If you've been thinking of starting a 
record collection or adding to the 
one you have—this reprint is your 
best guide! Order your copy today— 
simply mail 15c in coin or stamps 
with the coupon below. But the sup- 
ply is limited, so order now! 


HiFi Review 

Box 1778R 

Church Street Station 
New York 8, N. Y. 


Please rush my copy of the HiFi Rev’ew 
reprint on building a library of $1.98 records. 
| enclose 15c to cover postage and handling. 
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but it was no use. We'd never get the 
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pugs Out, never, and even if we did, new 
ones Would come to take their place. Our 
eyes were not entirely dry that day, stand- 
ing by the crippled little Special, which 
had, after all, done its best. It hadn't 
died, really. A group of idiots had mur- 
dered it. And it was with no great pleasure 
that we finally admitted our crime. There 
was a feeling of relief, perhaps, but mostly 
adness. It could have been so fine; and 
it was basically a good idea. But .. . 

Ray bought the Monzetta from us over 
a year ago. Every race program contains 
his entry, but we never see the car. “It’s 
being prepared,” he tells us, and we nod 
and watch all the fine Devin Specials that 
followed our pioneering venture, all of 
them running well and fighting for the 
lead. And it makes us melancholy, but we 
take a certain small comfort in the knowl- 
edge that someone had to be first, some- 
one had to blaze the trail so that others 
might travel safely. 

And, who knows? Perhaps Ray will get 
it running right, eventually, and take it 
out, and we'll see it doing the job it was 
built to do. Stranger things have hap- 
pened. 

In the meantime, the rest of us have 
settled down. Dave has moved to Detroit. 
John is negotiating for a P-3 Alfa Romeo. 
\nd I have just bought a Porsche 550 
Spyder, which is very fast indeed. It just 
won its first race awhile ago, and I'd be 
happy to take you for a ride in it, except 
that it is in the shop right now. An oil- 
seal broke and one of the stupid valves 
got bent, somehow. But never mind, [ll 
get it running in time for Santa Barbara, 
and then... 
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the back entrance with an unreleaseable 
clutch. Moments Jater he restarted, wedged 
ina different gear, only to be black flagged 
for outside pushing and his unconven- 
tional pit stop. 

For the last hour and a half, the sur- 
prisingly reliable Abarths pranced home 
happily, Richards having joined Cuomo 
and Erickson in the second-place one. In 
third spot, the John Christy-Walter Cronk- 
hite Volvo was holding off the leading 
Saab GT by less than a lap. The latter, 
a private entry driven by Dillenberg and 
lglehart, led the factory entries by a 
healthy 12 laps. . 

Saab GT's and 93Bs swept 4th through 
‘th places. Next came a startlingly fast 
NSU Prinz 30 which, like the Saabs, be- 
haved out of all proportion to engine size. 

Variety followed with Goggomobil T- 
100, Ford Anglia, Skoda and Lloyd leading 
the hastily repaired Abarth that had 
} once led. 
In all, 26 out of 34 starters finished. 
| Though the percentage is down, the con- 
ditions were more arduous than ever, 
Which only increases our respect for these 
mighty mites. A tough race for tough 
little cars. ; 
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VISTA GRILLE for TR-3 


Triple chrome plated steel tube grille replaces stock stamping in easy ten-minute 


Full Floating 


installation. Full floating design adds dignity and enhances 
appearance of TR-3. Only two holes to drill, directional 


lights remain in original position. See it at your dealer’s 
or write factory. 


$3 7° 


F.0.B. Factory 
Dealer Inquiries 
invited 


Manufactured and Distributed by AMCO 


the Quality Line of Automobile Accessories 


AMERICAN CARRY-PRODUCTS CO. 
13148 RAYMER STREET 


NORTH HOLLYWOOD, 
ro L UP U ih a’ ae Cored -¥-t-fela(-1- 
& for 

the 
discriminating 
| car 


CALIFORNIA 


windwings from $16.95 
sunvisors from $6.95 

floor carpets from $14.95 
tonneau covers from $19.95 
grille guards from $12.95 
luggage racks from $22.95 
roof racks $29.95 

ski racks $26.95 

for MGA MGTD MGTF 
Healey-100, 100-6 
Jaguar, Triumph 
Mercedes 190SL 
Porsche, Sprite 

Alfa Romeo, Berkley 
& all imported sedans 




























AMERICAN CARRY- 
PRODUCTS CO. INC. 
13148 Raymer St. 
North Hollywood, Calif. 


dealer inquiries invited 








IF YOU STAND ON YOUR MERITS... 


... they'll break! Shouldn’t leave them on the floor — 
MERIT models belong on your shelf, if you're a 
connoisseur! 


Because MERIT of England makes the most detailed 
plastic sports and racing car (1/24 scale) model kits 
ever offered. The Alfa Romeo, and Lago Talbot even 
have fully detailed engines! 






Alfa Romeo 158 
And you don’t have to be a brain surgeon to assemble 
them... just paint and cement are all you need. Then 
stand back and see if they don’t actually take off down 
the straight...they don’t. Only $2.25 each for the engine- 
detailed kits and a measly $1.95 each for the twelve 
listed at right! 


ASTON MARTIN DB3S, B.R.M., 
CONNAUGHT, COOPER MK IX, ‘‘D’’ 
JAGUAR, FERRARI GP, LOTUS MK XI, 
MASERATI GP, MASERATI! 4CLT, MER- 
CEDES BENZ GP, SIMCA GORDINI, 
VANWALL. 


WHOLLY SOLIDO! THIRTEEN ALL-METAL, READY-MADE 1/43 SCALE SPORTS AND 
RACING CARS WITH COIL-SPRUNG AXLES! DETAILS ON REQUEST. 
“Gare: & CO., INC. 


Kindly address orders to Dept. S-11 


32 East 59th Street 
Be sure to visit New York’s headquarters for motoring books and magazines .. . 


New York 22, WN. Y.. 








This month's 


SPECIAL 


JAGUAR 
FACTORY 
CARPETS 


Limited quantities 


XK 120 


Roadster, per pair................ 21.50 
Coupe or Convertible, 
|| BLE einer < 32.00 


Driver and Passenger 


XK 140 


Roadster, Coupe or Convertible 

Driver and Passenger, 

I A icorcisckinssenseaibapaciel 41.50 
Carpets available in RED or BLUE 


Send cash, check or M.O. (ADD $1.00 for 
postage — all orders) 























BRITISH MOTOR CARS 


1800 VAN NESS AVE., SAN FRANCISCO 


Enclosed is $. please send me I 
carpets listed below. | 
(ADD $1.00 for postage.) l 
NAME 
ADDRESS. | 
CITY. STATE l 
Car. Model Color. 
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PLASTIC DYNAMICS, INC. 











Engineers & designers of reinforced plastics 
Presents 


PLASTIC HARD TOPS and side panels to match 
for the more particular sports car owner. 


agoareaney" 


ea 






1 Y 


Triumph top & sliding side panels (shown) 


Top and side panels also available as a unit 
for the SPRITE, AUSTIN HEALEY up to 56, 
PORSCHE, MGA, JAGUAR & MG-TD & TF 
(AUSTIN HEALEY top without the side panels 
for the 57, 58 & 59 also available). 


QUALITY FEATURES 

(A) Full-view plastic wraparound window. 

(B) Installs easily with 4 metal brackets and re- 
moves in a jiffy! 

(C) Weighs less than 25 Ibs., yet sturdy! 

(D) Over-head-liner consists of plastic surface to 
offer the finest in upholstery. 

(E) Side panels are made to fit either our hard top 
or the original soft top except the Porsche. 


(F) Complete rubber seal around perimeter of 
window and all weather points. 
All Sliding SIDE PANELS MAY BE purchased with or 


without the purchase of a top. 
Write in for free brochures. Prompt service. 


Prices F.O.B. plus taxes 
50% on order—Balance C.O.D. 


(Dealers’ Inquiries Invited) 
Prepare Yourself for Winter Days 
by ordering early. 
432 E. WEBER AVE. at 124th E. of ALAMEDA 
COMPTON 2, CALIFORNIA 
NE 6-4460 
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Go Kart 
National 





is me from page 72 

The exhaust fumes will make your eyes 
water. 

Disc brakes, the familiar automotive 
type scaled down, are becoming popular 
and I noticed that quite a few of the 
karts had tachometers mounted in plain 
view of the driver. Some of the drivers 
also seem to be going in for comfort; heav- 
ily padded seats, rubber steering wheel 
grips and so on. One careful type even 
had an ash tray. John, I wish you could 
have seen the excitement when the Yamaha 
was unveiled. This must have been what 
it was like at Gilmore Stadium when the 
first Offy was fired up. Above all the noise 
in the pits; engines being warmed up, 
engines running at full bore to check ig- 
nition trouble, all the hubbub faded into 
the background when Ronald Lee brought 
this Japanese motorcycle mill to life. And, 
when he moved out to the track to qualify 
every individual not occupied with a car 
was lined up along the pit fence to ob- 
serve. 

Lee didn’t disappoint, either. Although 
he didn’t have the fastest time of the day 
(42.0 against 40.8) the homebuilt kart ex- 
hibited acceleration like you’ve never seen 
before. It was a first time out for the 
car and the driver but the Yamaha was 
impressive enough to make me think that 
a new era is dawning in the heretofore 
pennybank kart sport. 

(The average investment in a kart, ac- 
cording to the official program, is around 
$500. This, John, includes about $100 
worth of chrome plating.) 

The way that the enthusiasts work on 
their karts in the pits is a ball, too. Almost 
any disability, including engine seizure, 
can be repaired with a few simple tools. 
So, it is not unusual to see a kart almost 
completely disassembled just a few minutes 
before a race. This was true at the Na- 
tionals and with 150 active disassemblers 
at work, it wasn’t safe to walk down the 
pit aisles for fear of stepping on a spare 
piston, wheel bearings or mechanic’s hand. 

Seeing the mechanics at work on their 
tiny charges brought home another parallel 
between this burgeoning sport and the one 
we are more familiar with. Two years ago 
all the cars were owner-driven . . . or at 
least in the family. Today, in Karts, there 
is a high percentage of “professional” 
drivers . . . and, this will kill you, me- 
chanics! No joke, John, the “patron” has 
appeared on the scene here, too. 

Well, you couldn’t be a scuderia owner 
much cheaper. 

Girls, too, were much in evidence. Both 
as drivers and pit crew members, as well 
as spectators. This lent a lot of color and 
interest to the sport for those who hate 
mechanical things. One gal, Faye Pierson, 
had her own all-girl crew. Highly popular 
with the other photographers from Life, 
Look and so on. What they didn’t know 
is that this chick is Mrs. Kart .. . or to be 
more to the point, the Lady Bug... . She’s 
the wife of Bug Engineering prexy Tom 
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CHARLES E. KING &CO, 





CANDLEPOWER - BRIGHTEST 
DRIVING LIGHT IN THE worRto! 
Chri ted solid br: , 
i 950 cach wate. .; 4%*deep. — 
250 Watt 


Spot type beam-mile range, 


Mounting bracket 
I2Voltonly “Wire fumished. 
(20 Amp) Replacement sealed beam 


units - $7.25 each. 
Available only from: 


952 W. CHICAGO AVE. CHICAGO 22, ILL, 








NIGHT DRIVING 
GLASSES 


| use them myself every 
night, It’s amazing the 
wa “— break up head- 
light glare with their 
special mirror reflec- 
tors. Terrific for night 
rallys. Try them one 
week — if not com- 
pletely satisfied—money 


refunded. Made in Italy. only 5.95 


Night driving glasses—case included. 
Send cash, check or M.O. (no COD’s 
please) to Dept. S.C. 7. In Cali- 
fornia add 4% sales tax. 


Chick Leson’s 


AUTOSPORTS, Ltd. 
4051 Broadway, Oakland, California 
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CAR CLUB 


BADGES 


MADE TO 
ORDER! 


“Solid Brass 
“Baked 
Finishes 


















Orig- 
inal 
designs 
produced 
in Europe. 
Any design, 
shape, color or 
quantity (10 to 
10,000). Prompt 
delivery. ‘‘impos- 
sible’’ designs fabri- 
cated with ease. For 

estimate, send sketch or 
idea and approximate num- 
ber of badges you'll need to: 


CHARMANT IMPORTS 
Garden City 44, New York 














Sports Cars of Today Deserve 
Darton Accessories 


TONNEAUS @ TOPS @ CAR COVERS 
CARPETS @ CAR RUGS @ HOOD STRAPS 


ANTI-NOISE AND HEAT BARRIERS 
WRITE FOR FREE CATALOG 


DARTON 
2261 FLUSHING ROAD e 


INC. 
FLINT 4, MICHIGAN 











INTERNATIONAL SPORTS CAR 
AND RACING ASSOCIATION 
Invites membership in a world wide assn. 
organized for the promotion and recognition 
of enthusiasts and affiliated club’s voices in 
the future of sports cars and racing through- 
out the world. JOIN NOW-—mail application 
for approval with $5.00 membership fee for 
gold membership card, beautiful Iscara dash 





plaque, insignia decal, and International 

membership. 

PIII it vinonsdccebivhivons taseskgseinnnsstinsepaseadsivcnssvensbentteannnn 
Please print 

(| SMO Re See ad CON hy RENE ACES EEN Eo 

Indicate interest: Car..................006 Year... 


Rallye [] Concourse [_] Race (] Enthusiast L) 
Mail to ISCARA, Box 4127, Riverside, Calif., USA 
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Pierson . and she races with the men, 
asking no quarter. 

Wound up second overall in class <A, 
too. 

The qualifying concluded with no one 
having broken Bill Landefeld’s 40.6. sec- 
ond trip that was established some time 
ago. The closest Bill himself could come 
in his Class C Villiers-powered Kustom 
Kart was 41.7 and Al McDonald’s 40.8 was 
best of all classes. No new top speed record 
was set through the traps at the end of the 
950 ft. straight either. (It stands at 5] 
mph) but observers remarked that more 
cars were near the 50 mph figure than ever 
before. 

Drivers from out of state and from 
other areas were high in praise of the 
track, although getting used to herding 
the 100-Ib monsters through turn 2 at the 
end of the chute where they had gotten up 
}to 45 or 50 mph took some doing. Most of 
the contestants were parking-lot veterans 
and the 20 ft.-wide paving seemed awfully 
narrow at speed. The high bank, which 
was expected to cause the most trouble, 
bothered few but nearly everyone except 
the locals took a trip through the desert 
at the exit to turn 6, 

Your air view, John, in the July issue 
of the magazine does not prepare the un- 
initiated for the sweep of this track and 
when the boys from the East and Midwest 
got a look at the miniature checkered 
pylons marking the turns, the timing 
traps and the shut-off markers, they flipped. 
iin fact they were so impressed that they 
let the Azusa natives do all the winning. 

By running a number of 15-lap quali- 
fying heats, each class produced overall 
victors based on points. A win was worth 
100 points; 2nd, 300; 3rd, 225 and so on. 
Between 15 and 20 karts competed in each 
race and the front finishers started in the 
foremost ranks in successive races. 

There isn’t room to describe the racing 
in detail, but, let me say this; all sports 
car events should be as well contested. In 








acouple of the heats, particularly, drivers 
who had suffered mechanical trouble in 
an earlier go fought their way fiercely to 
the front and came from behind in a stir- 
ting show. Sunday’s crowd was really ex- 
cited by the 3rd Class B main when Rich- 
ard Geer staved off Go Kart manufacturer 
and sports car driver Duffy Livingstone by 
a whisker to save first and snaffle the 
grand silver punch bowl that was the 
Achievement Award to the high point 
man of the meet. 

By virtue of winning all three of his 
heats, Geer copped 1200 points for a clean 
sweep. 

Class A winner was Jimmy Yamane with 
two firsts and a second for 1100 points and 
Class C honors went to Al McDonald with 
1000 markers. 

All in all, John, it was a great weekend. 
And, I want to thank you for the assign- 
ment. I hope this qualifies me as SCI’s Go 
Kart Expert and that I can handle all 
these events. 

Please advise as soon as possible because 
l understand that Red Crise is strongly 
considering having Go Karts at Nassau 
and I want to make my reservation as soon 
a you send expense money. 

Best Regards, 
OCee 
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IST. 750 C. C. SPORTS CAR TO 
LOWER PRICES — NOW $3195! 


Zagato coupe & Allemano convertible 


formerly $3640—NOW $3195 p.o.e. 


IST. & 2ND. AT LIME ROCK’S 
LITTLE LE MANS 8 HOUR! 


Winning car turned 334 laps at average 


speed of 62.47 mph, covering a total of 501 miles. 


IST. IN POINTS IN SCCA 
NATIONAL COMPETITION! 


Richards, driving a Fiat Abarth, has more points 


in SCCA national competition than any other class leader. 


ROOSEVELT 


AUTOMOBILE COMPANY, INC. 


Importers And Distributors Fiat-Abarth 


2825 V STREET, NORTHEAST 
WASHINGTON 18, D. C. 

















Cuff Links 
$4.95 


Ever populor personal accessories, 
for most cars, in brilliant jeweler's 
glass enamels and chrome 


jj e—eoc =F 


The largest stock of imported metric ond whitworth tools in the East 
Al ways immediate delivery. 





Badge Bars 

Individually designed badge bors 
for most makes and models cors 
from vintage Rolls-Royce to VW. 
Plain models, $12.50. 
Spotlamp-mounting, $18.50 


Stoneguards 
Headlamp $10.50/pair, in sizes 
from 6* Corvette to VW ovals. 
Spotlamp $7.95 each. 

Specify make and model. 


All prices postpaid. Send for free illustrated catalogue. 


WI LC® Box 1128, Rochester 3 N Y 


REMOVABLE FIBRE-GLAS TOPS 


THE NEW AUSTIN HEALEY SPRITE REMOVABLE 
HARD TOP AVAILABLE FOR IMMEDIATE DELIVERY. 
THIS TOP IS OUTSTANDING FOR ITS BEAUTY AND 
DESIGN, COMPATIBLE TO THE DESIGN OF THIS 
VERY POPULAR SPORTSCAR. PRICES ON ALL TOPS 
HAVE BEEN REDUCED WHILE QUALITY HAS BEEN 
IMPROVED. 





Our new 1959 designs for 18 different cars 
feature a beautiful plastic foam headliner in a 
neutral shade of gray with sound deadening 
qualities. Also the recessed wrap-around rear 
window is a copyright feature of all Plasticon 
hard tops. 








AUSTIN HEALEY (ALL MODELS) 
PORSCHE SPEEDSTER — MERCEDES 190SL 
CORVETTE — 1954-59 ALFA ROMEO 





JAGUAR ROADSTERS — JAGUAR XK150 
M.G. (A) (TD) (TF) 








MFG. CLOSE OUT SALE 
TONNEAU COVERS-—all colors 
Plastic Leather, Were $39.95—Sale $9.95 
CONV. TOPS—Were $79.50—Sale $24.95 
While they last—State 2nd color choice, yr. and car. 
25% with order. Balance C.O.D. or send check. We 
pay postage. 
RITE FIT AUTO COVERS 
2334 Ist Ave., N. Y. 35, N. Y. 


‘54-'57 T. BIRDS 
AUSTIN HEALEY SPRITE — FIAT 1200 
IS THE NEW ADDITION TO THE 
PLASTICON LINE OF TOPS. 


LIGHT WEIGHT WITH MAXIMUM REAR WINDOW 
VISION. WRITE FOR FREE BROCHURE. 


DEALER INQUIRIES INVITED. 


PLASTICON INC. 














9721 Klingerman St. El Monte, Calif. Gilbert 4-0519 


country’s largest mfg. of fibre glass tops 85 
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Model experts say these British kits are most de- 

tailed ever seen. 1/24 scale finished car is 612” 

long. Everything is provided. NO TOOLS NECESSARY. 
Cars are from left to right as pictured: 

e GP CONNAUGHT e GP MERCEDES e LOTUS Mk 11 

e GP MASERATI e@ D JAGUAR e GP FERRARI e 


ASTON MARTIN DB-3S e COOPER Mk 9 @ GP VANWALL 


New kits not shown 







5 
e BRM @FORMULA 2 GORDINI e 158 ALFA ROMEO 
e@ GP LAGO-TALBOT © GP MASERATI 4/cit 
Any 6 Kits $12.50 Any 9 $18.50 All 14 $27.50 


Foreign Car 
SERVICE MANUALS................. $6.95 ea. 


Official factory manuals for Australia are accurate, 

authoritative & complete. Each has many illustrations, 

charts, diagrams & drawings covering the following: 

@ ENGINE @ CLUTCH © GEARBOX @ REAR AXLE 

@ BRAKES @ FRONT SUSPENSION @ STEERING 

@ COOLING @ ELECTRICAL @ FUEL SYSTEM 
@ BODY @ WHEELS & HUBS, etc. 

Each * denotes a separate manual as follows: 
AUSTIN * A 40 Devon '47-52 % Somerset '52-54 
* MORRIS MINOR Series MM & ohv Series 2 
* MG-TD * HILLMAN '36-55 * RENAULT 750/760 
FORD * Consl-Zphyr to 56 * Anglia-Prefct 53-56 
* MORRIS 1000 * SIMCA Aronde & Elysee 
* FORD Consul-Zephyr Mk Il * VW Incl. 1957 


FIVE NEW Australian Service Manuals 





















LL Ee ee $7.95 
VOLKSWAGEN Incl. 1959 oo. $7.95 
HILLMAN ohv 56 Ofc $7.95 
ee $7.95 
NUE BO Bac sccrosesovsansssenconssouch $8.95 
MG COMPLETE SHOP MANUAL 
eT eT e¢ TF e MGAL LL. Price $10.00 


This one Australian manual covers for all the MG 
models listed everything included in the factory man- 
uals. Includes competition tuning for TC, TD and TF. 
TUNING & MAINTENANCE OF THE MG AA................ $5.00 
Philip Smith, author of many tuning books, covers 
MGA & ZA Magnette with expert advice in text & pix. 
Tips will also work on Morris . . . with caution! 





Limited stock of Factory Service Manuals: 


AUSTIN HEALEY SPRITE........................... 
MORRIS MINOR MM, Ser 2 & 1000......... 
VOLVO SHOP MANUAL 
MG TD-TF SHOP MANUAL 








MG ‘A” SHOP MANUAL 
MG TC OWNERS HANDBOOK... 
AUSTIN-HEALEY 100 Six....... 
AUSTIN-HEALEY 100-4 inc. Sai 
S.U. CARBS & FUEL PUMPS 

JAGUAR XK 120 & Mk 7 (no other avail.). 

















TRIUMPH TR 2/3 








New series of books for Enthusiasts. Packed with 
photos facts & figures each is written by an authority. 
@ New Guides Just Out @ 

TRIUMPH GUIDE; First book on this car. Good. 

G. P. CARS; Jenkinson gives history & spex. 
RACES THAT SHOOK THE WORLD; Dynamic events. 
LARRY REID’S RALLY TABLES; Ultimate figures. 
SPORTS CARS OF THE FUTURE; Vivid sketchbook. 


@ Previously Published @ 
CORVETTE GUIDE; Long awaited. History, spex etc. 
YOUR SPORTS CAR ENGINE; Care, feeding & tuning. 
SPORTS CLOTHES FOR YOUR SPORTS CAR; Dress up. 
ACCESSORIES FOR YOUR SPORTS CAR; What to add. 
VOLKSWAGEN GUIDE; Spex, History, Maintenance. 
PORSCHE GUIDE; Shows all, tells all on History, Spex, 
Tuning, Driving, Maintenance & Racing. 

MG GUIDE; ‘‘The works” on this car by J. Christy. 
GREAT RACING DRIVERS OF THE WORLD; 40 of 'em. 
SPORTS CARS OF THE WORLD; Spex, Photos, Prices. 
GUIDE TO RALLYING; From beginning to winning. 
JAGUAR GUIDE; Maint, Spex, History on all types. 
USED SPORTS CAR BUYERS GUIDE; Don’t get stuck. 
COMPETITION DRIVING GUIDE; Paul O’Shea advises. 


Any 3 titles......$5.50 © SPECIAL Any 6......$10.50 


ODERN SPORTS CAR SERIES. ...$1.95 ea. 





| PLEASE add 10¢ per item for postal increases & 
in California add 4% State Sales Tax. Thanks. 


AUTOBOOKS 


2900 B Magnolia Boulevard 








Burbank 11, California 





British 
Grand 

Prix 

from page 48 





had Jack in his sights when the rapid rate 
of tire wear forced him to call at the pits. 
Another instance of fouled up pit work 
occurred in the Aston-Martin pits when 
the oil tanks on Roy Salvadori’s car were 
over-filled. The excess found its way onto 
his visor early in the race and slowed him 
up. Both Astons went well, but were far 
from sensational. The magneto drive on 
Shelby’s packed up shortly before the race 
finished. 

Before the main event of the day, a 17- 
lap, 51-mile, sports car race was held in 
which Graham Hill wiped up everybody 
with his Lotus. But as far as the GP was 
concerned, Ferrari was better off staying 
home, even with the labor trouble, for 
Brabham would have most probably 
trounced them as well. Ferrari has now 
had almost four weeks in which to prepare 
his Formula I cars for the German Grand 
Prix at Avus, and considerable testing has 
been done at Monza. 

Tire wear was abnormally high at Ain- 
tree due in large part to the heavy rain 
which washed the track clean an hour be- 
fore the start. After 35 laps, Brabham’s 


@s) Great Britain 
P . AINTREE 


/ 











front right was going down at an alarming 
rate due to the nature of the circuit and 
he had a terrible time deciding what to do 
for at- that point Moss was doing his nut 
in an attempt to catch and overtake Brab- 
ham. We can’t say enough about the 2.5- 
liter Coventry Climax engine for it and 
the Cooper chassis are proving to be the 
combination this year. All four Climax- 
powered, 2.5-liter Coopers that started 
the race finished. Even Masten Gregory 
finished, something he hasn’t been 
doing much of lately. Now that Stirling 
Moss has finally made up his mind to 
drive Rob Walker’s 2.5 Cooper-Climax in 
the remaining Grande Epreuves, it will 
mean that Brabham will have to go faster 
than ever in order to hang on to his edge 
in the Championship race. The cries of 
“Bravo Digger!” have only just begun to 
be heard. —ja 
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the most 
important -@itee 
Hi-Fi dollar you'll spend 
this year will be 


on sale October 22 or order by 
coupon today. Only $1 : 


RUYERS GUIvE 


ELI-FT,, 


DIRECTORY 4 


vr“ ay 
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=e ed 





— 





for the , 
new ‘ 


HI-FI DIRECTORY . 


& BUYERS’ GUIDE ‘ 


or 





The hi-fi enthusiast who makes the smarte@ 6. 


investment knows 
what equipment, 


long beforehand exact 
prices, and_ specificatio 


await him. You too can get the complete sto J 

—before you ever actually step into a store 8, 

buying the big 1960 edition of the H® 9, 

Directory & Buyers’ Guilbe. It’s jammed fro 10. 
cover to cover with listings covering virtul— — 

every piece of hi-fi equipment manufacture 


Complete with all prices and specifications, i 


includes illustrations of hundreds of product 
The world’s most comprehensive hi-fi refeg 12. 
ence gives you entire sections on: 


e TUNERS © AMPLIFIERS AND § !3. 

° RECORD PREAMPLIFIERS 
PLAYERS © RECORD CHANGER 

e TURNTABLES ¢ TONE ARMS 

* CARTRIDGES © TAPE RECORDERS 

e LOUDSPEAKER e ENCLOSURES AND 
SYSTEMS CABINETS 


PLUS: Helpful articles and features on 
to look for, how to buy, advantages and ¢ 
advantages of different models, how to jue 
quality and recognize a bargain. 


RESERVE YOUR COPY OF THE 1960 HA 





Directory & Buyers’ GuiDE aT Your NEMS 


STAND OR ORDER BY MAIL TODAY USIN® fas 
THE HANDY COUPON BELOW. ONLY $1 R 
—— = = —— ee ee ee ee ee ee ee ee ee es ee n 


el | 


Ziff-Davis Publishing Company 
Department SCI 119 

434 S. Wabash Avenue 
Chicago 5, Illinois 


Please send me a copy of the 1960 Hifi 
Directory & Buyers’ Guipe. | enclose $1.00, 
the cost of the pirectory, plus 10¢ # 
cover mailing and handling charges. (Caf 
ada and Foreign, $1.25 plus 10¢ postage) 
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RESULTS 
R.A.C. BRITISH GRAND PRIX, 
Aintree England, July 18, 1959 
Distance: 75 laps—225 miles 
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|, Jack Brabham (Cooper-Climax) 2 hr 
30’11.6”—average of 89.88 mph. 
(previous race average at 
British GP in 1957—86.80 mph.) 

. Stirling Moss (BRM) 2 hr 30’33.8”— 
89.67 mph. 

. Bruce McLaren (Cooper-Climax) 2 hr 
3034.0” —89.66 mph. 

. Harry Schell (BRM) 2 hr 30'18.4”— 
74 laps. 

5. Maurice Trintignant (Cooper-Climax) 

2 hr 30’56.6”—74 laps. 

(Aston-Martin) 2 hr 


Aintree 


re 


4 


c= 


Roy Salvadori 
31'14.0”—74 laps. 
7, Masten Gregory (Cooper-Climax) 

8. Innes Ireland (Lotus-Climax) 

9, Graham Hill (Lotus Climax) 

10. C. Bristow (Formula II Cooper-Borg- 
ward) 2 hr 11’32.6”—83.14 mph. 

H. C. Taylor 
Climax) 


12. Peter Ashdown (Formula II Cooper- 
Climax) 


(Formula II Cooper- 


13. Ivor Bueb (Formula II Cooper-Borg- 
ward) 








Fastest lap: McLaren and Moss (Cooper- 
Climax and BRM) both with 1 min. 
57.0 sec, 92.31 mph., new record. 


Fastest Formula II car—C. Bristow (Cooper- 
Borgward) with 2 min. 05.8 sec., 85.85 
mph. 








®@ Describes and illustrates 23 
models from single A-400 
to Twin 810's. 


@ Shows a complete line of 
accessories to improve per- 
formance, making Karting 
more fun. 







DEALERS: This is the Kart that 
sells on sight. Protected territories. 
You get complete sales literature, 
ad mats and other selling helps. 
Write for complete information. 


THE RUPP MFG. CO. © KART DIV. 
306 Bowman St. ¢ Mansfield, 0. 


NEW 16-page Dart-Kart Catalog 











®@ Shows you how to start with 
a low price model and add 
power, speed and perform- 
ance later. 


®@ Shows why Dart-Karts are 
setting track records all 
over the country in A, B 
and C Class competition. 


SEND 25c 


to cover postage 
and handling 


























KICK PLATES. Elegant square embossed aluminum 
for door panels. MGA, TR, A/H, Porsche & Sprite. 

Reg. $4.95 SPECIAL $3.95 Pair 
THRESHOLD PLATES. Matching aluminum covers 
for MGA, TR, Porsche, Alfa & Sprite. 

Reg. $4.95 SPECIAL $3.95 Pair 
COMBINATION SPECIAL. One Pair Kick Plates & 
Pair of Threshold Plates $9.90, Special $7.50 
DOOR BEAD GUARDS. Plastic cover for door bead 
in Clear, Red, Blue and Silver-Gray. Set $1.25 
RUG PROTECTOR PLATE. For that worn out spot 
next to the gas pedal. Anodized Aluminum for 
MGA, TR, and Austin/Healey. $1.95 
IMPORTED AUTO COMPASS. Cute little import 
about the size of a silver dollar. Double Swivel 
makes mounting in any position possible. $2.50 











COMBINATION ASH-TRAY & LIGHTER. 
B) Square embossed aluminum top on vinyl covered 
base. Adaptable to any Sports Car. Also available 
in Flat Top (Style A). Specify style & volt. $7.95 


DASH CIGARETTE LIGHTER. Elegant lighter with 


(TYPE 


distinctive chrome knob. 


12 Volt $3.15 


6 Volt $2.85 Bracket for Under-dash $ .50 
— Dealer Inquiries Invited 
Add 4% Tax 
In Calif. 
Ss 25% on COD‘s 


PROL WG, s 
D OGCHCE 1933 N. MYRA AVE. 
Los Angeles 29, Calif. 
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From “The Reporter,” August 20, 1959: 





~== from page 69 


featured overhead inlet and side exhaust 
valves, an arrangement that the firm was 
to abandon but reembrace many years 
later. The Silver Clouds and Wraiths of 
today,. of course, in common with the 
Bentley cousins, have this top end layout. 

In the transmission department too, 
Bentley practice of Georgian times was 
foreshadowed on these Edwardian Royces: 
they had four-speed boxes with direct drive 
on the third ratio, fourth being geared 
up and effectively an overdrive. Although 
maximum speed for the faster of the 1905 
I'T cars was only about 50 mph on the 
flat, his higher-than-high fourth speed en- 
abled Rolls to hit seventy on the Snaefel 


descent. He never got as far as the damn 


mountain in the race itself but he’d dem- 
onstrated his three-score-and-ten capabil- 
ity during training. 

The thing that set the Light Twenty 
right apart from the competition, how- 
ever, was its supreme silence. Noise and 
power being synonymous in most peoples’ 
minds half a century ago, the arrival of 
the spectral Royces at race headquarters 
in Douglas, Isle of Man, hadn’t exactly 


spread panic among the devotees of rival 
makes. On the contrary, they jumped to 


the satisfactory conclusion that the par- 


venus from Manchester—where the origi- 


Trophy into a rout, winning by better 
than twenty-six minutes from a French 
Berliet and raising the race record by over 
5 mph. He could have done better too, if 
Claude Johnson, the firm’s astute commer- 
cial brain, hadn’t given him a series of 
go-slows as his lead mounted and multi- 
plied. Or more probably, if it hadn’t been 
for Johnson’s dumbshow from the pits, 
Rolls would have ranked as a record break- 
ing non-finisher, because at the end of the 
161 mile course (the circuit had been al- 
tered and shortened since 05) he had just 
over a pint of gas left. It was Northey’s 
turn to cop the annual Act of God: his 
car broke a spring and retired on the first 
lap. 

A pattern of modesty, and always ready 
to render unto Royce the things that were 
Royce’s, Rolls disowned the plaudits that 
were lavished on him after his TT victory. 
“As I had nothing to do but sit there and 
wait until the car got to the finish, the 
credit is obviously due to Mr. Royce, the 
designer and builder,” he told reporters. 
But for one eighteen-mile stretch, as it 
afterwards transpired, his role hadn’t been 
quite as sedentary as he told it. While 
sparring for an opening to take a fast 
Bianchi that had started several intervals 
before him, both lenses of his goggles were 
shattered by flying stones and his mechanic 
had to dispense with the customary hand- 
holds to wrap his arms protectively around 
his head and face. 

The 1906 TT cars were basically un- 
changed from ’05 but had cylinder bores 
of 101 millimeters and developed 22 horse- 


THE COMPACT CAR 
“Ford, General Motors and Chysler are reported prepared to spend 10 million dol- 


lars each on introducing their Falcon, Corvair and Valiant.” 


It's mighty expensive, it seems, to make 
clear 

Which engine’s in front and which sits in 
the rear. 


An arrow says Ford that is weighted in 
front 


Flies straight, while a back-weighted arrow 
just won't, 


Implying that the Falcon is safer by far 


Than the rear-powered Corvair, the 
Chevrolet car; 


And Chrysler is pointing with scorn at the 
tail 


nal RR plant was located—wouldn’t pull 


a robin off its eggs. 


When, after the 1905 race was over, they 
were forced to face the unpalatable truth, 
these wellwishers changed their ground, 
whispering it around that the RR’s ultra- 
high fourth ratio—the “sprinting gear”, as 
the makers rather unwisely called it—left 
the car bankrupt of flexibility. The canard 


evidently reached the ears of the TT or- 
ganizing committee, for the 1906 regula- 


tions introduced two qualifying tests ex- 


pressly framed to put the finger on poor 
pulling power. The first was an observed 
hillclimb on a 16.66 percent gradient, the 
other a top-gear slow running test in which 
the cars were timed over a set distance at 
a maximum average of 12 mph. Both 
proved a pushover for the Rolls men. 


Spared any Acts of God this time, 


Charles Royce turned the second Tourist 


—Printer’s Ink 


Of the Volkswagen, Renault, and Fiat, 
which fail 

(According to Chrysler) to properly steer, 

Since their engines, alas, are encased in the 
rear; 

While General Motors, in counterattack, 

Claims a quieter ride with the boost in the 
back. 

Whatever the outcome, the toads will be 
full 

OF nice little engines that push cars or pull, 

And no one need squander ten million to 
find 

The relative merits of front or behind. 

—sec 


power. Also they were fitted with wire 
wheels in place of the old wood spoked 
artillery type. And thereby hangs a tale of 
financial stringency that smacks amusingly 
in the light of the company’s subsequent 
richesse. Harold Nockolds, in his fine bi- 
ography of the marque, The Magic of a 
Name, tells how Royce mentioned to 
Claude Johnson he’d have liked to specify 
wire wheels but didn’t think the firm could 
afford them. To hell with the cost, said 
Johnson in a mood of bravado, and the 
wire wheels were accordingly fitted. The 
bill, at present exchange rates, came to 
around $120. 

Indirectly and inadvertently, Northey’s 
spring breakage in the 1906 TT may have 
been an Act of Rolls rather than a divine 
visitation. Prior to the TT, the Hon. 
Charles’ ego had been stung in a tender 
spot by the establishment of a London to 
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Monte Carlo record by an English motor. 
ing celebrity of the period, Charles Jarrott, 
driving a Crossley. The record, qua rec. 
ord, maybe wouldn’t have bothered Rolls, 
but Jarrott’s boast that Crossley’s time was 
unbeatable by any ordinary touring car 
was hard to take. Rolls girded up his loins 
and beat it—by ninety seconds. 

He and his navigator, Massac Buist, a 
well-known automotive scribe, elected to 
make the run in reverse, northwarding 
from Monte Carlo to London. Practically 
everything went wrong that could go 
wrong—except the Light Twenty, which 
ran faultlessly and incidentally was giving 
away 20 horsepower to the Crossley. Lash- 
ing rain turned Buist’s route sheets and 
other papers into a lapfull of porridge, 
with the result the travelers lost their way 
and used up two hours tacking back to 
roads they recognized. Off course, they 
traversed some apalling surfaces that would 
have shaken a lesser car apart at the welds, 
Earlier, on the way down to Monte, they 
had taken the precaution of prealerting 
the keeper of a key grade crossing so he'd 
be awake at their estimated time of arrival 
in the middle of the night. But when they 
did show he was fast asleep, bribes not- 
withstanding, and kept right on snoring 
for ten priceless minutes against a barrage 
of horn music and cultured goddams. 

Nevertheless, the Light Twenty’s time 
to Boulogne, the embarkation port for the 
Channel crossing, was 3 hours 21 minutes 
inside Jarrott’s figure for the same journey 
back to front; which was fine, except for 
the fact that Rolls had 3 hours 11 minutes 
to sweat it out on the waterfront before 
the next steamer steamed (Jarrott had 
timed his arrivel at the corresponding 
English port so he didn’t have to wait). 
On English soil at last, Rolls came toa 
misunderstanding with an ambiguous sign- 
post and lost his bearings again; overruling 
his navigator, he blundered on into a 
labyrinth of Kentish lanes rather than 
backtrack and start afresh. Finally, after 
a solo drive equal in duration to 1.56 Le 
Mans races, albeit with a short respite 
while afloat, Rolls purred unobtrusively 
up to the ACGBI portals in London’s West 
End, having taken 37 hours 2814 minutes 
for the whole trip and bested Jarrott by 
exactly a minute and a half. 


The Monte Carlo record breaker was 
afterwards allocated to Percy Northey for 
the 1906 TT, and it was deduced, prob- 


“ably correctly, that the beating the sus- 


pension took during Roll’s unrehearsed 
detour in outback France had weakened 
the spring that broke in the Isle of Man. 
Having scraped the barrel for 120 dollars 
worth of wire wheels, presumably Rolls- 
Royce were in no position to replace road 
springs as well. 

Seven years were to pass before the 
second and last Rolls-Royce bid for the 
Monte Carlo record. By this time—1913- 
these exploits had acquired a bad smell, 
consensus of righteous opinion being that 
they were potentially dangerous. The tem- 
ple of the Double R therefore declined 
to have any part in an attempt proposed 
by James Radley, a famous Rolls owner 
and amateur competition driver. T00, 
Britain’s governing body of automobile 
sport, which had assumed a new respecta 
bility along with the Royal status com 











SS aa Sar: ee, ee ee eer a Da al 


eS wT 


bi ia Ota 





ferred on it in 07, refused to lend its offi- 
ces to the deal. So although the timing of 
Radley’s run was handled by irreproach- 
able authorities, it was strictly unofficial. 

Radley’s car was a big 40/50 Silver Ghost, 
carrying a task force comprising the driver- 
entrant; a navigator in the person of Billy 
Rhodes-Moorhouse, who was soon to earn 
the first Victoria Cross awarded to a flyer 
in WW I, and to die doing it; an RR 
factory mechanic named Ward (how his 
employers came to let him enlist on Scu- 
deria Subrosa is a mystery) ; and a fourth 
passenger, anonymous. 

Unsanctified as it was, the Radley ex- 
pedition seems to have been efficiently 
organised. Embarkation and disembarka- 
tion, and the associated formalities, went 
through at a gallop, with not a minute’s 
unnecessary delay at the ports. The south- 
bound run through France—Radley started 
from the London end—never deviated a 
parish from the planned itinerary. To cut 
down on refuelling time the car was fitted 
with an auxiliary tank located between the 
back seat passengers; this cistern was re- 
plenished at intervals—on the run, of 
course—from cans of gas piled into the 


} tonneau. Hindered by the lurching and 
} jauncing as Radley swished ‘er around 


corners with a brio somewhat unbecoming 
to so majestic an automobile, Ward and 
his collaborator sometimes copped face- 
fulls of essence during fillups, and a good 
deal of the stuff overspilled onto the car- 
pets and upholstery rather than entering 
the tank. But these were minor incon- 
veniences. 

What really threatened to foil the whole 
enterprise was the Klaxonproof slumber 
of the crossing keepers at successive rail- 
road intersections along the route. These 
fellows didn’t merely nod at their posts, 


| they were repeatedly found to be in bed 
» and dead to the world. And when the 


travelers did eventually blast them into 
consciousness they’d flatly refuse to come 
out and operate. So Radley and company 
took matters into their own hands, pok- 
ing a heavy tire lever into the padlock 
U-bolts and hauling them out by the roots. 
“Genius,” as Dr. Johnson so rightly said, 
“is nothing more than knowing the use 
of tools.” 

The Ghost burbled into Monte Carlo 
just 26 hours 4 minutes after leaving the 
Automobile Association premises in Cov- 





FIRST IN CLASS - THE DEVIN BODY 


Three qualities set the line of Devin 
fiberglass bodies above ali other offer- 
ings (and copies) in the field. 


1) A COMPLETE SIZE RANGE... 27 sizes, 
to fit all popular import and domes- 
tic chassis. 


EXCELLENT WORKMANSHIP .. . as the 
largest producer of this type of body 
in the world, Devin’s standards of 
finish are unmatched. 


3) LEGITIMATE PRICING . . . there are 
no “hidden extras” in Devin prices. 
F.0.B. El Monte figure includes trim- 
ming, crating and 10% Federal Excise 
tax usually tacked onto other body 
prices. 
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Don’t take less than the best when you begin on the 
exciting and enjoyable project of building your own 
special. It’s easy with a ready-to-mount Devin body. 
And, to offer the enthusiast a single source for all 
the parts and accessories needed to bring such a 
project to completion DEVIN COMPETITION PARTS 
offers a specially engineered group of components. 
DOOR HINGES, designed specifically for Devin bodies, 
crafted from proper steel alloy. Strong and light. 
DOOR CATCHES, Invisible mounting, operate by con- 
cealed pull cord inside door pocket. Trouble-free, 
adjustable. STEERING WHEELS, three spoke, safety 
alloy, polished wood rim, beautiful and inexpen- 
sive. Universal mounting. QUICK-FILL GAS CAPS, 
spring loaded, neoprene seal, alloy. HIGH SPEED 
INSTRUMENTS accurate 10,000 RPM Tach and 200 
MPH Speedo. Tach has adjustable redline pointer. 
COMPETITION CLUTCH PLATES, designed for abuse. 
For all imported and domestic sports cars. 





SEND $1.00 FOR ILLUSTRATED BODY BROCHURE AND CATALOG SHEETS 


- EVANS INDUSTRIES 
ea Ci 1276-A EAST ume saa CALIFORNIA 
NOW GET ALL PLASTIC Aff “worto’s Finest SPARK PLUGS” 


SURFACES REALLY CLEAN 
LODCE 


Does the job safely, surely and 
OF ENGLAND 


quickly on vinyl plastics, Plexi- 

glas and Lucite windshields, etc. 

It’s non-crazing, anti-static and 

leaves no polish dust. Won’t Complete stocks of LODGE Im- 

scratch or soften the surface. proved Regular, platinum and 

Works like magic to dissolve racing plugs for all foreign and 

away cloudy, opaque film and U.S. cars. 3 new projected nose 

stains. Non-flammable. Write to- types-CTNY for late model 
i j Ford Motor Co. cars, CANY, 

14mm %” reach and CLNY, 

i4mm 3%” reach. 


day for half-pint can—just $2.00 
postpaid. 

Mm AUBURN SPARK PLUG CO., INC. 
CERBINI LABORATORIES, INC. vept.s 11 S—a Stocks at Auburn, N. Y.. and 5 


MAIL TWO DOLLARS, YOUR NAME, ADDRESS TO: 
convenient West Coast warehouses 
68 First Street New Rochelle, N.Y. 


EALER-JOBB 
DEALER INQUIRIES INVITED 
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MOTT CHRISTMAS SPORTSCARDS 


* SPRITE ® BUGATTI 

* TRIUMPH © MG-TC 

* MGA ® ROAD RACE 

* PORSCHE @ LE MANS START 

* JAGUAR © VOLKSWAGEN 

* CORVETTE © CHRISTMAS TREE 
@ ASSORTED 


“GIVE LAUGHTER FOR CHRISTMAS” Box 1608 





WRITE 
TODAY 


FOR FREE BROCHURE 


mott chaliman 


Manhattan Beach 
INQUIRIES INVITED Coltemte 
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New U.S. sportswear hit ! 





All 3 models 
(For Fall, Winter or Summer) of 


Ghe Jaunty 
German Forage Cap 


Bought in Western Germany—a_ limited 
supply of all 3 models of this famous, 
rugged-looking mountain cap—each with 
the high-flying, height-building ‘‘stand up” 
front and long, soaring ‘forward look”’ 
visor. Whatever the weather, whatever your 
favorite sports, you'll find the ideal com- 
bination of looks and comfort in one of 
these superbly styled models. Now worn by 
style leaders all over the U.S. for fishing and 
hunting, sports cars, golf, boating, skiing, ice- 
skating, beach, tennis, baseball, etc. Made 
in Germany to extraordinarily high standards 
of craftsmanship. Choose from. 


1. “Afrika” Desert Cap 


—for hottest-weather sports. Made in fine, 
lightweight twill. Lined for insulation. 
Desert tan, slate blue, dark green $3.95 


2. “Jaeger” Field Cap 


—for autumn and early-winter Made in soft. 
wind-resistant gabardine, heavy lining. Tan, 
slate blue, dark green. $4.95. 


3. “Mountain” Ski Cap 


— for late autumn and deep winter — with 
unique 2-position earflaps to cover (1) ears 
alone, (2) both ears and neck. Made of soft, 
woolen European felt. Mountain green, navy 
blue, field grey. $5.95. 
(Authentic Edelweiss mountain insignia 
in gold & silver toned metal, $2.50.) 
For prompt delivery, write style (1, 2, or 
3 above) and color you want—together 
with your hat size and name & address. 
Add 35¢ to above prices for postage & 
handling. You will also re- 
ceive free catalog of German 
daggers and colorful regimen- 
tal beer steins. Dept.SC-11 The 
Ainsworth Co., 158 E. 38 St., 
N.Y.C. 16. (Dealer inquiries also invited.) 

















... the perfect gift for the man 
with the Porsche (or any man) 


PORSCHE CUFF LINKS 


If you drive a Porsche and don’t have 
a pair of these gold filled cuff links— 
you ain’t properly dressed. Official 
Porsche ensignia in antique gold with 
enamelled black and red bars. Our 
personal guarantee or your money 


back. 

(case included) per pair only 6.95 
Add 10% Federal Excise Tax 70 
(in Calif. also add 4% Sales Tax) 7.65 
Send cash, check or M.O. — no COD’s 
please, to: 

Chick Leson’s 
AUTOSPORTS, LIMITED 

4051 Broadway, Oakland, Calif. 
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The 
Royces 
That 
Raced 


~~ from preceding page 

entry Street, London, W.1. The public 
mood didn’t permit Radley to claim this 
as a record, but it surely was a “record.” 

Americans had their first sight of the 
rectangular RR badge in the winter of 
1906, when Charles Rolls visited New York 
with the Light Twenty that Northey had 
driven in that year’s TT. Rolls raced this 
car on the Empire City track during his 
stay, winning a five-mile event for ma- 
chines up to 25 horsepower. Back in 
Britain a few months later, he told the 
London correspondent of a New York 
newspaper what he thought of contempo- 
rary U.S. car design and quality, which 
wasn’t much. Upshot of the interview was 
E. R. Thomas, designer and builder of the 
60 hp Thomas Flyer, angrily challenged 
Rolls to race from New York to Chicago 
and back to New York. 

“Rolls’s reply,” records Nockolds, ‘“was 
to express willingness to take part in a 
competition that would test more impor- 
tant aspects than mere speed, namely re- 
liability, fuel consumption, silence, flexi- 
bility and other qualities desired by intel- 
ligent motorists.”” In any case, Mr. ‘Thomas 
having said the round trip contest must 
take place within thirty days of the chal- 
lenge’s issue, or not at all, acceptance was 
a physical impossibility for Rolls. 

The following year an RR ‘Twenty 
scored a noteworthy success in Florida dur- 
ing an Ormond Beach meeting, breaking 
the international five-mile record in the 
60 hp class and winning the world tour- 
ing car championship. 

During the period Rolls-Royce were par- 
ticipating in competition, E. R. ‘Vhomas’s 
challenge was | believe the only one the 
firm or its individual members received 
without jumping at it and, as the time 
limit had reduced this proposition to the 
academic level, it can fairly be discounted. 
Among the gages RR picked up almost be- 
fore it had the floor was one tossed down 
in 1906 by a certain Captain H. H. P. 
Deasy, who had bees in his bellhousing on 
the subject of four cylinders vs. six. Four 
was the multiple beloved of Deasy, exem- 
plified by a car called the Martini. Writing 
to The Autocar, the captain suggested the 
merits of the rival types should be put to 
a public test. Although Rolls-Royce had 
used their 20 ‘hp four in the preceding 
year's T'T, and were about to do so again, 
they'd recently added a 30 hp six to their 
repertoire, and probably foresaw the day 
when their whole resources would be con- 
centrated on sixes. 

Claude Johnson, who was a_ polished 
driver as well as a business man, therefore 
took it on himself, with his co-directors’ 
approval, to take up the Deasy challenge. 
He went further and drew up a blueprint 
for the kampf that became famous as the 
Battle of the Cylinders. His Rolls and 
Deasy’s Martini, cars of comparable power, 
would compete side by side in the up- 
coming Scottish Trials, a contest renowned 
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That’s the real difference between the ave 
age home-movie fan and the professional o 
in Hollywood! 
















Know-how doesn’t come easy. But if you 
sincerely interested in better movies you cz 
start yourself along the road with the all-n 
Home Movie MaAkinG ANNUAL. 


Prepared by the Editors of Poputa 
PHoToGRAPHY, the 1960 Home Movie Maw 
ANNUAL goes on sale at your newsstand 
ber 27th and costs only $1.00. 


You'll get facts, tips and pointers from t 
experts on every phase of home-movie makin 
You'll enjoy the big special book bonus-Tk 
AMATEUR CAMERAMAN’S HANDBOOK—bound fi 
into the magazine. And you won't want to mis 
features like: 

¢ The Language of Color 

e Special Effects for the Amateur 

¢ How to Dramatize the Stories Around Us 

¢ How to Make an Abstract Film 
Complete Guide to Camera Movement 
Acting for Amateurs 
Movie Music 
Directory of Equipment 





Complete Guide to Movie Exposure 


PLUS...articles covering Sound... Accessoré 
... Scripting... Titling....Film Processing. 
... Editing... Lighting... Zoom Lenses... Co 
position... Electric Eyes...and much, mu 
more! 


Start getting the know-how that will make yo 
a topflight movie-maker! Buy the Home Mo 
MakinG ANNUAL at your newsstand October 27! 














or send for it today with the coupon belo 
Only $1.00. 
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; Ziff-Davis Publishing Company 

1 Department SCI 119 

1 434 S. Wabash Avenue 

: Chicago 5, Illinois 
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as a criterion of reliability. Additionally, 
they would travel 4 deux from London to 
the Scottish starting point, and subse- 
quently back to London again, under Au- 
tomobile Club observation. All-in mileage 
totalled 1660. The ACGBI were to be ar- 
biters of hill-climbing powers, gas con- 
sumption, reliability, ease of gearchanging, 
and speed, while a London Stock Exchange 
committee was to adjudicate on silence and 
freedom from vibration. 

What the Battle of the Cylinders tri- 
umphantly proved was that Deasy needed 
a couple more, Johnson winning with 
nearly 400 marks to spare. In the Trials 
themselves he didn’t drop a single point, 
and made only one enforced stop in the 
whole five-day event—forty seconds out for 
a brake adjustment. The beaten Martini’s 
engine, interestingly enough, was way over- 
square—150 x 140 millimeters. 

But in case the idea should get around 
that all fours were inferior in performance, 
RR products included, Rolls himself 
staged a hillclimbing demonstration with 
a Light T'wenty on a well known urban 
acclivity in South London with a gradient 
of 17 percent. Piling nine 185 pound men 
aboard, he stopped and restarted with 
evident ease halfway up this hill. 

Enamored as Rolls was of dering-do in 
all its forms (he'd been a racing cyclist in 
early youth, later became an enthusiastic 
baloonist, finally met his death while pilot- 
ing a plane in 1910), it would be natural 
to assume it was he who set RR’s wheels 
in the competition groove. In fact, though, 
the initial prompting came from an out- 
side source, namely, one Arthur Briggs, 
who had bought the first Heavy Twenty 
ever built. That was early in 1905. When 
the ACGBI issued regulations for the first 
Tourist Trophy, Briggs urged Rolls to take 
advantage of the event as a forcing ground 
for development and an instrument of 
publicity if—as would undoubtedly hap- 
pen—the marque acquitted itself well. 

The original Rolls-Royce car was the 
progency of two associated but nonethe- 
less separate firms, Royce Ltd. on the one 
hand, which handled the manufacturing 
side, and C. $. Rolls and Company on the 
other, responsible for commercial exploi- 
tation. Briggs effected the amalgamation 
whose fruit was Rolls-Royce Limited, and 
became one of its founder directors. Shortly 
afterwards, when public investment fell 
ominously short of the figure needed for 
essential expansion, and the firm’s ex- 
tinction in infancy was threatened, it was 
Briggs who came to the rescue with a 
check for £10,000. On the death of this 
lifesaver in 1919, RR’s annual financial 
report was printed with a heavy black 
border around it. 

Rolls, incidentally, continued to race 
other makes for some while after the birth 
of the Rolls-Royce, notably Wolseley. His 
Company also carried on with its several 
flourishing dealerships, including New Or- 
leans and Minerva. It was (quite unapro- 
Pos) with a small Peugeot that, many years 
arlier, he had had the most ignominious 
motoring adventure of his career. Some- 
how, while cranking the Peugeot in the 
courtyard of a hotel at Gloucester, Eng- 
land, it had knocked him down and run 
‘lap over him, then confinued into the 
toad beyond and collided with a pony 
‘tap that happened to be passing. 


Fox GO-BOY CARTS 


FIRST IN MASS PRODUCTION 
NOW AMERICA'S BEST SELLING CART 


NOW AVAILABLE anane 
The NEW Fairbanks Morse inter- peer oe art 
nal expanding brakes Bn FOX'S 


sample Go-Boy at a special 
positive action dual brakes 












Discount! 


NO WAITING 


SHIPPED FROM STOCK 
300 - 500 Carts In Stock— At All Times! 


. © Pneumatic tires with tubes 

Demountable wheels with precision high speed 
bearings 

No extra charge for 12” rear wheels, 6 to 1 gearing 
Drag link steering with preset caster and camber 
High tensil spring steel frame—arc welded 

Side bars included © Chrome trim 
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EMBROIDERED JACKET EMBLEMS 
Super Quality, Durable & Washable 
Fiat, Renault, Ferrari, Ace, Abarath, 
Volvo, Thunderbird, Rolls Royce, VW, 
Morgan, Maserati, Simca, Buggatti, MG, 
Borgward, Peugeot, Porsche, Mercedes, 
Jaguar, Alfa, A-H, Corvette, Triumph. 
The Very Best 3 inch emblem....$1.00 ppd. 
Free Catalog — Accessories — Novelties — Equipment 


M. G. & C. COMPANY 


AVION ODOMETER 


New ultimate-precision instrument. Fully 
adjustable for corrective computations. 


WRITE for details and price. 


AVION DIVISION 


9 Park Place - Paramus, N. J. 























and tear. A highly 
practical, attractive 
accessory, easy to 
install. 

$4.95 per set of four 





Box 2514 Cheektowaga 25, N. Y. 
MG-A FRAME CORVETTE 
COVERS EXHAUST TIPS 
+: Designed and used by 
Patterned aluminum 3 
‘ P . Andy Porterfield 
covers to protect the diamieieeemnmeey a Pacific Coast Corvette 
interior frame braces ‘ champion. Chrome 
from excessive wear : { finished, 1/18” steel. 


Practical, attractive 
accessory for all 
Corvette models. Tips 

_# fit tightly inside 
exhaust pipes, no 
rattling, prevents 
blackening of chrome 
guards and body finish. 
$4.95 set 





THRESHOLD PLATES 
Attractive and prac- 
tical. Patterned 
aluminum, includes 
self-tapping screws. 
Porsche (cover carpeted 
threshold), MG-A, TR 
Alfa (cover painted 
metal threshold section) , 
-95 set. Sprite, 
95 set. XK140, 
XK150, $5.95 set. 


KICK PLATES 
Matching patterned 
aluminum, prevents 
scuff and wear. For MG-A, TR, A-H, Porsche Speedster, 
Sprite, $4.95 set. Alfa (except Coupe), $3.95. 








COMBINATION 
ASH TRAY- 
LIGHTER 

Handsome black 
leatherette with 
chrome ash tray unit 
and automatic lighter, 
6 or 12v. For MG-A, 
with crest, fits 
snugly between arm 
rest and gear shift. 
Adaptable to drive 
shaft tunnels of 
Porsche Speedster, 
Alfa, Sprite. $8.95. 
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SPORTS CAR ACCESSORIES 


Add 4% tax in California 
60551 MELROSE AVE. 
HOLLYWOOD, 38, CALIF. 

WRITE FOR ILLUSTRATED BROCHURE 
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We have them! 
GENUINE FACTORY 


COMPETITION 


Parts 


-¥ for the 


averm-neaiet@® 


prile 


HI-LIFT CAMSHAFT 


with springs and collar-set... 39.02 


PISTONS 


9.3 to 1 complete set........... 48.68 


CLOSE RATIO 
GEARS set... 66.50 


ANTI ROLL BAR 34.47 


All prices F.0.B. San Francisco 
add 4% Sales tax if in California 


British Motor Cars 
1800 Van Ness Avenue 
San Francisco 




































4 S*PARTS-PARTS 


p ir ee 


| ! 

... and Service! 

Complete inventory for all makes of 
imported cars. Your order handled 


same day placed. 
IMMEDIATE 


Air « Rail * Bus 
delivery to all points 
DEALERS-OWNER 

Write-Wire-Phone 
1): HE 6-5994 
tesse 
Imported Parts, Inc. 
St. Petersburg -Clearwater 
International Airport 
ST. PETERSBURG, FLORIDA 


We'd like to serve you... 


Mais Oui 2 
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Many and varied were the successes of 
the 7-liter Silver Ghost, patriarch of the 
spectral family that was to yield Phantoms 
and Wraiths by turn. In 1908, Johnson 
pitted a Ghost against the contemporary 
world record for nonstop reliability, held 
by Siddeley at 7089 miles. Driven by a 
team consisting of entrant Johnson, C. S. 
Rolls, Eric Platford and S. Macready, the 
big silken sidevalver knocked the Siddeley’s 
figure for a row of ninepins, putting 15,000 
miles on the dial, of which 14,371 were 
nonstop except for Sunday layoffs, before 
the marathon was voluntarily discontin- 
ued. The whole deal was conducted under 
RAC surveillance and it included, almost 
incidentally, successful participation in the 
season’s annual Scottish Trials. The sole 
involuntary stop (outside of the 14,371 
miles stretch) was no more than momen- 
tary—result of a fuel tap being shaken 
into the off position while traversing some 
fierce terrain in the Scottish event. When 
the whole thing was over, Johnson had the 
RAC officials dismantle the car to the last 
nut and bolt and replace any component 
that showed the minutest vestige of wear. 
Cost of the parts replaced, at present 
money values, was around six dollars. 

In general, the marque was seldom 
represented in Brooklands races, for the 
obvious reason that Royces, the epitome 
of luxury and silence, were not normally 
fast cars.Once, in 1911, just for stately fun, 
the makers fitted a Silver Ghost with a 
lightweight touring body and a high gear 
ratio and timed it over a flying quarter 
mile on the English track. It turned 101 
mph. 

Nothing resembling a grand prix car, in 
the regular sense of the phrase, was ever 
built at the sign of the Double R; but if 
your automotive library includes a copy of 
Monkhouse’s Grand Prix Racing (as it 
should) you'll see by the statistical section 
that a Rolls-Royce won the original 
Spanish Grand Prix in 1913. Winning 
driver was Don Carlos Salamanca, who 
averaged 54 miles per hour fot the pre- 
scribed 192 miles, and another Rolls man, 
Eric Platford, placed third. The race was 
King Alfonso’s idea; like his son after him, 
he was a fool for speed on wheels. For any 
thing aspiring to the title of Grand Prix, 
this race was something of a curiosity. Only 
touring cars qualified, hoods were sealed 
throughout, and no water replenishments 
were allowed. As the 64 mile circuit in- 
volved two ascents and descents per lap 
of the formidable Guadarrama Mountains, 
and the action took place in shade temper- 
atures of 90 degrees (where there was any 
shade), the prohibition on topping up 
radiators wasn’t funny. 

But it didn’t cause the RR element any 
anxiety, and Salamanca, the Spanish con- 
cessionaire for Mr. Royce’s remarkable 
automobiles, finished a clear three minutes 
ahead of the second place car, a Lorraine 
Deitrich. Platford, at third, was nearly 
half an hour in front of the traveling dust- 
cloud enclosing the fourth finisher. 

The mainspring of some great drivers 
is Cooperative sense, team spirit; others are 
irked by shared responsibility and _ hit 
their highest bent as individuals. Such a 
one was James Radley, hero of the Monte 
Carlo “record” that wasn’t a record be- 
cause it couldn’t be mentioned in God- 


fearing society. Following a moral vict 
for maker-sponsored Ghosts in triplicate 
in the 1913 Austrial Alpine Trial, the com. 
pany passed up the ‘14 event, leaving it to 
Radley to run his privately owned 40/50 
as a loner. As on the occasion of his Monte 
Carlo dash, however, they lent him the in- 
valuable mechanic Ward. 

In the face of opposition from bigger 
displacement cars than his own (factory 
teams from Benz and Austro Daimler, 
among other heavy artillery) Radley kept 
the RR pennant flying bravely for the first 
four days of the trial. On famous passes 
like the Pordoi, Rolle, Loibl and Falza- 
rego he stood out as the star performer, 
Once, at a railroad crossing, their old béte 
noire, he and Ward were nearly beheaded 
when the keeper started lowering the pole 
when the Ghost was irrevocably com- 
mitted to bisecting the tracks. Another 
time Radley missed the route, beat his 
way back to it after agonising delays, 
sidled into the tail of the crocodile, sur- 
vived a series of waking nightmares in 
passing other cars on the brinks of prec- 
ipices on his way up to his rightful place 
in the listed sequence. 

Then, at Innsbruck, came the appointed 








Me 
H 





day of rest. Rest for everybody, that is, ex- 


cept the mad Englishman, Radley. The = 
: 


talk at Innsbruck was of nothing but the 
Turracherhéhe, a new and _ horrific hill 
slated for the seventh day, which, the buz 
had it, had never been climbed on wheels. 

There wasn’t any law against previewing 
the Turracherhdhe, just so you could get 
there and back in the one day that was 
available. Anyway, it was 250 miles away. 
Anyway, you couldn’t use your competing 
car because all such cars were officially im 
pounded during the rest day. It did just 
happen, though, that Radley had a friend, 
right there in Innsbruck, who had another f 
Ghost, practically the duplicate of his own. 
The friend, the Autocar’s reporter, Charles 
Freeston, was persuaded to unhand his 
Rolls. Leaving Ward behind, Radley lit 
out for the Turracherhdhe, traversing 
roads he’d never seen before. 

A couple of hours before the trial was 
due underway again, Ward’s anxiety was f 
becoming pitiable. Half an hour short of [ 
zero time — still no sign of Radley — the 
mechanic was verging on panic. Fifteen § 
minutes to go .. . and the wandering boy 
wandered in, practically invisible under 
his outer pelt of dust but otherwise nont 
the worse. 

Yes, he’d reconnoitred the Turracher 
hohe. Yes, it was quite a piece of geology f 
at that, but with the advantage of a few 
practice climbs he didn’t think it wa 
going to bother him. It didn’t. Come the 
dreaded seventh day and, as Nockolds puts 
it: “Many failed on the steep stretch @ 
hundred yards before the hill itself be 
gan; but the Rolls-Royce swept up with 
ease, arriving in Salzburg in its usual po 
sition at the head of the procession”. 

Frederick Henry Royce, Baronet, Officer 
of the Order of the British Empire, ont ¥ 
described himself as “just a mechanic’. 3) 
the same evaluation, James Radley was jus 
a driver. But it was mechanics and drives 
of the caliber of Royce and Radley wh 
won Rolls-Royce the title of The Best Gi 
In the World. And it was in competition 
they did it. 
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; Best Car e BOOK 
In The TORQUE WRENCHES 
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; World? of Life Time Accuracy 
’ Sold around the world by 
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! turers, mail order houses, 
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the Removable 
luggage rack 


NO HOLES TODRILL... 


Fits MGA TR3 Austin Healy 
Please state make and model 


All metal Heavy guage steel tubing long lasting 
hard chrome plating. 
Oversize, stain-proof suction cups grip over 
trunk lid stiffeners. Easily adjusted stainless 
steel straps with rubber coated hooks give 
Recordtime on-off"... $21.95 


Original tak Hardwood slats polished and 
marine spar varnished, mounted on chrome. 
Same fine features as above. 
$24.95 


For that distinctive sporty look ! 
See these 6 wacks at yowe dealer, 


Mail orders : We pay the postage on above 
prices. NoC.O.D.'s. In Calif. 
add 4% sales tax. Thank you ! 





a 
G@ yoo 
Wyinecring 1054 duncan Place 


or Manhattan Beach 12, Calif. 
Dealer's inquiries welcomed. 













.e 
FOR IMPORTED CARS 
Tailored & Washable Corduroy Terrycloth 








VW, MGA, TF... 2 front seats....11.95 9.95 
VW back seat... 11.95 9.95 
VW SET (front & back seats)............ 21.90 17.90 
PORSCHE, GHIA... 2 front seats 13.95 11.95 
MG-TD, TR’s, HEALEY, FIAT 

1100 & 600, SIMCA ELYSEE, 

RENAULT DAUPHINE, VOLVO 

(Terrycloth only)... 2 front seats................ 9.95 
MERCEDES 190SL, 229, JAGUAR 

oT ace : 11.95 
Specify MAKE, MODEL, YEAR CAR, COLOR IN 
TERRY: Blue, Silver, Charcoal, Red, Beige, Kelly 


. Green, Maize. IN CORDUROY: Red, Blue, Silver, 
Toast, Charcoal, Camel. 


Postpaid if remittance accompanies order. California 
residents add 4% tax. (Dealer inquiries invited) 


Edith’s Seat Covers, P.O. Box 1221, Bakersfield, Calif. 











GRAND PRIX 
GEAR SHIFT KNOB 


Made to the same specifications as 
the shift knobs on the Ferraris and 
Maseratis. Smooth and comfortable 
shifts — solid brass — triple chrome 
plate. 114” diam. internal threaded. Only 3.65 
each — for Austin Healey — Sprite — Triumph — 
M.G. — Jaguar — Corvette — Volvo — Porsche — 
V.W. — Renault and others — state make and model. 


Send cash, check or M.O. All mail orders postpaid 
(No C.0.D.’s please.) In California add 4% sales 
tax. Send to Dept. S-1, S-4. 

Chick Leson’‘s 


AUTOSPORTS, Ltd. 
4051 Broadway, Oakland, California 

















Best Car 


jin The 

= World ? 

from preceding page 
The strange thing about driving a P-III is 
that although it is an enormous car, it 
gives the sensation of being only of me- 
dium size. Fuel consumption is around 
ten miles to the gallon, of course, and the 
maintenance of such perfect but complex 
machinery calls not only for a battery of 
special tools but know-how far in excess 
of average. 

The earlier models of the P-III had, 
many years in advance of their time, 
hydraulic self-adjusting tappets. They 
worked marvellously — so long as the oil 
was kept scrupulously clean. Just before 
the Second World War put them out of 
production, P-III’s were being built with 
an overdrive top gear. There are not many 
of them left, and those that are rarely 
come on the market, but for those who 
want the ultimate in a classic, as opposed 
to commercial, Rolls-Royce, this is it. 

After the War the “commercial” Rolls- 
Royce and Bentley cars went into produc- 
tion, including the so-called “little” Silver 
Dawn Rolls-Royce. Both were developed 
along similar lines from the old “Goshawk” 
aircraft engine. Finally the new “S” model 
chassis came along, is now common to both 
cars and there is almost no difference, alas, 
between a modern Rolls-Royce and a 
Bentley, the radiator-shell excepted. 

Two notable new cars have been built 
since the war: a special 8-cylinder state 
limousine for the Royal Family, cost un- 
disclosed, and the “Continental” Bentley. 
This fantastically expensive 120 mile an 
hour automobile is the greatest joy to 
drive, or was until the really delightful 
gearbox was replaced by a Hydramatic 
shifting arrangement. As automatic trans- 
missions go, this is a very good one, but it 
does seem that a man who spends the 
price of a house for an automobile might 
be allowed to decide for himself whether 
he wants a stick-shift or not. 

Some day, it may be possible to write 
about the still-born Rolls-Royce automo- 
biles: the models that were, for one reason 
or another, put aside. Down the years 
many, many prototypes of fascinating in- 
terest have been built. They have been 
tested, disguised as normal models, over 
thousands of miles of fast Continental 
roads, as has been R-R custom for decades. 
Then the decision has been taken not to 
put them into production, they have been 
dismantled and the bits and pieces sent 
as scrap-metal to the foundry, lest some- 
how one of them slip out intact and dis- 
grace the family. Now and again, usually 
years later, word gets out: an 8-cylinder 
car was extensively tested during the 1930's, 
and in 1939 a beautiful little 2-liter was 
ready for production at the outbreak of 
war. There must have been many more, 
broken up for the furnaces by the strong- 
willed men of Crewe. It is hard to dispute 
their decisions, though, because after all, 
in good times and bad, peace and war, 
for nearly 60 years, nearly as long as the 
automobile has lived, men have called the 
Rolls-Royce “The Best Car In The World.” 


—dsm 
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REUPHOLSTER with a BRUSH 


{oh a: 
RAM@ 


Renew dull, faded, wp, 
leather or Vinyl Diastic yp. 
holstery. Car, plane or boy 
seats, headliners, sig. 
panels will look new in gy 
color. 
new interiors. You 
change color too! Easijy 
applied brush or spn 
RamCote Flexible Finish, 


FINISHES 


Restores — Colors 
Protects Leather, 
Leatherette or 
Vinyl Plastic 





(not a paint) impregnates 
leather or Vinyl plastic up- 
holstery. Won't chip or 
peel. Fadeproof—waterproof. 
Write for free information, 
color chart, and dealer loca- 
tion. 


RAMCOTE, 1141 W. 69 St. 
Chicago 21, II!. Dept. sc 11 











JACKET PATCHES 
AUTHENTIC MULTI-COLORS 
Swiss Embroidered 3” Emblems. Alfa, Austin Healey, 
Corvette, TR, Jaguar, Mercedes, Volkswagen, Volvo, 
MG-(red, green, blue, black). Fine Quality. 


26 “892 


Sas $1.00 ea., ppd. 
= SAVE! 3 for $2.50 in 


PORSCHE (Only): $2.00 ea. - 3 for $5.00 ppd. 
Satisfaction or money back. No 

> C.0.D. Md. residents add 3% 

Write Dept.SC SPORTS CAR CENTER, INC. 


S.T. Dealer inquiries invited, 
5617 Reisterstown Road e Baltimore 15, Maryland 





por 











SPORTS CAR ASH TRAY 
= $200 


POSTPAID 





Chrome finish draw type with snuffer. Easily in 
stalled under dash. Flush mount out of the way. 
Fits any car. 


TRIUMPH REAR SEAT $35.00 


Custom made foam _ rubber 
construction rear seat for 
TR3 complete with _ fittings. 
Minutes to install. State 
color. Cash, check, or MO to 





S. NADELLE 
0-70 26th St., Fair Lawn, N.J. 














INTERNATIONAL DRIVING PLATES 
Imported, Authentic; Blaci 
letters on white aluminum 
A plate. “USA” “GB”, also most 
European countries. Tell us 
what you want. Satisfactior. 
Guaranteed. $2.00 each. 


CONTINENTAL TAGS 
22 Chester Drive, Yonkers, N. Y. 


et 










Be an industrial designer 


Combine your design abilities with technical aptitudes i 
Industrial Design training at Art Center School. Wort 
under practicing professionals for top jobs as automotivt 
stylists, product, package designers. Design stores 
motels, showrooms, shopping centers. Constant demand fot 
graduates. Accredited. Eight semesters to B.P.A degree 
Coed. 700 students. Vet approved. Begin training Feb 
June or Sept. sem. Enroll early. Write Mr. Seitz, 3 
West Third Street, California 


ART CENTER SCHOOL 


Los Angeles, 
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POWER, SMOOTHNESS & PUNCH 

Downton Speed equipment gives you that extra lead 
over the rest. 
For Sprite, Minor 1000, A35 and new A 40 our bolt-on 
kits are now being acclaimed in U.S.A. as in England. 
Genuine hand manufactured British parts for Britist 
cars. 

Write today for prices & performance figures. 


DOWNTON ENGINEERING WORKS LTD. 
DOWNTON, SALISBURY, WILTSHIRE, ENGLAND. 





Redesign, customiy| 
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Grand 
Prix 





= = from page 51 

Climax engines in the Coopers were being 
overrevved in a big way and the BRM 
were down as much as five seconds in lap 
times. Dunlops had come to Berlin a week 
ahead of the race with Jo Bonnier and a 
BRM and put in considerable time test- 
ing their rubber. The results confirmed 
their suspicions that the regular Dunlop 
racing tire had more rubber than was ac- 
tually necessary. Thus, 4 mm of tread was 
ground off on all of the tires issued to 
the three participating marques. 

Ferrari again brought one “256” en- 
gined-car of slightly larger displacement 
than the others and this was driven mostly 
by Cliff Allison in practice, though it was 
not known whether he would start or not— 
the grid being limited to 15 cars. This 
particular Ferrari seemed to have consider- 
ably more power than the other team cars 
though up to now its reliability has not 
been proven. Finally on the last day of 
practice he set fastest training lap and 
caused considerable comment thereby. 
Dan Gurney went very well in his second 
Grand Prix, was fastest man on first day 
of training and was on the front row of 
the grid with Brooks. 
he 





Besides the Coopers, BRM’s and Fer- 
rari, there was a lone Cooper-Maserati 
entered as well as two Porsches, the Behra 
Formula II car and the works car, driven 
by Von Trips. Behra had left the Ferrari 
team after Reims, was planning on driving 
his own RSK sports car in the 1500 cc 
race Saturday afternoon and his own single 
seater the following day. Rain was falling 
when the sports cars were given the start 
fag in mid-afternoon, 50,000 people 
gathered around the circuit and in the in- 
field opposite the banking. The first car 
to go out of control on the banked curve 
was Doery in his RSK; the car went into 
a lazy spin at the exit of the banking, 
finally connecting with the cement wall in 
front of the main grandstand. Doery 
climbed out unhurt but the car was badly 
battered. On the next lap around the most 
incredible accident of all happened. Carel 
de Beaufort, the Dutchman, lost control of 
his Spyder with the car spinning in a 
complete circle before it sailed over the 
‘op of the banking nose-first. The crowd 
gasped in amazement as a few seconds 
later the bent Porsche emerged from the 
paddock, being driven casually back into 
the race as if nothing untoward had hap- 
Pened. In a piece of luck that only comes 
once in a lifetime the Porsche had been 
cushioned in its fall by trees and heavy 





















SPO eu IF THIS MAN 
IS ON YOUR 
CHRISTMAS 


LIST= 


1A subscription to SPORTS CARS 
ILLUSTRATED will make a per- 
fect gift for him,and every other 


sports car enthusiast. 


If he loves sports cars, precision engineering of fine cars, the thrilling sound of an 
engine alive with power, the world of racing, the beauty of new custom and produc- 
tion machines, he’ll be delighted to get Sports Cars ILLUSTRATED as a gift. 


Sports Cars ILLUSTRATED covers the sports car world completely. 

Exclusive road tests bring you all pertinent information on every major sports, econ- 
omy and gran turismo car released. 

Exciting on-the-spot reports and features keep you up to date on the whole world 
of sports car and Grand Prix racing. 

You'll see the cars that have moved men’s souls — the fabulous Allards and Bentleys, 
Lagondas and Duesenbergs— and all the other great classics of sports car history. 

You'll read exclusive interviews and profiles of the outstanding personalities in the 
field — drivers and engineers, designers and builders, the giants of yesterday and today. 

You'll be ahead of the field in fine car engineering and design with SCI’s detailed 
tech reports, drivers’ reports, and factory tours from Stuttgart to Detroit. 

There is no more perfect gift for the sports car fan than Sports Cars ILLUSTRATED, 

Each of your gift subscriptions will be announced by an attractive card, inscribed 
with your name. What’s more, you can enter or extend your own subscription to SPORTS 
Cars ILLustRATED at the special Christmas gift rates too! 

See the order form bound in this issue, for the special low gift rates. Then list the 
names and addresses of your sports car aficionado friends and mail it today. 


WRAP UP YOUR CHRISTMAS GIVING NOW! DO IT EASILY 
AND APPROPRIATELY, WITH SPORTS CARS ILLUSTRATED. 


SPORTS CARS ILLUSTRATED 
434 South Wabash Avenue, Chicago 5, ill. 














Is your Club registered with 
Sports Cars Illustrated? 


As you probably know, SCI is 
eager to keep you advised 
whenever a special opportunity 
arises that would interest and 
benefit your Sports Car Club. 


If you are not already on SCI’s 
Club Announcements list—please 
send the name, address and 

a list of current Club officers to: 
Sports Cars Illustrated, Club 
Department, One Park Avenue, 
New York 16, New York. 


If your Club is already listed, it’s 
a good idea to keep SCI up-to-date 
on changes of address, officers 
and other pertinent information! 








MALCOLM KONNER 
CHEVROLET 


New Jersey’s Headquarters for 1960 


CORVETTES 


230-245-250-270-290 H.P. 
AND SUPER CHARGED MODIFICATION 
Any special equipment. All color com- 
binations. Also many fine used Corvettes 
and Foreign cars in stock. 





CUSTOM-DESIGNED +h Qn 
TONNEAU COVERS se 


Approved Corvette Roll Bars in stock 
Shipped anywhere in the Country 


Call or see 


BOB WASSERMAN 


America’s Leading Corvette Specialist 
FUEL INJECTION SPECIALISTS 
Try our special sports car service 


MALCOLM KONNER CHEVROLET 
473 BLOOMFIELD AVE © CALDWELL, N. J. 























SPACE FRAMES 


Designed in Europe, using VW parts. Re- 
versed engine and transmission (VW or 
Porsche). Fantastic performance. Send $2.00 
for diagrams, photo parts list and prices. 
Refundable on purchase of tubular space 
frame $385. F.0O.B., Rossville, Pa. 


EUROPEAN MOTORS e Rossville 3, Pa. 

















Phone CApital 6-6666 








BARKER MOTORS 


2291 Fairfield Avenue Bridgeport, Conn. 


CARPETS: Custom made! SHOP MANUALS: All 
of durable viscose. Trans- | genuine factory issues as 
ee a on ie j used by our own Service 
MG TD... $19.95 | Dept., $7.95 each: 
+ Py. rere 9.8% MG A, MG 
rie 2, th | Morris, 







TD-TF, 
Austin Healey 


327 35585 | 
Jag XK 120, 140.. 38.50 | 6, Sprite, Borgward 


ACCESSORIES BY AMCO 
World renowned AMCO quality items. 


WINDWINGS: MG TD, LUGGAGE RACKS: Fer- 

7 ™ 6 « / Manen mounting ripile 
TF, MGA, TR 2-3, | chrome. Specify MG A, 
Berkeley, Fiat 600 & 1100 | Jag, Triumph, Aust. 
Et i eee | Healey 100, Aust. Healey 
SPTite  oresssssssevsee. $16.95 pr. | 196, “Porsche, 190 SL, 
Alfa or Sprite ........839.95 


Aust. Healey 100 & 106, 


| ROOF RACKS: Sturdily 
| e. y 
Jag 120 & 140, 190 SL} constructed of tubular 
eee : , , | aluminum. Fits all im- 
Porsche Coupe, Alfa | ported sedans eee” jrain 
eT ee re $19.95 pr. | SUDUOE. i ccccnescsvessevicesencstoane 29.95 


Free brochure on these and additional items, 
specify car. 
20% with order, balance COD or send full amount 
and we’ll pay postage. All items satisfaction guaran- 
teed or full refund. 




















SPEEDWELL CONVERSIONS + 








763 Finchley Road « 


A WINNER FROM ANY ANGLE 


Faster — smarter — lighter. 
Front-hinged for easier engine 
access, this superb hood is 
craftsman-built in aluminum. 
Supplied primed, with all 
catches and fittings. Fits 
straight on and uses original 
lights and flashers. 


$260 F.O.B. Boston 


SPIGIEIDVVIZILIL WORLD-FAMOUS SPEED EQUIPMENT 


London N.W.11 «© England 
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shrubs ae hat landed on all four wheels, 
De Beaufort tried the brakes and steering 
then decided that the car was still fit and 
rejoined the race, but as the organizers 
were giving him the black flag another 
Spyder was seen spinning out of control 
on the wet banking. It was Behra, in third 
place behind Trips and Bonnier in the 
works cars, and as he was one quarter of 
the way through, the tail of the car sud. 
denly slid upwards and around, the car 
doing a complete circle before slamming 
viciously into a concrete block on top of 
the wall where it came to rest. Behra was 
ejected violently and thrown against a flag 
mast, the pole breaking under his weight, 
Jean Behra was dead before medical aid 
was able to reach him. Witness to all that 
transpired was Richard von Frankenberg 
who from the announcer’s box was doing 
the race commentary. Von Frankenberg 
had escaped with his life three years ago 
when a special short wheelbase Porsche 
Spyder, the “Mickey Mouse” car, sailed 
over the banking. Porsche immediately 


withdrew their Formula-2 entry from the 
Grand Prix and this let Cliff Allison in 
with the extra Ferrari. 


The Formula-1 GP was run in two 
heats, the hottest of all being the first one, 
thanks to Masten Gregory who was deter- 
mined that the Coopers would not go 
down without a fight. Fortunately, Masten 
broke his engine before himself in the hot 
and heavy dice. Gurney said later that the 
Cooper stayed with him the entire dis 
tance down the straight, the Ferrari com- 
pletely defenseless. Both Moss and Brab- 
ham in their respective Cooper-Climaxes 
dropped out early in the race with gear 
box and engine trouble respectively. Alli- 
son’s clutch packed up on the 256 Ferrari 
and despite feverish pit work by the 
mechanics he was not allowed to restart 
in the second heat. This second go-round 
proved to be a Ferrari demonstration 4 
soon as McLaren’s Cooper retired, for the 
young New Zealander had given Brooks 
a hard time in the early laps. Phil Hill 
went faster in the second heat than he did 
in the first as his rev counter had beet 
telling him he was doing more revs than 
he actually was. But his second heat time 
still was not fast enough to beat Dan Gur 
ney for second place. 

BRM’s were even slower than the 
Coopers; Hans Hermann had been hired 
by British Racing Partnership to drive 
the car that Moss had piloted at Reims 
and Aintree, and in the middle of the se 
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Rate: 40¢ per word. Minimum 10 words. Feb. issue closes Nov. Sth. Send orders and remittance to: SPORTS CARS ILLUSTRATED, One Park Ave., N.Y.C. 16. 





FOR SALE 


FERRARIS—New and Used. RRR Motors, Inc., 18009 
§. Harwood, Homewood, Ill. Sycamore 8-9070. 


FERRARI — Model 520B — V12 — 3800cc 1957 
works Mille Miglia Car—Four overhauled cams—380 
HP — Motor recent overhauled by factory — spare 
ratios, bearings, etc. New paint — Excellént condi- 
tion, Price $10,500.00. Ferrari 250 TR—-V12—Three 
liter, Delivered new March '58 — One Owner actual 
dyno 299 HP — Recent overhaul motor and chassis 
— American racing colors — extra oil and fuel tanks 
for distance races — spare ratios, bearings, etc., 
Price $9500.00. Ferrari 857 Monza — Straight four 
3500 cc. — three liter chassis — 280 HP. a great 
car in excellent condition perfect for American 
courses — Italian racing red — new paint — Motor 
5 hours racing since major — a great buy. Price 
$5500.00. Call or write E. D. Martin, P. 0. Box 391, 
Phone FA 37365, Columbus, Ga. 


GOVERNMENT Sells:—Surplus Aircrafts; Boats; Jeeps; 
Amphibious Vehicles; Electronics; Accessories; Misc. 
—Send For U.S. Depot Directory & Procedure $1.00— 
“Government Surplus Sales,’’ Box 425-SC, Nanuet, 
N.Y. 











ENGINES, OHV V8’s. Popular makes, 1956, 1959. 
Used or rebuilt Catalog 50¢. Ledbetter Enterprises, 
1015 17th Texarkana 9, Texas. 


1938 MERCEDES-BENZ 540-K, mint 3-passenger conv. 
$3,850.00. Picture 50¢. R. H. Haynes, 2906 E. Jef- 
ferson, Detroit 7, Mich. 


AUTHENTIC looking decal and wallet card proclaim 
your vehicle to have a certified speed exceeding 130 
MPH. Both for $1.00. Fool everyone. Mackintosh, 
Box 25, Ft. Lauderdale, Fla. 


TRIUMPH TR-3. 1958. All extras. Like new. 12,000 
miles. Best offer around $2450. R. R. Sanders, Box 
684, Auburn, Alabama. 


FOR Sale to manufacturer or promoter—Manufactur- 
ing rights on ‘‘Rally Navigator’ (copyright) instru- 
ment, Proven market demand. See ‘Sports Cars, 
Rallies, Trials and Gymkhanas.”’ Improved models 
under wraps as well as tremendous sales possibili- 
ties in related markets. Adaptable to limited shop 
facilities or funds. Leo Lake, 6225 So. Clarkson, 
Littleton, Colo. 


SPORTS Car Drawings. Ace, Alfa, Aston Martin, Aus- 
tin Healey, Corvette, 250TR and GT Ferraris, 300SL, 
GA,, Morgan, D-Jaguar, Lister, Scarab, Porsche 
RSK, Triumph. 15—$3. 10—$2. 5—$1. No C.O.D.’s. 
Excellent 81/ox11 detailed drawings. Andrew Larabee, 
65 Cherry La., Basking Ridge, N. J. 

FLEXLIFE restores finish of leather upholstery! 
Guaranteed 2 years. Trial 4-oz. bottle $1 w/color 
card of 16 genuine leather samples. $3 per pint 
postpaid. Toplife for cloth convertible tops same 
Ee. McKeon Flexible Coatings, Box 266, Wilmette, 





























ELVA Mk IV, and much other valuable stuff, like 
Webers, trailer, and sage advice. Car is very fast, 
actually. On price | shall not be difficult. Skip Lange, 
4305 Grayson Drive, Indianapolis, Indiana. 


1950 MERCEDES-BENZ 300-SL rdstr. White, red 
leather interior, Becker radio, very low mileage, 
excellent condition. Must sell. Jack Knoll, P. 0. Box 
446, Creve Coeur, Mo. LAfayette 7-4123. 


PORSCHE owners—Exquisite Hand-Carved Wooden 
Models of The Porsche Coupe, Type-356 imported 
fom Oberammergau, Germany. Excellent gift item. 
Conversation piece. Approximately 8” long. $17.95 
Postpaid. Alpine Carving Imports, 6678 Lawnwood 
Avenue, Parma Heights 30, Ohio. 








EQUIPMENT 


JAGUAR owners, Healey owners: Stainless Steel Flex- 
ible Exhaust Tubing Permanent replacement between 
exhaust pipe and muffler. Complete with heavy-duty 
Clamps. Healey $5.50. Jaguar $5.95 (modified re- 
seca two) —_-- Quantity inquiries invited from 
ealers. Wilco, P.O. Box 1128-S, Rochester 3, N. Y. 





FOREIGN Car Auto Wrecking. Used and rebuilt parts 
available for over 600 cars. Sports Car Engines, 
transmissions, rear-ends, and complete chassis’ our 
specialty. New and Used Accessories. Complete stock 
“a. starters, distributors, fenders, doors, 
grills, glass, wheels and tires. All parts guaranteed. 
All inquiries promptly answered. Dealer discount 

iven. All prices F.0.B. Los Angeles. Grand Prix Auto 

arts, 12613 Sherman Way, No. Hollywodd, Calif. 
TR -7-5479, PO 50360. 


THE Truth about Speed-Power-Mileage Equipment. 


Free Catalog. Write! Almquist Engineering. Milford 
$C2, Pennsylvania. 








_ THINKING man’s airfilter. 99% Efficient. Keeps dirt 


out, lets air in. Replaceable Dry Paper Elements. 
Triumph, Volvo $16.00. Sprite, MG-A $18.00. Others. 
Chromed covers add $3.00. Navigator, 4545 Elmwood 
Rd., El Sobrante, California. 


KELSO-Chevy Racing Engines . . . for those who Must 
be First! We are equipped to build winning Chevy 
power-plants for road, track, drag, boats. Many pos- 
sible variations in fuel systems, displacement, etc. 
Each unit dyno-tested and proven. For prices and 
delivery date, address inquiries to: Kelso Auto Dy- 
namics, Racing Div., 2515 H. St., N.W., Washington 
7, D. C. Ph. Federal 3-4830. 


PORSCHE, Volkswagen, Ghia owners! Tired of gas 
fumes and soiled luggage? New Prevent-A-Leak, 
easily installed on bottom of gas cap, stops gasoline 
from splashing out of cap. Guaranteed for life of 
car! Only $2.50. Advance Engineering, Dept. S, 
Box 2274, Dallas 21, Texas. 


FOREIGN Speedometers, clocks, tachometers, tem- 
perature guages repaired and recalibrated, minimum 
$5, maximum $7.50, guaranteed. Send to Mack In- 
strument Service, 13141 Mack Ave., Detroit 15, 
Michigan. 

RAM Engineering continues to supply the best in 
speed equipment for Alfas, Fiats and Crosleys. 
Giulietta 150cc conversion, $88.00; Fiat 600/750 
kit, 45 HP, $475.00. Write for complete catalogue. 
Via dei Leutari 29—Rome—italy. 














SPORTS CAR BODIES 


FIBERGLAS Sports Bodies—Easily bolts on Crosley, 
Fiat, etc.—$295. Jaguar, Ford, Chev., etc.—$495 
Free Brochure. Almquist Engineering, Milford SC4, Pa 


FIBERGLAS Sportscar Bodies to fit 87” to 108” 
} B. $250. F.0.B., European Motors, Rossville 3, 
a. 





ACCESSORIES 





FOREIGN Auto Radio Distributor selling servicing 
Becker Blaupunkt FM-AM English, American sets, 
20% plus discount. Square Electronics, 150-60 
Northern Bivd., Flushing, N. Y. HI 5-2715. 


SPORTSWEAR—Sports and Domestic Car—Tee Shirts— 
Sweat Shirts—Crests made to order. Write for il- 
— sheet. International Crestmark, Plaistow 








RALLYE Dash Plates. 1 by 314 inches polished brass, 
engraved $15 doz. Plastic stamped $3.50 doz. In- 
cludes name of club, date and name of Rallye. Sap- 
penfield’s Trophy Center, 1219 S. Calhoun St., Ft. 
Wayne, Ind. 


CANADIANS, Race, Rally, General Accessories. Write 
for wy Auto Sport Imports, Box 2146, Van- 
couver, B. C. 


MOTORBOOKS — handbooks, shop manuals, main- 
tenance, repair, tuning, racing, rallies, antiques, 
classics, histories, motorcycles. Catalog 25¢. Vivian 
Gray, Motorist’s Bookseller, Hurstpierpoint, Sussex, 
England. 


AIR Horns for sports and imports. The real thing, 
not imitations. Easily mounted, Dashboard button 
control. Complete $14.95 to $39.50. For pictures 
and prices write: Cole Industries, 127 Montgomery 
Street, Dept. R, San Francisco 4, California. 


TRIUMPH-Jump Seat—All Colors Complete—$19.95. 
Almo 1600 Ritchie, Glen Burnie, Md. 














CAUTION: Do Not Lower Windows At Speeds In Ex- 
cess Of 120 M.P.H. This official appearing engraved 
metal plaque for your dashboard and doors. Applied 
and removed in seconds without damage to surface. 
$1.00 each. Postpaid airmail. Sports Car Bazaar (SC), 
6019—44th N.E., Seattle 15, Washington. 





POINTS! have your old points rebuilt with Heavy 

Duty Genuine Tungsten Line Contacts. $4.95. per set. 

= to Swan Mfg. Co., 3440 Kyle, Robbinsdale 22, 
inn. . 





BINOCULARS Free with order! Christmas accesso 

brochure features goodies for cars, clubs, enthusi- 

= GFA, 25 North Genesee, Waukegan, 
inois. 





THE Checkered Flag. Imported Auto Parts and Ac- 
cessories. Abarth, Lucas, KLG, Marchal, Vandervell, 
etc. Write for catalogue. 61 Whalley Ave., New 
Haven 11, Conn. 


PLANS & KITS 


BUILD Your Own Tachometer, (electric) at tremen- 
dous savings. Complete plans and instructions, $1.00. 
Alanne Engineering, Box 135, Watertown 3, Conn. 





JABRO’S are winning trophys all over! Build your own 
from Crosley parts, Mk | or Mk I! Blueprints, 
Bodies, Space Frames, Speed Info, Send 25¢ Jabro, 
#1 Sunnymead, St. Louis 24, Mo. 





FORMULA Junior Here Now! Assemble your own 
from MG-TD parts. Drawings and instructions $5. 
Conversion kits from $395. Formula II! plans still 
available, $5. Dane Racing Cars, 129691/2 Washington 
Bivd., Dept. SC, Los Angeles 66, Calif. 


MISCELLANEOUS 


BRITISH and European Workshop Manuals. Largest 
stock in U. K. Send year, make, model for im- 
mediate airmail quotation. Catalogue of other books 
on motoring 25¢ (air mail 50¢). Autobooks-Marken 
Ltd., 104 Islingword Rd., Brighton, Sussex, England. 


WORLDWIDE Old Car Club Literature Free. Send 
ee Car Club. Box 20749, Los Angeles 
, Calif. 


ENTHUSIASTS — subscribe to Sports Car Digest, 
hey! Complete Imported Car Coverage in classified 
form. Autos, salvage, parts, dealers, specials, acces- 
sories, etc. One year, $1. Sports Car Digest, Box 
2368, Odessa, Texas. 


AT Long last you now can have color copies of 16mm 
film on 26 major sports car races and the world’s 
record Indy car race at Daytona Speedway. If 
interested write E. L. Eveleth, 1716 S. E. 7th Street, 
Fort Lauderdale, Florida, for circular. 


SPORTS Car Sketches. For the enthusiast, 8X10 pen 
and ink drawings. Lotus, Maserati, Testa Rossa, 
Porsche Spyder, 300-SL, Ferrari, D-Jag, XK-140, 
TR-3, Porsche Cpe, VW, MG-TC, TD, TF, & A. Com- 
plete set of 15 prints $6., 12 prints $5., any four 
$2. No COD’s. A. Wood, 8310 Hood Dr., Richmond, Va. 


ALFA Romeo Veloce engine and gearbox or complete 
wreck. Full details please. Phone DA 6-8423 in Los 
Angeles or write Ernest Purdom, Lockheed Aircraft 
Representative, Tyndall AFB, Fla. 


SPORTS Car Dealers! Someone ‘‘borrowing’’ your 
personal copy of Sports Cars Illustrated each month? 
You ought to be taking advantage of Sports Cars 
Illustrated’s convenient re-sale plan. Sell copies in 
your showroom—perform a good service for your 
customers—with no risk involved. For details, write: 
Direct Sales Department, Sports Cars Illustrated, 
One Park Avenue, New York 16, New York. 
SPORTS Car Christmas Cards custom designed with 
make and color of your car. Write for free brochure. 
Camway, 620 14th Avenue, Santa Cruz, Calif. 
SPORTS Cars Hand Painted on Silk, Car of your 
choice, 7 x 18. Send photograph, colors. $4.50 
postpaid. Miami Specialty Company, Box 50-224, 
Miami, Florida. 
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SHOPPING GUIDE 


Classified — 


A HANDY GUIDE TO PRODUCTS AND SERVICES 
NOT NECESSARILY AUTOMOTIVE, 
BUT OF WIDE GENERAL INTEREST. 


BINOCULARS & TELESCOPES 


OPTICAL Bargains — Request Free Giant Catalog 
“CJ.” 120 pages — Astronomical Telescopes, Micro- 
scopes, Lenses, Binoculars, Kits, Parts. Amazing war 
surplus bargains. Edmund Scientific Co., Barring- 
ton, New Jersey. 


U.S. & FOREIGN JOB REPORTS 


JOBS Overseas! Write wage — Co., 
109 Hub Station, New York 55, 


AMERICAN Overseas Jobs. ang a Men, Women. 
Transportation Paid. Free Information. Write: Trans- 
world, Dept. ZF, 200 West 34th St., New York 1. 


OVERSEAS Positions offer free travel, high salaries. 
Complete survey all possibilities — administrative, 
technical, aviation, etc. — $1.00 — Included free 
“Directory of American Companies in Sixty Coun- 
tries’. Hill ee rg - aromas P. 0. Box 
26-Z, Massapequa Park, 


FOREIGN Employment a — $1. Parks, Box 
1665A, Lake City, Seattle 55, Wash. 


CIVIL Service Jobs — Overseas, U. S. A. — mechan- 
ical, clerical, professional. List $1.00. Civil Service 
Bulletin, 115 Haypath Road, Plainview 2, New York. 
HELP! We need more Mechanics—foreign car ex- 
perience required—top wages for right man. Im- 
ported Cars Inc., 505 So. Governors, Dover, Delaware. 

















COLORFUL Autumn—New York State. Eight Color 
slides $1.00. Eddings. Roberts Avenue, Corning, N. Y. 
FREE! Blackhawk’s big sale catalog 8mm., 16mm. 
movies, 2”x2” color slides. Biggest selection any- 
where!” Projectors, cameras, supplies—big discounts! 
Get free, every three weeks, 12-page newspaper size 
bargain list! Blackhawk Films, Davenport 9, lowa. 
LIME Rock Films, July 4th SCCA N. E. Regional Race, 
August 15th Little Le Mans. 8mm and 16mm black 
and white prints, prices upon request from: Speed 
Film Associates, Box 336, Roslyn Heights, L. I., 
New York. 








MISCELLANEOUS 


“WINEMAKING; Beer, Ale Brewing.’ Illustrated. 
$2.00. Eaton Books, Box 1242-V, Santa Rosa, Catif 








CLASS H CROSLEYS 


A complete line of Class H speed equipment is 
available for Crosleys — including equipment from 
Braje, K-H, Hatch, Jahns, Isky, Ronco and many 
others. 


Send 10¢ for complete parts list. 
HULL’S SPEED ’N MARINE 


10 South Main Street * Montgomery, Pennsylvania 
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ond heat, a brake locked in the approach 
to the hairpin and the car went into an 
almighty “Stiirz” (German for accident) 
and threw Hermann out, allowing him to 
escape from an accident that practically 
destroyed the BRM. Bonnier’s BRM had 
fuel pump trouble while Harry Schell 
pushed his car over the line after the 
clutch gave out. The only Cooper-Climax 
to finish was that of Trintignant, his honor 
the mayor. As soon as the Surbiton ma- 
chines were out of the picture, Brooks, 
Hill and Gurney toured around to win, 
momentarily upsetting Brabham’s_ win- 
ning streak. Brooks acquired 9 champion- 
ship points at Berlin and is now within 
shouting distance of Brabham. Results at 
Lisbon, Monza and Sebring will decide 
the World Championship. 

—ja 
Dan Gurney 


Results: 1959 German Grand Prix, 
Avus—Berlin, August 2, 1959 
First Heat: 
1. Tony Brooks (Ferrari) | hr., 3 min., 
17 sec.—146.5 mph (248.7 kph) . 
Dan Gurney (Ferrari) 1 hr., 3 min., 
18.9 sec. 
Phil Hill (Ferrari) 
Bruce McLaren (Cooper-Climax) 
Harry Schell (BRM) 
Maurice Trintignant (Cooper-Climax) 
Joakim Bonnier (BRM) - 
Hans Hermann (BRM) 
lan Burgess (Cooper-Maserati) 
Second Heat: 
1. Tony Brooks (Ferrari) 1 hr., 6 min., 
14.0 sec.—134.8 mph (216.8 kph) 
Phil Hill (Ferrari) 1 hr., 6 min., 14.3 
sec. 
Dan Gurney (Ferrari) 
Maurice Trintignant (Cooper-Climax) 
Joakim Bonnier (BRM) 
Ian Burgess (Cooper- Maserati) 
Harry Schell (BRM) 
Overall Results: 
Tony Brooks (Ferrari) 2 hr., 9 min., 
31.6 sec.—140.1 mph (225.36 kph) 
Dan Gurney (Ferrari) 2 hr., 10 min., 
33.5 sec. 
Phil Hill (Ferrari) 2 hr., 
sec. 
Maurice Trintignant (Cooper-Climax) 
2 hr., 10 min., 1.9 sec. (1 lap behind) 
Joakim Bonnier (BRM) 
Jan Burgess (Cooper-Maserati) 
Harry Schell (BRM) 
Fastest Lap: 
Brooks in 2 min., 


(239.7 kph) 


10 min., 36.4 


4.5 -sec., 149 mph 
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Polk’s Model Craft Hobbies 

Popular Photography Home Movie Annual 
Pritchard-King, Inc. 

Products D’Elegance 

Putnam’s Sons, G.P. 

Ramcote Products 

Rite Fit Auto Covers 

Riverside Records 

Rebbins Auto Top Company 

Roosevelt Automobile Company, Inc. 
Royze, Inc. 

Rupp Mfg., Co., The (Kart Div.) 

Saab Motors, Inc. 

Southwest Imported Auto Parts 
Speedwell Conversions 

Sports Car Center, Inc. 

Sports Car Dealers 

Sports Car Clubs 

Sports Cars Illustrated Subscriptions 
Square Electronics 
Standard-Triumph Motor Company, Inc, 
Sturtevant Co., P.A. 

Vitesse Imported Parts, Inc. 














THE 


OTHER 
WOMEN 


IN HIS 


Li E. ee lucky man this one, idling away an Indian summer's afternoon with his daughter 


and his new Austin Healey “3000” . . . she is a motor car created for the young family 
... sleek, lovely and practical . . . extra jump seat for small fry and shopping . . . nimble, fast 
and ferocious . . . packs the wallop and excitement only a road champion can provide . . . the Austin Healey “3000” 
is a car that has everything. Drive it today at any one of 125 authorized dealers in Conn., N. J., N. Y. or R. I. 
(write for name of your nearest dealer). J. S. Inskip, Inc., Box SC11, 304 E. 64th Street, New York 21, N.Y. 
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THE MARK IX SEDAN epitomizes Jaguar traditions of performance, design 


and engineering. Renowned, too, are the XK 150 Sports Cars—-Roadster, drop 


head or fixed head Coupes—and the incomparable Sports Sedan. 


JAGUAR CARS INC., 32 E. 57th St., New York 22, N. ¥. 





